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WE CAN SAVE... 


STILL MORE RUBBER 


and with it we can save priceless time and manpower 


THE WHEELS which support the 
economic life and much of the war 
effort of America must be kept turn- 
ing. The Baruch report electrified 
the country with its clear exposition 
of the fact that rubber for this pur- 
pose must be found .. the alternative 
is defeat. 


The stark need of the country to 
meet the realistic program outlined 
in the Baruch report is made clear 
by the sacrifices the American pub- 
lic must endure while bridging the 
time between now and the comple- 
tion of our synthetic-rubber pro- 
gram. Hardly a man, woman or 
child is unaffected. 


We all are in a frame of mind to 
resent rubber waste when we must 
forego its use for even normal con- 
venience. This attitude on the part 
of the public is reflected in heavy 
fines and even jail sentences now 
being given by our judges to speed- 
ers and reckless drivers who burn 
up their tires. 


BUT — There is an 


transport a given number of ton- 
miles of war materials. 


And now that speeds have 
been reduced, it requires even 
more vehicles, more men, more 
hours and a lot more rubber! 


We cannot cut the ton-miles to 
be transported because our trans- 
portation must be kept geared to 
production. 


Longer driving hours are unsafe. 


Adding more men and more vehi- 
cles at this time would be wasteful 
in the extreme. There is only one 
logical answer: 


Let us transport the loads that 
our big tires, our big trucks and 
Trailers and our fine highways 
are built to carry. 


Right now State laws prevent the 
big saving this would make possible. 
For example: A midwestern State 
permits a truck-and-trailer gross 


THE LOW-DOWN ABOUT ROADS 


Ask why certain States, where 


“Highways 


constructed to 


weight, for vehicle and load, of 
approximately 52,000 lbs. That’s a 
sensible, liberal allowance .. and 
naturally, motor transport men in 
that State have purchased equip- 
ment, including tires, built to carry 
the maximum load. 


But, when these operators want 
to haul into or through one of the 
adjoining States, they must reduce 
the gross weight to 40,000 pounds! 
That’s the State law! 


So, every tire on these vehicles 
carries only 77 % of the load it was 
built to carry. Or putting it another 
way, because of the reduced load, 
the operator must greatly increase 
his tire mileage to deliver the same 
tonnage into the adjoining State 
that he can legally carry in his 
home State. Multiply that example 
by the thousands of like instances 
throughout the country every day 
and you have an appalling wastage 
of rubber. 


The immediate cor- 
rection of these ob- 





even greater cause of 


waste! 


Our roads and our 
vehicles in many States 
are not permitted by law 
to carry the loads they 
are capable of handling. 


This means that trucks 
and Trailers must travel 
more miles to carry the 
same tonnage. 


It means that more 
men are needed to drive 
these vehicles over the 
highways in order to 
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railroad lobbying has had its ef- 
fect, restrict vehicle sizes and 
weights to such low levels and 
the answer will likely be: “Our 
roads won't stand heavier loads.” 


That is not correct, except in 
some isolated instances which 
should be promptly remedied. 


“Long ago the fact was estab- 
lished that the gross weight of 
the vehicle, properly distributed, 
is not related to pavement de- 
terioration.” 

—E.F. Kelly, Chief, Division of Tests, 
U. S. Public Roads Administration, 
“The state’s (Pennsylvania) 

super highway between Harris- 

burg and Pittsburgh is in ‘ex- 
cellent condition’ despite the 

pounding given it daily by 1,000 

trucks carrying essential war ma- 

terials, the Turnpike Commis- 
sion said today. ‘Our only enemy 
has been early spring weather.’ ” 

——From Wall St. Journal, Sept. 4,’42. 


withstand these elements (mois- 
ture and temperature changes) 
are strong enough to withstand 
bus, truck and passenger car 
traffic. 

“Concrete pavements from 
which all traffic has been barred 
have deteriorated just as rapidly 
over the years as identical pave- 
ments under continuous traffic.” 

—WNat’l Highway Users Conference. 


Further, the Society of Auto- 
motive Engineers, which is rec- 
ognized as an unbiased authority, 
has recommended a minimum 
code of weights and sizes that 
would be generally applicable 
throughout the United States 
and that is considerably more 
liberal than the laws in many 
States. 

That’s the answer to “Our 
toads won’t stand heavier loads.” 





structive laws would 
certainly have the sup- 
port of the millions of 
motorists who, to con- 
serve rubber, must seri- 
ously restrict their driv- 
ing or even garage their 
cars entirely. It will have 
the support of the motor 
transport operators, who 
have the tremendous re- 
sponsibility of keeping 
war material moving. 
And it will unquestion- 
ably have the support of 
the fighting men who 
need that material. 
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A Case of Non-Support 


The disinclination cf business groups to take 

prompt and vigorous action on matters deeply af- 
fecting their work is too familiar to cause astonishment. 
Occasionally, however, an example of what appears to 
be a positive horror of going on record in even the 
mildest way is a matter for profound discouragement. 
Such a case arose last week when the National Asso- 
ciation of Regional Advisory Boards failed to express 
itself on the investigation now being conducted into the 
affairs of the rail and truck rate bureaus by the anti- 
trust division of the Department of Commerce. 


In the first place, its board of directors declined to 
act on a resolution on the subject, the terms of which 
resolution were not made public. Questioning among 
members of the board revealed that, after some of its 
members insisted that it would be unwise to declare 
the association in opposition to the anti-trust proceed- 
ings because, should they result in the discovery that 
some bureau activities were illegal, the association 
would find itself in the position of defending illegal 
practices, the resolution was withdrawn. On the fol- 
lowing day, in open meeting, a resolution was intro- 
duced from the floor, mild in terms, merely instructing 
the officers of the association to keep their eye on the 
proceedings and then inform the regional boards what 


was going on and recommend action. That resolution 
was ruled out of order because the board of directors 
had refused to adopt another on the same subject, 
though in different terms. 

We think the chairman’s ruling was arbitrary, but 
that has nothing to do with what we think was timidity 
on the part of the association in not at least expressing 
itself as to the wisdom or unwisdom of carrying out now 
a long and toilsome investigation into generation-old 
practices at a time when the Department of Justice, the 
forces of the rate bureaus, and railroad and truck traf- 
fic men ought to be busy with more essential work. A 
statement to that effect from the association would 
have had no bearing on what it thought of the legality 
of bureau procedure. 


Mr. Thurman Arnold has been damned in various 
and colorful phrases for instituting the investigation, 
and by no individuals more vehemently than by ship- 
pers. Yet when these shippers, sitting as representa- 
tives of the thousands of members of advisory boards, 
have an opportunity to precipitate their random invec- 
tive into a collective statement of some weight, they 
dodge the issue. We do not know in detail what went 
on in the association’s board meeting, but from what 
has been told to us we are reasonable, we think, in 





OUR PLATFORM 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do something by 
way of group operating economies to help themselves and co- 
operation by shippers in such economies. 

























Every effort by railroads not only to expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of tbe transportation 
Problem by the board created by Congress to make recom- 
mendations for legislation. 
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Coordination of rail and truck facilities and joint rates, 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 


Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 


A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 


(THE SHORT HAUL) 


Kill the St. Lawrence waterway proposal. 

Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger trans»ortation. 

No Pullman reservations without cash for tickets. 
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assuming that at least some of those present felt that 
the bureaus ought to be investigated; and by that we 
suppose they meant they ought to be investigated now. 

It is curious to note how quickly the picture has 
changed. Individually, shippers and carriers alike still 
appear to be unanimously condemnatory of the pro- 
ceedings. Collectively, the shippers’ attitude can so far 
only be judged on the basis of a six-months old brief of 
a committee of the National Industrial Traffic League 
questioning the legality of certain truck rate bureau 
practices, and on the failure of the board of the Na- 
tional Association of Regional Advisory Boards to act 
in the matter and the refusal of its president to permit 
it to be discussed in open meeting. The railroads (indi- 
vidually, though they have taken no formal action) 
still think the investigation ought to be abandoned, but 
they appear rapidly to be discovering that the shipper 
support they thought they might have in that position 
was illusory. The National Industrial Traffic League 
meets next month in New York. We hope it will have 
courage, whatever it may think of the propriety of de- 
fending the legality of bureau practices and however 
some of its members who have failed to win acceptance 
of rate proposals by one or another of the rate bureaus 
may feel, to say that these times of strain, stress, and 
low manpower are not propitious for continuing an 
attempt to throw the whole complicated rate-making 
machinery out of kilter. 


Whatever may be the qualifications or lack of 
them of Mr. Jeffers, president of the Union Pacific, 
for the office of Rubber Director, he is, at least, not 
lacking in the “guts” necessary to tell self-seeking 
United States senators where to “head in.” His col- 
loquy with Senator “Cotton Ed” Smith shows that. To 
be sure, it does not require as much courage as might 
be imagined by some to talk straight to such fellows, 
but few do it. It is true also that the courage to do it, 
if courage is required, does not necessarily indicate that 
the one doing it is otherwise competent. Still, it is grat- 
ifying to have a man in a position of that sort who will 
not be heckled by a bunch of politicians but who takes 
himself and his job seriously. He is right in saying 
that “the whole damn thing has been muddled” and in 
telling the public so. We hope he clears the muddle 
and we hope he fights as valiantly if and when the 
“administration” itself gets after him. He is in good 
position to do so, for he can always go back to a pretty 
good job on a pretty good railroad. 


In the ‘man power” crisis, to meet which the ad- 
ministration plans to “draft” labor, both men and 
women, we venture to suggest an obvious solution in 
part—a suggestion that will not be adopted. It is that 
labor union rules—and, yes, agreements between labor 
and employers, such as the railroad ‘“featherbed” rules 
—resulting often in the employment of several men 
to do the work of one or in the payment of men for 
doing nothing, be abolished. Labor should first be 
called on to abolish this system voluntarily, as a pa- 
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triotic action and a contribution to the winning of the 
war. Thus far, it, as such, has done nothing. If it re. 
fuses, it should be compelled. There is a good job here 
awaiting some statistician who will make figures to 
show how many man-hours are lost every day by rea- 
son of this system. But will the administration act? 
It will not. No matter how serious the situation, even 
if we risk losing the war because of it, we cannot give 
up our “social gains”! 


The Rise of Government Squirts 


One of the phenomena resulting from the war 

situation is the rise of a lot of little squirts, en. 
dowed with temporary petty authority, who arrogate 
to themselves the right to judge and impugn the mo- 
tives of men who differ with them or with administra- 
tion policies. Thus, Lindbergh is a “copperhead,” Sena- 
tor Brooks and others like him are “helpful to Hitler,” 
and almost any Republican who continues to be one is 
more or less of a traitor. No one is “loyal” who does 
not see things exactly as the New Deal leaders pretend 
to see them. 


Now the ranks of these squirts is joined by Wayne 
Morse, public member of the National War Labor 
Board, who, in advising George P. McNear, owner of 
the T. P. and W. Railroad, that the board had rejected 
his request for a further hearing in the case in which 
the government has taken over the operation of that 
railroad, spoke of Mr. McNear’s “refusal to assist your 
government.” So Mr. McNear is also smeared as dis- 
loyal to his country in time of war _ because he, 
strangely, disagrees with New Deal policies that de- 
prive him of his property unless he consents to operate 
it under what he considers to be unfair labor rules. 
Whether he is right or wrong, it would seem that he 
would be at least entitled to fight the case to the end 
in accordance with his own ideas of justice and in pro- 
tection of his means of livelihood, without being tarred 
by dirty sticks poked at him by two-by-four office 
holders. 


CHANDLER ACT REENACTMENT 


President Roosevelt has signed H. R. 7121, the bill pro- 
viding for reenactment, substantially, of the Chandler act per- 
mitting adjustments in financial structures of solvent railroads, 
until November 1, 1945. The original act, under which the 
Baltimore and Ohio and several other railroads effected ad- 
justments in their financial structures, was limited to one year. 

The Delaware and Hudson Company is expected to be one 
of the first companies to take advantage of the enactment. It 
has a large maturity of $49,000,000 of 4 per cent first mortgage 
bonds, due May 1, 1943, of which $47,769,000 are in the hands 
of the public. 

According to testimony given in support of the bill the 
Delaware and Hudson can not meet this maturity and desires 
to carry out an adjustment. The House judiciary committee 
was told last May that the company was currently earning the 
interest on the maturing bonds more than two times, after 
taking care of all other fixed charges and that it needed tem- 
porary relief (see Traffic World, May 2, p. 1184). : 

The bill had the support of the Association of American 
Railroads, the National Industrial Traffic League, the Ameri- 
can Bar Association, mutual savings banks and Ralph Budd, 
president of the Chicago, Burlington and Quincy, who submit- 
ted a statement relating to the voluntary adjustment plan of 
the Colorado and Southern Railway Co. It was opposed by 
the railroad unions and brotherhoods speaking through the 
Railway Labor Executives’ Association. 
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Jopics 


WASHINGTON 





A short time ago it was disclosed that 
there were more civil employes of munici- 
palities, counties, states, and the national 
government than there were men in the 
armed forces. The growth of the clerical 
forces, however, is not going to be stopped. 

According to estimates, 37,000 more 
men and women are to-be added to the 
staff in Washington before July 1. Where 
they will be housed is a serious question, notwithstanding the 
fact that the government is marring the landscape with sup- 
posedly temporary structures. Many of such erected in the 
other world war period are still standing. 

It may become necessary for the government to buy about 
37,000 clothes hooks to put into structures in existence and 
hang the newcomers thereon. The lure of a government job, 
apparently, is as strong as ever, notwithstanding the prospect 
of indifferent places, if any, in which to exist. The Washington 
metropolitan area now is estimated to have a population of 
1,164,000 persons. 


More Clothes 
Hooks Needed 
in Washington 





“Go lay an egg” may be good gutter or 
slang admonitory language, but it might 


Hens Are not be amiss to observe that, when it is 

addressed to a hen, the one speaking had 
Not Fully better have a full dish of feed in his hand. 
Mathematical The dish had better be full else the result 


may not be satisfactory. 


The learned men of the Department of 

Agriculture have been studying the hen. 

They have learned that her mathematical thinking has been 

poor. For instance, she is so contrary that, if her supply of feed 

is reduced 25 per cent, the result is not a 25 per cent reduc- 

tion in egg production, but 50 per cent. And they have found 

that the hen seems to be subject to the same law that governs 
the productivity of dairy cattle and hogs. 


In connection with that it might be suggested that, if Con- 
gress will but make adequate appropriations—say, several 
billions—the scientists may be able to change that law and 
thereby become as famous as Newton when he discovered, as 
school children say, the law of gravitation. It would be fine 
for the country if they established a law as to egg production 
to the effect that it should fluctuate so that a cut of 25 per cent 
in feed would result in only a 25 per cent reduction in the 
egg crop. 





So, according to the reports from 
the west coast, the battleship Ore- 
gon is to be scrapped. She is good 
for “remelting purposes only,” to 
make use of the words in defining 
scrap metal. But the cruiser 
Olympia, Dewey’s flagship in Ma- 
nila Bay, is to be preserved as a 
' reminder of the day described by 
oneal Montijo, of the Spanish navy, as a ‘“‘sad but glorious 
ay.” 

The sad but glorious day the admiral was talking about 
was the one on which Admiral Dewey deprived Spain of the 
femnant of the vast empire of Charles V so far as the far 
eastern hemisphere was concerned. That was in May, 1898. 
Three months later, off Santiago, the Oregon participated in 
the battle that deprived Spain of practically the last vestige 
of her empire in the western hemisphere. 

_Now that the Oregon is about to d‘sappear, it may not be 
amiss to recall that in 1898 there was emotion of a different 
sort from what there is about her now. Many an American 
shook with fear when, after the batt'e of Manila Bay. the 

regon was ordered from the Pacific to the Atlantic, and she, 
accompanied by the gunboat or small cruiser Marietta, came 
around South America. They shook because the squadron of 
four fast battle cruisers of the Spanish navy were in the 
Caribbean, or on their way there. 

There was a deep sigh of relief when the Oregon got to a 
Florida port. Her captain came to Washington. A group of 


Old Battleship 
Oregon on the Way 
to the Scrap Pile 
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newspaper men voiced the fears they had felt lest the four 
Spanish cruisers pick her up and do her harm. But they re- 


ceived no thanks from the captain for their expressions of 
concern. 


“H——,” said the captain, “I was looking for them. They 
weren’t looking for us. Our thirteen-inch guns, pitted against 
their eleven-inch Hontorias guns, would have made it a picnic 
for me—if we could keep up with them.” 


The Spanish cruisers were supposed to step twenty knots 
an hour. But the facts that they had barnacles two inches long 
on their bottoms, that they had only the poorest sort of coal, 
taken aboard at Willemstad, Curacao, were not known to the 
nervous Americans. Nor did the latter know that some of the 
eleven-inch Hontorias were Quaker guns. Later it was stated 
as a fact that peculation by Spanish officials had resulted in 
the placing of the Quaker guns in the turrets, although how 
that fact was determined is not recalled. 

At any rate, when the Spanish ships elected to make a 
dash for freedom, or Havana Harbor, the ships that had put 
the country into a state of almost nervous collapse were card- 
board structures and the Brooklyn, Schley’s not so heavy 
cruiser, peppered them hard and drove them on the rocks. But 
the Oregon had given them days and days of heart failure. 





It may not be so but it seems 
as if there were more than 
usual of the “soak the rich” 
color in the pending tax bill, 
estimated to yield about six 
billion dollars of revenue. Of 
course, the.Communist preaches 
about the “class struggle’ all 
the time, his major premise be- 
ing that those who have had talent enough to organize and 
prosecute enterprises are exploiters or despoilers of the poor. 

But members of Congress are supposed to be of a higher 
order of mentality than to believe that taxing a man so he will 
have practically nothing left will not stifle enterprise and ulti- 
mately reduce everybody to a mere existence level. Yet the 
tax bill provides for doing just that sort of thing. The pro- 
posal, for instance, to limit incomes to $25,000 a year was of 
that sort. The past tense is used because the idea is not incor- 
porated in the measure. 


It might be suggested that it was obvious that the man 
able to plan activities that bring him an income of $25,000 a 
year is one who can and must employ persons not endowed 
with the talent for organization and prosecution of enterprises. 
If everybody had that talent the land would be as poor as one 
having none of it. If everybody were a millionaire, who would 
be the bootblack, the porter, the driver of the automobiles 
needed for those not able to drive, or the hewers of wood for 
those not able to do any hewing? Only he who knows so little 
as to take all the honey from bees can think he is well served 
by a member of Congress willing to enact such legislation. 


Yet appeal to self pity is too often productive of votes. 
Votes are what men striving for office most desire. That 
may account for some of the things in the tax measure that 
are to be classified as “soak the rich’ provisions. Too many 
communities tolerate seekers for office whose primary appeal 
is to self pity. 

Years ago, about the time this country began to hear the 
first words about Communism and Socialism, the editor of a 
German language newspaper at Mansfield, Ohio, began an 
attack on M. D. Harter, the executive of a harvesting machin- 
ery company, implying that he was an oppressor of the poor. 
The men in that plant were not many years away from the 
horrors of the panic of 1873. They thought Harter, later a 
member of Congress and author of the so-called Harter act, 
making the first beginning of the regulation of carriers by 
water, was far from an oppressor of the poor. Somebody organ- 
ized the “oppressed” workers. They made a call on the editor, 
marching in a column of twos. They talked to him, probably 
in as many German dialects as could be found in such a typical 
American city as Mansfield was at that time. 


There were no reporters present, so far as known. But 
the substance of the babel of German dialects appeared to be 
that, if the editor did not quit attacking the company that gave 
them employment, there would be trouble for him. Whatever 
they said, it was effective. So far as can be recalled, the Com- 
munistic idea never again was preached there. And at times 
when the Democrats have turned toward 16 to 1 or anythin~ 
off the path of conservatism, the party generally in control of 
the offices in that Ohio city has been pitched out. The tax bill 
that carries so many “soak the rich” ideas is probably over 
the heads of the people there, as well as other places, but, 


Congress Seems Slightly 
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when they find out about it, the probabilities are they will not 
care much for the administration or its works. 

“Judging from French experience, price 
control will not be successful if ap- 
proached from the point of view of group 
interests rather than those of the entire 
world. This is one of the conclusions of 
a study of French price control just 
made public by the Brookings Institu- 
tion.” So says an announcement by the 
organization mentioned, the author of 
the study being Louis Franck, French economist, now a visiting 
scholar at the Institution. 

Another conclusion was that “the political influence of one 
or another group, chiefly the farmers and city wage earners,”’ 
had determined the way in which price control problems had 
been dealt with in France. 
period of government price control in France was an era of 
centralization of power in the executive at the expense of the 
parliament. 

In other words, France, in the matter of price control, saw 
the effect of a farmer-labor combination. Some may think that 
that exposition of the matter shows that in France there is no 
greater freedom from pressure group control than in the United 
States. A further parallel that some may see is that the growth 
of the executive power in the United States, which has been 
denounced to the extent of saying that Congress was but a 


rubber stamp for the President, also took place in France.— 
A. E. H. 





Human Beings 
Still Seem to 
Be a Bit Selfish 


Reliability of Accident Reports 


Criticism and praise of railroads for the manner in which 
they report or fail to report accidents involving employes 
are contained in a report submitted to the Commission by its 
Bureau of Transport Economics and Statistics and its Bureau 
of Safety on reliability of railroad employe accident statistics. 


Any material failure of the railroads to meet their obliga- 
tions in connection with reporting accidents strictly in ac- 
cordance with the requirements of law and the reporting rules 
of the Commission, the bureau says, means that the Commis- 
sion’s accident statistics are not accurate and reliable; that 
the record for safety of the particular railroad involved in 
such failure is a paper record only, and is not properly rep- 
resented by the published statistics. Under such conditions, 
it is pointed out, there could not be the most effective use of 
the statistics in the prevention of accidents. 


“Information reaching the Commission from time _ to 
time has indicated that its accident statistics relating to the 
employes on duty are not as accurate as should be the case, 
and that the records for safety established by some of the 
railroads were only paper records, actual safety and accident 
prevention not being truthfully reflected by the records,” 
say the bureau. “‘There have been very wide variations in the 
casualty ratios not only among different railroads but also 
between roads operating under substantially similar conditions. 
Because of the situation the Commission undertook an _ in- 
vestigation covering the reporting practices of six railroads 
and extending over a period of many months.” 


The railroads investigated were the Union Pacific, Sea- 
board Air Line, Atlantic Coast Line, Deleware and Hudson, 
Delaware, Lackawanna and Western, and the Milwaukee. In 
their conclusions, the bureaus said: 


This investigation as to the reliability of railway employe accident 
statistics was confined to employe casualties on six major railroads. 
Four of them, the Union Pacific, Coast Line, Milwaukee, and Lacka- 
wanna, have been among the roads showing lower than average records 
of casualties per million man-hours in recent years as compared with 
all Class I roads. With respect to the first three roads, the record 
has been a rather consistent one over a period of years. The Lacka- 
wanna has shown an irregularly declining rate from considerably above 
the average of all Class I roads for the earlier years of the decade 
1931-40 to a figure substantially below that average in 1939 and 1940 
as well as those months of 1941 prior to the month in which their 
records were examined. The Delaware & Hudson's rate has been very 
much higher than the Class I average in every year of this period 
and that of the Seaboard above the average in a majority of years. 
For both of these railways the reports were complete or nearly com- 
plete. In the case of the Union Pacific the Commission’s investigators 
found that the favorable safety record was due, with some qualifica- 
tions, to their accident prevention policies. The lower than average 
rates of the Coast Line, Milwaukee, and Lackawanna, on the other 
hand, have resulted, to an extent which cannot be exactly calculated, 
from a failure to report accidents to the Commission in accordance with 
the letter and, even more, the spirit of the reporting rules. 

In general, it may be observed that bona fide safety can be achieved 
in more or less direct proportion to the amount of effort expended in 


The study also observed that the , 
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accident prevention. Ample evidence of this was found on the Union 
Pacific on which the low accident rate reflects a managerial policy of 
comprehensive accident prevention carried out by a capable and eff. 
cient safety organization. The files of this railroad dealing with various 
employe injuries clearly demonstrated that this management held its 
supervisors responsible for accidents and endeavored to take all pos. 
sible precautions to avoid the recurrence of similar accidents. This 
was in marked contrast with the files of some of the other railroads, 
which indicated that the general officers and supervisors apparently 
expended much time and effort in finding some means by which aq 
report of a particular accident could be avoided, the files being prac. 
tically barren of anything related to accident prevention. An equal 
amount of effort devoted to bona fide accident prevention might wel] 
have led to the saving of many lives, as well as avoidance of injuries, 
In fact, as already stated, if the Union Pacific figures for the year 1949 
are used as a basis for calculating such savings, there would have been 
298 fewer lives of employes lost on Class I railways in that year, and 
10,659 fewer employe injuries. These figures take no account of in- 
juries involving disability for 72 hours or less. It would be far better 
to achieve a bona fide safety record, backed by the knowledge that it 
had resulted in the saving of many lives and personal injuries to em- 
ployes, than to engage in letter writing, conferences, and pressure, in 
an endeavor to achieve a statistical record for safety, with the knowl- 
edge that lives and limbs had been sacrificed in the accidents which 
might have been prevented. The time to acquire a safety record is be- 
fore an accident occurs, not afterwards. 


In conclusion it appears that adequate progress has not been made 
in accomplishing the result to be desired, which is that the Commis- 
sion’s accident statistics shall present a true statement of total re- 
portable employe casualties as defined in the rules in force. It should 
be added, however, that this report has dealt primarily with non- 
fatal employe injuries. No evidence was found that fatal injuries are 
not being completely reported. 

As a result of this investigation basic forms to be used by the 
superintendents, supervisors, physicians, and employes on each rail- 
road for compiling and maintaining proper records of all accidents to 
railroad employes should be prescribed. 


In discussion of the Union Pacific record, the bureaus made 
the following comment: 


The continued maintenance of a low employe casualty ratio can 
be due only to a failure to comply with the law and the reporting rules 
of the Commission, or to a bona fide policy in safety upon the part of 
the management. On the Union Pacific Railroad the records and files 
in the 2,474 cases covered showed definitely that the latter factor was 
responsible for its low ratio. In the files examined there were scores 
of communications, not only to or from the general safety agent, but 
also the vice president in charge of operations and the three general 
managers, relating to accidents and accident prevention. The error 
of relieving those in authority from the responsibility which neces- 
sarily goes with such authority has not been made on this railroad. 
This is indicated by the fact that subordinate officials and supervisors 
were held personally responsible for the safety of, and for the safe 
performance of their duties by, employes under their supervision. The 
files recorded several instances in which supervisors had been dis- 
missed from the service because of failure to exercise the necessary 
care to avoid accidents. Whenever an accident occurred, an investiga- 
tion was made for the purpose of determining its causes and fixing 
the responsibility therefor. At the same time steps also were taken 
to prevent a recurrence of a similar accident at other points on the 
system. 


The files indicated that the low casualty ratio on this railroad is 
due to an energetic policy of accident prevention which pervaded the 
entire organization, from general officers to section laborers. 





CONTAINER MATERIAL SHORTAGE 


Warning that critical materials for the manufacture of 
containers were becoming increasingly scarce, the Containers 
Branch of the War Production Board October 15 issued an 
urgent appeal to the industry to concentrate all its research 
facilities on the development of usable substitutes. 


While many substitutes had been developed and already 
were in use, the proportion of containers still made of critical 
materials was considerably in excess of what it should be in 


the light of the present military demands for those materials, 
it was pointed out. 


The branch emphasized that the container industry and 
those who used containers for packaging their products should 
not rely on the War Production Board for development of sub- 
stitutes. Responsibility for developing such substitutes rested 
largely with the individual manufacturers, it was stated. 
although the War Production Board was prepared to offer 
whatever assistance and guidance its fac‘lities permitted. 


“Substitutes should be designed to use a minimum of raw 
materials, even though the materials required are not at pres 
ent in the critical category,” it said. 


“Manufacturers and packers now using containers made 
of critical materials should not rely on a continued supply of 
such containers. There is no assurance that such containers 
will continue to be available just because satisfactory sub- 
stitutes have not been developed yet.” 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Auxiliary Water-Motor Service 


In a report in MC 39099, Sub. No. 2, Old Colony Motor 
Lines, Inc., New York, N. Y., which company was formerly 
called Old Colony Forwarding Corporation, the Commission, 
by division 5, has denied application for continuance of opera- 
tio by applicant as a motor common carrier of general com- 
modities between New York and Boston. The report cited 
that, in MC 39099, Old Colony Forwarding Corporation, de- 
cided March 26, 1942, the Commission had granted “grand- 
father” authority to operate within certain terminal areas at 
New York and Boston, but not over the highway between 
such points. 

Applicant, affiliated with and controlled by Eastern Steam- 
ship Lines, Inc., had, sometime prior to September, 1936, per- 
formed over-the-road service between New York and Boston 
on occasions when Eastern’s boats were unable to operate, were 
delayed, or when a shipment required expedited delivery. After 
Eastern’s boats were acquired by the United States Govern- 
ment in 1941, applicant carried a greatly increased volume of 
traffic between New York and Boston. 


Protestants included 14 independent motor carriers, The 
New England Transportation Co., and its parent, The New 
York, New Haven & Hartford R. R. Co., all operating between 
New York and Boston. In addition to these companies, the 
report stated, at least 62 other motor carriers operated be- 
tween these points. 


The report pointed out that the highway service, prior to 
the acquisition of Eastern’s boats by the United States Gov- 
ernment, had been an auxiliary of the water service, used only 
when Eastern’s boats were unable to operate, were delayed, 
or when a shipment required expedited delivery. 


“Since applicant’s past operations principally have involved 
water service rather than highway service, or have grown 
out of an established water service,’ the report said, ‘‘we con- 
clude that they are entitled to little weight in establishing 
a public need for the proposed highway service.” 


The fact that the service would be a convenience to cer- 
tain shippers, added the report, did not establish that such a 
service was required by public convenience or necessity, and 
that, if authority was granted, applicants would become direct 
competitors of carriers who were already offering adequate 
facilities. 


Differential Route Rates 


Relief authorizing differential water-rail routes to estab- 
lish new rates and maintain those they now have, without 
observing the long and short haul provision of the fourth 
section, has been granted by the Commission, division 2, in 
fourth section application No. 18083, Differential Water-Rail 
Commodity Rates. The report also embraces applications No. 
18146 and 19014. Differential routes go through Canada to 
central and western trunk line territories. 


Specifically, the authority granted, subject to conditions, 


is for the carriers to establish and maintain rates on commodi- - 


ties, carloads, over the differential water-rail, water-rail-lake 
and water-rail-lake-rail routes from New York and points 
grouped therewith, to points in central and western trunk 
line territories and the Dominion of Canada without observ. 
ing the long and short haul part of the fourth section; to 
establish and maintain, during the season of navigation each 
year on the Great Lakes, over differential water-rail routes 
from New York and points grouped therewith, to Chicago and 
Milwaukee, rates on commodities, in carloads, the same as 
those maintained on like traffic over ocean-rail routes through 
south Atlantic ports from and to the same points; and to es- 
tablish and maintain rates on lead, antimonial, over differen- 
tial water-rail, water-lake-rai] and water-rail-lake-rail routes 
from New York and New York group points to Chicago, Detroit, 
Dubuque, Ia., Elgin and Galesburg, Ill., St. Louis, Springfield, 
0., and Zeeland, Mich., the rate to Chicago being 33 cents 
and St. Louis, 41 cents. The carload minimum is to be 36 000 
Pounds. The report said that the proposed rates on lead 
Would yield from 5.3 to 6 mills a ton-mile and from 9.5 to 
10.7 cents a car-mile on a minimum of 36,000 pounds, for dis- 
lances ranging from 1,005 to 1,551 miles. The earnings for 


the United States lines, according to the report, would range 
from 11.5 to 15.4 cents a car-mile. 

Applicants in No. 18083 were authorized to establish the 
proposed commodity rates on conditions, other than the usual 
ones about not making increases without permission from 
the Commission and in excess of the combination that they 
shall not exceed rates on the bases of differentials under the 
rates concurrently in effect on like property over standard 
all-rail, or water-rail or rail-lake-rail routes, arrived at in the 
Same manner as the differentials used in constructing the rates 
from and to the more distant points; nor over any route which 
exceeds in length the longest route of the same type over 
which the applicants have class rate relief. The applicants 
in No. 19014 are to have relief like that afforded carriers via 
the routes through south Atlantic ports but the rates are not 
to be lower than 17% per cent of the first class rates. 


All other and further relief prayed for in the applications 
is denied, effective February 8. That means if the applicants 
have any rates in effect now not coming within the terms of 


the relief granted, they will have to be revised by that date 
to conform. 





“Ziffrin’s Loop-Route Operation 


Persuaded by the U. S. District Court for the southern 
district of Indiana, Indianapolis division, that Ziffrin Truck 
Lines, Inc., was entitled to “grandfather” rights to continue 
operation over a portion of a so-called loop route between 
Wausau and Antigo, Wis., the Commission, in a second report 
on reconsideration in MC 79571, Ziffrin’s Overnite Express, 
Inc., Common Carrier Application, has amended prior find- 
ings made by it, in 30 M. C. CG. 744, so as to authorize opera- 
tion as a common carrier by motor vehicle of general com- 
modities, with exceptions, between such points, over a regular 
route, serving all intermediate points. The other prior report 
was made in 28 M. C. C. 379. 


Previously the Commission denied authority to continue 
operations over the portion of the loop route and the court 
entered a decree enjoining and setting aside the prior orders 
in so far as they denied that authority. Thereupon, the Com- 
mission reopened the proceeding for reconsideration in that 
respect on its own motion. 


In its decision, the court stated with respect to the loop 
route that “the undisputed evidence which is documentary 
shows that there was no interruption of service on the so- 
called loop route.” 


As pointed out by the court, the Commission said, ‘we 
did not grant applicant authority to operate over that por- 
tion of loop route running from Wausau over U. S. highway 
51 to junction with U. S. highway 8, thence over U. S. high- 
way 8 to Rhinelander, thence over Wisconsin highway 47 
to junction U. S. highway 45, and thence over the latter high- 
way to Antigo. As to this portion of the loop route, the court 
found that there was evidence of continuous operation. No 
appeal has been taken by us from the court’s findings.” 





Coal Line Into Youngstown, 0. 


The Commission, in a supplemetal report in Finance No. 
13496, Pittsburgh, Lisbon & Western Railroad Co. Purchase, 
seemingly has brought to an end a twelve-year fight made by 
the Pittsburgh Coal Co. interests for a line of railroad from 
the Ohio River into the big coal consuming territory at Youngs- 
town, O., and its immediate vicinity. 


Subject to conditions, the Commission has authorized the 
purchase and operation by the Pittsburgh, Lisbon & Western 
of a portion of the line of railroad now owned and operated 
by the Youngstown & Suburban Railway Co. In addition, it 
has granted authority to the Pittsburgh, Lisbon & Western to 
issue an unsecured, negotiable promissory note for $378,000, 
to be delivered, at par, to the Youngstown & Suburban, in 
payment for a part of its line of railroad. 

Entry of an order has been deferred for 60 days, in which 
time, the Commission report says, the applicants shall submit 
for its approval in this proceeding, an agreement with the 
owner of the Smith’s Ferry-Negley line for the acquisition 
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thereof, in accordance with a condition prescribed in other 
proceedings supplemental to this. 

Dissenting, Commissioner Patterson said the findings of 
the majority in effect, condoned all of the illegal actions of 
the Pittsburgh Coal Co. and its subsidiaries in the past twelve 
years to circumvent the Commission’s authority. The finding 
also, said Commissioner Patterson, made moot a suit by the 
Commission still pending in the courts. With that, he said, 
he could not agree. 

The efforts of the Pittsburgh Coal Co. interests to get 
into the Youngstown district with coal produced in Pennsylvania 
provoked the opposition, not only of Ohio authorities, but also 
trunk line railroads. The Pennsylvania, Pittsburgh & Lake 
Erie, the Baltimore & Ohio, the Monogahela Railroad Co., and 
the New York Central intervened in opposition. 

The route sought to be established was to begin with the 
use of two miles of a then existing line near Smith’s Ferry, 
Pa., on the Ohio River, and go to Youngstown, O. Proceedings 
were begun in 1928. After two hearings, the Commission found 
in 1929, in Construction of Branches by Pittsburgh, L. & W. 
R. Co., 150 I. C. C. 619, that public convenience and necessity 
did not require the construction of these rail lines. That finding, 
this report said, was based primarily on the fact that the 
Pennsylvania Railroad was prepared to furnish terminal facil- 
ities for handling ex-river coal from barges to cars at Conway, 
Pa., a point on its line 43.8 miles from Youngstown, and that 
the Pittsburgh & Lake Erie would provide similar service at 
Colona, Pa., a point on its lines about 40 miles from Youngs- 
town. 

Commissioner Patterson said that, manifestly, that decision 
was proper because the proposed lines were wholly unnecessary. 
The Pittsburgh Coal Co., and its affiliated companies, have 
continuously flouted the Commission’s decision. In 1930, he 
said, the Youngstown & Suburban extended its line from 
Columbiana, O., to a connection with applicant’s line at Signal, 
O., without a certificate from the Commission. Shortly there- 
after, he added, the coal company built a private railroad 
from Smith’s Ferry to Brush Run, O., near Negley, O. Then 
applicant built a spur track from Negley to Brush Run. That 
construction, he said, provided a route almost identical with 
that for which the Commission had denied a certificate. In 
1938, the report said, the Commission filed a suit to enjoin 
the further operation of the line from Columbiana to Signal. 

This report also embraces Finance No. 13495, Pittsburgh, 
Lisbon & Western Note, and Finance No. 13494, Pittsburgh, 
Lisbon & Western Abandonment. 


N. Y. 8S. & W. Selfi-Imsurance 


The Commission, by division 5, in a report in MC 101164, 
Sub. 1, Walter Kidde, Trustee, New York, Susquehanna & 
Western Railroad Co., Self-Insurance, has approved an applica- 
tion of the trustee of that road for authority to qualify as a 
self-insurer under section 215 of the interstate commerce act 
with respect to proposed operations as a common carrier by 
motor vehicle of general commodities, in substituted rail service, 
between Little Ferry, (Ridgefield Park), N. J., and Edge- 
water, N. J., over a regular route. The road is in the process 
of reorganization and the court having jurisdiction authorized 
filing of the application to self-insure. 

“The compelling motive for the trustee’s desire to become 
a self-insurer is economy of operation,” says the Commission. 
“It is stated that the present annual cost of insurance for limits 
of liability which we require would be approximately $150 to 
$250 per vehicle, and it is expected that a substantial portion 


of this expense will be saved in the event that the application 


for authority to self-insure is approved.” 


A balance sheet statement of the financial condition of the 
trust estate of May 31, 1942, according to the Commission, 
showed assets admissable for self-insurance purposes in the 
possession of the trutee totaling $39,949,931. Liabilities of the 


trustee amounted to $2,810,291—assets exceeding liabilities by 
$37,139,640. 


Pending the time a plan of reorganization of the debtor 
under section 77 of the bankruptcy act was certified to and 
approved by the court and the final disposition of the trust 
estate, the Commission said it appeared that the trustee had 
ample funds to meet the obligations with which he might be 
confronted as a self-insurer arising out of motor carrier 
operations. As to that part of the liability which might exist 
when the trusteeship was terminated, it said, the order of the 
court required the successor, or successors, of the trustee, as a 
condition of receiving the property of the trust estate, to 
assume and fulfill all existing liabilities of the trustee as such 
self-insurer. The Commission concluded that approval of the 
application would afford the security for the protection of the 
public for “which our rules and regulations provide.” 
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Wrapping Paper to Jacksonville 


Seemingly having accepted as accurate a declaration that 
the railroads did not know when they established a rate of 59 
cents on wrapping paper and paper bags, collectively called 
wrapping paper, from points in Arkansas and Louisiana to 
Jacksonville, Fla., that this rate was not actually a water com. 
petitive rate, the Commission, by division 3, in I. and S. No 
3115, Wrapping Paper, Arkansas and Louisiana to Jackson. 
ville, Fla., has found just and reasonable increases on the com- 
modities mentioned from the southwestern origins to the 
Florida city. 

The present rate is 50 cents on a 40,000-pound minimum 
The moving railroads proposed, in the schedules under suspen- 
sion, to increase the 50-cent rate to 51 cents from Bastrop 
Monroe, West Monroe, Elizabeth and Spring Hill, La.: 55 
cents from Advance and Crossett; 57 cents from Spring Hill 
and Camden; and 59 cents from Elizabeth, minimum 36,000 
pounds. The Commission said the southwestern lines were op- 
posed to the increases. Southeastern lines, the report said 
bore the burden of defending the proposed rates. 

Fourth section relief, the report said, was obtained for the 
50-cent rate on the theory that there was a competitive rail- 
water situation. But, the Commission said, the competitive 
situation, as to water transportation, had ceased to exist when 
the relief was granted in 1937. The southwestern respondents 
the report said, declared they would not have assented to the 
50-cent rate had they known that the water service that was 
suposed to cause the competitive situation had ceased, in 
August, 1941. Some railroad operating officials, the report 
indicated, knew of the disappearance of at least some of the 
water service because they issued embargoes on account of 
the cessation. But, seemingly, the tariff publishers did not. 
On that account, the report said, it was obvious that the 50-cent 
rate was established inadvertently and had never had, in 
reality, the status of a water competitive rate. 

Commissioner Johnson, in a dissent, said that as he under. 
stood the situation, the reason the carriers published these rates 
was the elimination of water competition. He said he believed 
that under the law the Commission was compelled to refuse 
to sanction such increases. Moreover, he said, the southwest- 
ern carriers as well as the Jacksonville Paper Co. and the 
Jacksonville Traffic Bureau were opposed to the proposed in- 
creased rates. In view of the circumstances, he said, he was 
opposed to the action of the majority of the division. 


Water Operation Ruling 


The Commission, by division 4, in a report in W-129, 
Evans Transportation Corp., has found the applicant to have 
been engaged in operations not subject to part III of the act. 

The report of the Commission cites the fact that the 
applicant did not own any vessels, but chartered lighters from 
Etco Lighterage Corporation, an affiliate owned by the same 
interests. Towing vessels were hired by the applicant to move 
the lighters. These operations were entirely within the area 
defined by the Commission, in Ex Parte 140, which set forth 


a determination of the limits of New York harbor and harbors 
contiguous thereto. 


The applicant having applied for a permit authorizing. 


continuance of operations as a contract carrier by water, the 
report proposed dismissal of the application, on the following 
grounds: Part of applicant’s operations had been for shippers 
and consignees. Such transportation by applicant in interstate 
commerce was exempted under the provisions of section 303 
(g) (1), said the report, because it was not part of a con- 
tinuous through movement under common control, mangement, 
or arrangement to or from a place outside the harbor limits. 
The report added that it should be noted that this exemption 
did not apply to foreign commerce. 

Further ground stated for the recommended dismissal of 
the application was the fact that a principal part of applicant's 
business consisted of lighterage of shipments moving in foreign 
commerce between vessels docked at piers on Manhattan and 
points within the limits of New York harbor and contiguous 
harbors. That transportation was performed at the request of 
the terminal companies acting as agents for the shippers or 
consignees. Applicant’s charges were collected by the terminal 
companies, who did not release the goods until all charges for 
transportation had been paid to them by the shippers or co?- 
signees. 

The report also noted that if applicant and performed 
transportation under contractual arrangements for other 
carriers, and if such transportation had been subject to part 
III, applicant would have been exempted by the provisions 
of section 303 (f) (2) and the Commission would have reg- 
ulated the transportation through the other carriers. 
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Discussing the reasons for the decision that the applicant’s 
harbor lighterage of shipments moving in foreign commerce 
was not subject to the Commission’s jurisdiction, the report 
pointed out that, while the operations apparently came within 
the definition of transportation subject to part III of the act, 
it did not come within the provisions of section 303 (g) (1), 
After a comparison of the terms of the shipping act, 1916, and 
the interstate commerce act, the report voiced the conclusion 
that it was the intention of Congress that terminal transporta- 
tion in connection with foreign commerce was to remain 
subject to whatever regulation; if any, which might be 
exercised by the Maritime Commission, under the shipping 
Act, 1916, as amended, and that the Commission’s regulation 
of terminal water carriers under part III of the interstate 


commerce act should be limited to transportation in connection 
with domestic carriers. 


Coal Demurrage Not Unreasonable 


The Commission, by division 3, has dismissed No. 28740, Mor- 
ris run Coal Mining Co. vs. N. Y. S. & W., finding that the demur- 
rage charges, $6,395.40, sought to be collected on 20 cars of bitu- 
minous coal held on the tracks of the defendant at Edgewater, 
N. J.. were not shown to have been unreasonable or otherwise 
unlawful. The Commission said that not only was the demur- 
rage sought to be collected not unreasonable, but that a check 
of the demurrage account for February, March and April, 1941, 
as shown in the statement filed by the defendant in an informal 
complaint, indicated undercharges of $486.20 in addition to the 
amount sought to be collected, were outstanding. It also men- 
tioned what it called abuse of the old demurrage rules in con- 
nection with shipments of coal. 

Demurrage apparently accrued on the 20 cars because o7 
the inability of the complainant to accumulate credits for un- 
loading cars to offset debits accruing in its operation at Edge- 
water. While the 20 cars in question were on the tracks there 
was a Change in the demurrage rules so as to require a settle- 
ment of accounts under the average demurrage agreement 
every 90 days. The complainant contended among other things 
that a change in the demurrage rules requiring a settlement of 
average agreement accounts every 90 days was applied retro- 
actively against it. The Commission said the evidence did not 
show that complainant was damaged by the change in the de- 
murrage tariff. 

Furthermore, said the Commission, when complainant en- 
tered into the contract of carriage it acquired no right to 
use the carrier’s cars and tracks for storage purposes. The 20 
old cars, the Commission said, had been on defendant’s track 
for approximately 6 to 9 months before the changed tariff 
(the one now in effect), became operative. No compensation 
for such use beyond the free time allowed for unloading, said 
the report, was included in the freight rates. The mere fact 
that the defendant acquiesced in the unreasonable use of its 
cars and tracks vested no right in complainant to have such 
complaisance continued until it could avoid payment of de- 
murrage charges. That was said because the defendant had 
said it had no desire to collect the demurrage charge. A de- 
murrage charge was no part of the rate or through charge 
in effect at the time the shipment was forwarded from the 
point of origin and could not be made a part thereof by calling 
the demurrage rules a contract, said the report. 

It had been well settled for many years, said the report, 

that demurrage charges were controlled by tariffs in effect 
contemporaneously with the accrual of the services, and there- 
fore were subject to such charges as lawfully might be made 
in the applicable tariffs in the period of accrual. 
_ “The elimination of the abuse of average demurrage ad- 
justments permitted under the prior tariff,” said the report, 
“was a reform long overdue, and the limitation in the present 
tariff was and is just and reasonable.” 


M. P. Substitute Service 


Overriding objections of protesting motor carriers, the 
ommission, by division 5, in a report in MC 44609, Sub. 9, 
Missouri Pacific Railroad Co. (Guy A. Thompson, Trustee) 
Extension—Illinois and Missouri, has authorized, subject to 
conditions, operation by applicant as a common carrier by motor 
Vehicle of general commodities between McClure, Ill., and Cape 
Girardeau, Mo., and between Cairo, Ill., and Charleston, Mo., 
over regular routes, serving no intermediate points. 

The Commission said the service proposed to be rendered 
was but a substitution of motor for rail service in fulfilling 
applicant’s undertaking to transport as a railroad—a _ substi- 
lution of a “more efficient, for a less efficient means of service.” 
The conditions imposed, substantially the same as those in 
ansas City Southern Transport Co., Inc., Common Carrier 
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Application, 28 M. C. C. 5, limit the motor service to that 
which is auxiliary to, or supplemental of, applicant’s rail service. 


Protestants transport general commodities, with exceptions, 
over routes in the territory in question and felt that the 
present motor carrier service was adequate. However, the 
Commission said, they had no objection to the granting of 
authority to applicant to operate motor vehicles over the routes 
provided the freight so handled was required to have either 
a prior or subsequent movement by rail. Imposition of such a 
condition here, the Commission said, “would seriously limit 
the benefits in economy and efficiency which applicant, by the 
coordinated service, seeks to attain.” Public convenience and 
necessity, it said, required the increased economy, frequency, 
and flexibility resulting from the coordinated service. It added 
that, that was true regardless of whether there was a prior or 
subsequent movement by rail, citing the Kansas City Southern 
case, supra. Also guided by that case, the Commission over- 
rode a contention of one of the protestants that the carrier 


should be required to utilize the services of existing motor 
carriers. 


Protestants, according to the report, also contended that 
the instant application should have been scheduled for hearing 
before an examiner instead of a joint board. They urged that 
the application was only one of several such applications 
whereby applicant had either obtained, or sought to obtain, 
authority to conduct extensive motor carrier operations in 
several states. They believed, the Commission said, that 
applicant “deliberately limits these applications to requests for 
authority to operate in one, two, or three states in order to 
have them heard by the joint boards and also to conceal its 
desires to obtain such broad operating rights.” Similar con- 
tentions were rejected in Seaboard Air Line Railway Co. New 
Operation—Gaston-Garnett, S. C., 17 M. C. C. 413, and Atlantic 
Coast Line Extension—Virginia-North Carolina, 30 M. C. C. 
490, and the decisions in those cases were binding here, said 
the Commission, adding: 


It is further urged that the Commission take testimony bearing 
upon the monopolistic and competitive results of the granting of this 
and similar applications of applicant. Exception is taken in this con- 
nection to the refusal of the joint board to receive in evidence an 
exhibit consisting of Report No. 26, Part 2, of the committee on inter- 
state commerce made pursuant to S. Res. 71, ‘‘a resolution authorizing 
an investigation of interstate railroads and affiliates with respect to 
financing, reorganizations, mergers and certain other matters.’’ This 
exhibit was tendered, as stated by counsel for protestants, to show 
the means used by railroads to restrain competition. Counsel does not 
refer us to any particular portions of the report or otherwise indicate 
its relevancy and materiality in the instant proceeding. We have 
examined the report, however, and fail to see wherein it would, if 
admitted, affect our decision. There is no showing that applicant 
seeks unduly to restrain competition. As indicated above, the proposed 
operations will serve a useful public purpose, and the public should 
not be deprived of the service merely because it may divert some 
traffic from existing motor carriers. 


Dissenting, Commissioner Patterson said the Cairo-Charles- 
ton extension would not be a coordinated rail-motor service 
but a direct motor service to supplant an indirect rail service. 
There was, he said, no adequate explanation of the Cape 
Girardeau-McClure route, and no substantial showing that it 
was required by public convenience and necessity. Both opera- 
tions, he added, would tend to take traffic from existing motor 
carriers, whose services were adequate. 


TENNESSEE CENTRAL FINANCING 


The Commission, by division 4, has revoked the certifi- 
cate of April 13, 1942, in Finance No. 13642, Tennessee Central 
Railway Co. Reconstruction Financing, approving the purchase 
for itself, by the Reconstruction Finance Corporation, of not 
to exceed $342,000 of certificates, series E, when issued as 
proposed under the Tennessee Central Railway Co. equip- 
ment trust of 1942. The Commission said it appeared that 
the Tennessee Central was unable to obtain the hopper cars 
proposed to be acquired and desired cancelation of the approval 
of the purchase of the certificates by the R. F. C. 


Terminal Area Definition 


A definition of what constitutes a “terminal area” was 
made by the Commission, division 5, in MC 13530, John and 
Vincent Palisano, dba Lincoln Storage & Cartage Co., Com- 
mon Carrier Application. In substance the Commission said 
that, in administering the provisions of section 202 (c) (2), it 
would consider that a carriers ‘terminal area” was the cor- 
porate limits, or the designated or recognized limits, of any 
community in which collection or delivery service by motor 
vehicle was performed. This definition of a terminal area was 
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made in a report in which the Commission indicated it was 
clarifying a prior report in 30 M. C. C. 591, and in another 
volume not specified. This report also embraces MC 43404, 
Universal Terminal Warehouse Co., Broker Application, which 
is also on reconsideration. 


In the prior report in the title case, decided September 18, 
1941, the Commission found that certain of applicants’ local op- 
erations in and about Buffalo, N. Y., namely, those performed 
for forwarding companies at and within 5 miles of Buffalo, re- 
guiring authority from it for their continuance. Consistently 
with that finding, the Commission granted a certificate, author- 
izing in part, operations as a common carrier of general com- 
modities, with certain exceptions, over irregular routes between 
all points within 5 miles of Buffalo, including that city. 


At the same time the Commission discussed, in the light of 
the exemption provided in section 202 (c) (2) of the motor act, 
certain other collection and delivery operations performed by 
the applicant at or within 5 miles of Buffalo, for line-haul car- 
riers, by motor, rail and water. It concluded as to that phase, 
that no authority, in addition to that covering the operations 
for forwarders, was required. In its discussion, the Commis- 
sion observed it was evident that “all” of the local transporta- 
tion performed by the applicant fell within four elements enum- 
erated, with the exception of the service performed for a for- 
warder. In this report, the Commission said, the use of the 
word “all” in that respect was misleading. It said it was not its 
purpose to imply that all the described operations of the appli- 
cant performed for line-haul, motor, rail or water carriers, at 
or within 5 miles of Buffalo, were performed within the ter- 
minal areas of such carriers, or that the terminal area of any 
line-haul carrier by motor, rail or water, should be deemed to 
include Buffalo and all the territory within 5 miles thereof. 
The Commission said it was merely its thought that these col- 
lection and delivery operations, so far as they were performed 
within the terminal area, whatever their extent, were exempt 
from direct regulation under the motor carrier part of the in- 
terstate commerce act, and so far as they were performed out- 
side such terminal areas, they would be covered by an authority 
granted by reason of the operations for forwarding companies. 
The Commission said its report should not be construed other- 
wise. 


The Commission said that language used by it in MC 43404, 
Universal Terminal Warehouse Co., Broker Application, de- 
cided September 13, 1941, was similarly misleading. In that 
report, after indicating that certain collection and delivery op- 
erations performed for certain individual shippers between 
Houston, Tex., and certain steamship docks, approximately 15 
miles away, were not exempt under section 203 (b) (8), but re- 
quired operating authority, which would be granted. In discus- 
sing the operation between the steamship docks and Houston, 
the Commission said, ‘Applicants’ service in this respect is 
within the exemption of section 202 (c) (2) of the act.” 


In this report the Commission said that, in so saying, it in- 
advertantly went too far. Actually, it added, the operations 
were exempt from direct regulation only so far as they were 
performed within the terminal areas of the line-haul carriers 
served. In discussing the matter, the Commission said that, 
admittedly, it was often difficult to draw a dividing line be- 
tween the equivalent of line-haul service and railroad terminal 
pick-up within the meaning of section 202 (c). It added that, 
since there is no authoritative definition of a terminal area, it 
was necessary that each proceeding requiring a definition of 
such areas, be decided on its merits and from the standpoint of 
the particular facts presented. It added that it thought it was, 
likewise, necessary that each proceeding requiring a definition 
of “terminal areas” of an express company, a line-haul motor 
carrier, a water carrier, or a freight forwarder “be decided 
upon its merits from the standpoint of the particular fact pre- 
sented,” subject to restriction that the ‘terminal area” of a line- 
haul motor carrier, of a water carrier, or a freight forwarder, 
mgiht not include any territory it was not authorized to serve. 

The Commission said that, in administering the provision 
of section 202 (c) (2), it would consider that a carrier’s ‘‘ter- 
minal area’ was the corporate limits, or the designated or 
recognized limits, of the village, town, or city in which transfer, 
collection, or delivery service by motor vehicle was performed, 
unless the carrier incorporated in its tariff of schedules on file 
with the Commission, a description of a terminal area either 
greater or lesser in its extent than the corporate limits. It was 
not necessary, said the report, that the terminal areas of all line- 
haul carriers serving any particular point be the same. 


Concurring, in part, Commissioner Lee said that he did not 
agree @hat the Commission should ‘consider that a carrier’s 
‘terminal area’ was the corporate limits of a designated or rec- 
ognized limits of the village, town or city in which transfer, 
collection or delivery, by motor vehicle, was performed.” The 
boundaries of its terminal areas, he said he thought, should be 
defined in the carrier’s tariff. 


N. Y. Plaster Relief Denied 


Because it was stated that if the relief were granted the 
rate would not be published until after the national emer. 
gency had passed, the Commission, by division 2, in a report 
in Fourth Section Application No. 19200, Plaster and Relate 
Articles in New York, has denied railroads relief from the 
long-and-short-haul part of the fourth section to establish 
and maintain an all-rail rate not less than $2.75 a net ton on 
plaster and related articles from Wheatland, N. Y., to New 
York, N. Y., and New York harbor lighterage points, for ap- 
plication in the season of navigation on the New York State 
Barge Canal from April 1 to November 30, each year. The 
denial was made by fourth section order No. 14783. 

The purpose of the proposed rate, the report said, was to 
meet rail-water and truck-water competition by way of Roches- 
ter and the canal-river route. At the argument, it said, counse] 
for applicants conceded that the war had changed the situation 
particularly with reference to car service, and stated “that if 
the application is granted publication of the rate will not be 


made until after the national emergency has passed.” Ip § 


view of counsel’s statement on behalf of applicants, the Com- 
mission said it was of the opinion “and find that a special case 
for relief from the provisions of section 4 has not been estab- 
lished and that there is no need at this time for the relief ap- 
plied for.’ The finding is without prejudice to any different 
finding that may be made either on the present record or as 
such record may be supplemented. 

Concurring in part, Commissioner Alldredge said he con- 
curred in the results of the decision but based his conclusions 
on the facts of record and not on counsel’s statement. He said 
he did not believe relief from the fourth section was justified 
on the facts. 





Cineinnati Commercial Zone 


In a report on reconsideration in Ex Parte MC 30, Cin- 
cinnati, O., Commercial Zone, the Commission, by division 5, 
has modified its prior report, 26 M. C. C. 49, determining the 
zone which was adjacent- to and commercial a part of Cincin- 
nati, O., and contiguous municipalities in which transportation 
by motor vehicle, interstate of foreign commerce, not under 
a common control, management, or arrangement for a con- 
tinuous carriage or shipment to or from a point beyond the zone, 
was partially exempt under section 203 (b) (8) of the inter- 
state commerce act, so as to include the corporate limits of 
Fairfax and Mariemont, O., in addition to the points and areas 
named in the prior report. 


The Cincinnati Chamber of Commerce asked the Commis- 
sion to extend the limits of the zone to include the additional 
municipalities of Fairfax and Mariemont. The report said Fair- 
fax was physically contiguous to Cincinnati and was bounded 
on three sides by the Cincinnati city limits; ‘its fourth side 
is bounded by Mariemont, which lies immediately to its east.” 
Mariemont, it added, was within the switching limits and free 
p:ck-up and delivery zones of rail carriers. Inclusion of Marie- 
mont in the zone was urged by representatives of Cincinnati 
Motor Transportation Club, an organization composed of 36 
over-the-road motor common carriers operating into and out 
of Cincinnati, and by a representative of Motor Truck Club, 
Inc., of Cincinnati, an organization composed principally of 
local draymen. Mariemont, it was stated by one witness was 
within the territory in which operations were generally known 
as local operations, according to the report. 

The Commission concluded that the two points were w.thn 
the zone contemplated by section 203 (b) (8) and should have 


been included in the Commission’s original delimitation of that 
zone. 





Certificate Holder a Carrier 


With Commissioner Mahaffie writing a long dissent and 
Commissioners Miller, Patterson and Johnson concurring 
therein, the Commission, on reconsideration in MC F-1545. 
Quaker City Bus Co., purchase, Blackhawk Line, Inc., has de- 
cided that the holder of a certificate of public convenience and 
necessity is a common carrier even if its operations are nt 
continuous. The certificate in this instance passed from hand (0 
hand to such an extent that Commissioner Mahaffie referred 
to the transactions as a “trafficking in certificates.” 

On this reconsideration, the Commission came to the Ccol- 
clusion that purchase by the Quaker City Bus Co. of the oP 
erating rights of Blackhawk Line, Inc., should be approved 
and authorized. In the prior report, 27 M. C. C. 629, division 
3, dismissed the application of Quaker City Bus Co. for au 
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thority under section 5 to purchase the operating rights of 
Blackhawk Line, Inc., on the ground that Blackhawk was not 
a motor carrier within the meaning of section 5 (13) and that 
therefore the transaction was not one within the scope of 
section 5 (2) (a). 


The proceeding was reopened on petition of Quaker for 
reconsideration to determine the correctness of the division’s 
conclusion particularly in view of the Commission’s report and 
oral argument in MC 16670, Smith Bros. Revocation of Cer- 
tificate, decided April 13, 1942. The Commission, in this report, 
affirmed the findings of division 4 that the evidence in sup- 
port of a complaint filed under section 5 (7) did not establish 
that Quaker effectuated or participated in effectuating control 
of Blackhawk in violation of section 5. 


The ultimate finding was that purchase by Quaker City 
Bus Co. of operating rights of Blackhawk Line, Inc., was a 
transaction within the scope of section 5 (2) (a) and would be 
consistent with the public interest and that, if the transaction 
was consummated Quaker City Bus Co. would be entitled to 
acertificate covering rights granted in MC 3697. Those rights, 
the report said, were herein authorized to be unified with rights 
otherwise confirmed in Quaker City Bus Co., provided that if 
the authority herein granted was exercised, Quaker City Bus 
Co. should make book entries as indicated in the report. 


The Quaker operations, the report said, were principally 
between Philadelphia, Pa., and New York, N. Y., and Atlantic 
City, N. J. It formerly interchanged passengers with Black- 
hawk at New York City. The Commission set forth in detail 
operations of Quaker, Blackhawk and another company known 
as the Silver Dart, including Cessations of operations, in the in- 
volved territory. 





8S. A. L. Operating Condition 


The Commission, by division 5, in a report on reconsidera- 
tion in MC 86687, Sub 21, Seaboard Air Line Railway Co., Motor 
Operation—Waldo-Morriston, Fla., and cases joined therewith, 
has modified condition 3 attached to the certificate granted in 
the prior report, decided August 18, 1942, authorizing operation 
as a motor common carrier in the transportation of property, in 
rendering service that is auxiliary to or supplemental of appli- 


cant’s rail service between points on their rail lines in Florida. 
That condition reads as follows: 


No shipment shall be transported by applicants as a common carrier 
by motor vehicle between any of the following points, or through or to 


or from more than one of said points: Jacksonville, Starke, Ocala, and 
Tampa, Fla. 


The condition has been modified to read: 


No shipments shall be transported by applicants as a common car- 


= by motor vehicle from Jacksonville to Starke, Ocala, and Tampa, 
a. 


_ Applicant asked for modification of the wording of condi- 
tion 3, stating that as it presently read it did not conform with 
the Commission’s conclusions in the report. The condition re- 


lates to the operation between Jacksonville and Tampa vi 
Wildwood, Fla. einai 


After explaining the manner in which applicant proposed 
to operate, the Commission said the condition imposed by its 
findings in the prior report would not only require the han- 
dling of southbound merchandise traffic by train to Starke, 
Ocala and Tampa, which was adequate, but would require that 
merchandise traffic destined to points intermediate between 
Starke and Ocala move by train to either of those points, and 
that destined to points intermediate between Ocala and Tampa 
move by train either to Ocala or Tampa. The difficulty was, 
It said, that the southbound truck passed through Starke and 
Ocala prior to the arrival of the through trains and if mer- 
chandise traffic destined to way-points beyond Starke and 
Ocala must be transferred to the truck at those points early- 
morning delivery could not be effected. In the reverse direc- 
tion, it said the condition would require the establishment of 
train service for the handling of merchandise traffic from 
Tampa to Ocala and Starke. Since those two trucks appeared 
to be adequate to handle all available merchandise traffic to 
and from the intermediate points other than from Jacksonville 
to Starke and Ocala on southbound movements, it said, it was 
apparent the traffic volume was insufficient to warrant the use 
of freight cars, especially at times like the present when they 
might be utilized to better advantage, aside from delays in 
delivery incident thereto. 


Dissenting, Commissioner Patterson said the restrictions 
adopted by the majority in the original report were proper 
and should be adhered to. 
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Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
‘ained by prompt application to the Commission.) 


*W-498. John I. Hay Co., Chicago, Ill., Contract Carrier 
Application. By division 4. On finding applicant’s operations 
to be those of a common carrier, certificate granted, effective 
December 28, as to continuance of operation as a common 
carrier by non-self-propelled vessels with the use of separate 
towing vessels, in the transportation of commodities generally 
between ports and points on the Illinois Waterway, the Mis- 
sissippi River below and including Cap au Gris, Mo., the Ohio 
River between Rosiclare, Ill., and its confluence with the Mis- 
sissippi River, the Tennessee River between Gilbertsville, Ky., 
and its confluence with the Ohio River, and the Gulf Intra- 
coastal Waterway in Louisiana and Texas as far west as Texas 
City and Houston, Tex., including the ports named. The Commis- 
sion found applicant to have been engaged in such operation 
on January 1, 1940, and continuously since. In all other re- 
spects the application was denied. Commissioner Miller dis- 
sented in part. 

*W-670, Canal Operating Co., Inc., New York, N. Y., Com- 
mon Carrier Application. By division 4. Certificate granted, 
effective December 17, as to continuance of operation as a 
common carrier by nonself-propelled vessels with the use of 
separate towing vessels, in the transportation of commodities 
generally between ports and points in the New York Harbor 
area, and along Long Island Sound, the Hudson River, and 
the Erie Canal of the New York State Canal System. Appli- 
cant was found to have been engaged in such operation on 
January 1, 1940, and continuously since. Commissioner Miller 
dissented in part, saying applicant, in his opinion, was not en- 
titled to operate between ports and points along Long Island 
Sound under the “grandfather” clause. 


Commission Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


H. B. & T. Interlocking 


*No. 28000, Sub. 87, Application for Approval of Proposed 
Modifications of Systems or Devices under Section 25 (b) of 
the Interstate Commerce Act. By division 3. Application 
of the Houston Belt & Terminal Railway Co. for approval of 
modifications of interlocking at crossing with the Texas & 
New Orleans at Tower 86, Houston, Tex., including the removal 
of certain derails, granted. 


Bituminous Fine Coal 


Fourth section application No. 19085, Bituminous Fine 
Coal to Chickasaw, Ala. By division 2. Authority granted by 
supplemental F. S. O. 14271, on conditions, to establish and 
maintain over the route of the St. Louis-San Francisco to 
Aliceville, Ala., and the Alabama, Tennessee & Northern 
beyond, a rate not lower than $1.20 a net ton on bituminous 
fine coal, minimum 110,000 pounds, from mines on the St. 
L.-S.F. in Alabama, in groups 1 and 2, to Chickasaw, Ala., 
without observing the long-and-short-haul part of the fourth 
section. Temporary relief was given by F.S.O. 14271. 


Petroleum and Products 


*Fourth section application No. 19419, Petroleum and 
Petroleum Products to Big Stone Gap, Va. By division 2. Au- 
thority granted by F. S. O. 14781, on conditions, to establish 
and maintain rates on petroleum and petroleum products, 
in carloads, from Guyandotte, Huntington and Kenova, W. Va., 
to Big Stone Gap, Va., and intermediate destinations east there- 
of to Mocassin Gap, Va., inclusive, without observing the long- 
and-short-haul part of the fourth section. Temporary relief 
was given by F. S. O. 14469. Commissioner Alldredge dissented. 


Canned Goods 


No. 28749, Kuner-Epson Co. vs. C. B. & Q. et al., em- 
bracing MC C-318, Kuner-Empson Co. vs. J. Bruce Cook, dba 
Bruck Cook & Storage Co. et al. By division 3. Rates, canned 
goods, subject to certain minimum weights, from Brighton, 
Greeley, Longmont, Loveland and Lupton, Colo., by rail to 
Cowley, Wyo., and Billings, Mont., and intermediate points, 
and by motor to Cowley and Billings and to Red Lodge, Mont., 
and intermediate points, unduly prejudicial to the extent that 
they exceed or may exceed rates concurrently maintained for 
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like traffic 1n the reverse direction to points in Colorado, but 
not shown to be unreasonable or unjustly discriminatory. Un- 
due prejudice ordered removed. 


Commission Motor Reports 


(An asterisk before tie docket number means that the report 
will not be printed tn full in the permanent series of motor carrier 
reports of the Commisston. Mimeographed coptes of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 48334, Starr Freight Service, Inc., Joliet, III., com- 
mon carrier. Certificate granted. Continuance of operation, 
general commodities, with exceptions, between Joliet and 
Aurora, Ill. Dual operations as a common carrier and a con- 
tract carrier (previously granted) authorized. 

*MC 103574, G. Bonazzoli & Sons, Hudson, Mass., com- 
mon carrier. Certificate denied. Heavy machinery and con- 
tractors’ equipment by special equipment between points in 
Me., N. H., Vt., Mass., R. I. and Conn. 

*MC 23659, H. J. Swartz, Portland, Ore., broker applica- 
tion. License granted as to operation at Portland, Ore., house- 
hold goods, between points in Multnomah county, Ore., on the 
one hand, and points in Wash., and Calif., on the other. 

*MC 48957, Crown Motor Freight Co., Paterson, N. J., 
common carrier, embracing Sub. 1, Same, extension. Certifi- 
cate granted as to continuance of operations in MC 48957 
of rayon yarn, rayon fiber, and rayon waste, from Parkersburg, 
W. Va., New York, N. Y., Marcus Hook, and Lewistown, Pa., 
and Paterson, N. J., to points in Pa., N. J.. and N. Y.; and 
operation in MC 48957 of the same commodities from Parkers- 
burg, W. Va., and Marcus Hook and Lewistown, Pa., to points 
in Pa., and N. J., W. Va., and N. Y., and empty rayon cases 
and related articles in the reverse direction. 

*MC 50006, Sub. 1, Dave Wolzinger, Los Angeles, Calif., 
extension. Certificate granted. Express, mail and newspapers 
in the same vehicle with passengers, in connection with ap- 
plicant’s present operations, between Ely, Nev., and Los 
Angeles, Calif. 

*MC 50439, Sub. 5, Becker Transportation Co., Inc., Cam- 
bridge, Mass., extension. Certificate granted. Petroleum prod- 
ucts, in bulk, in tank trucks, from West Boylston, Mass., to 
points in specified areas in N. H., and Vt. 

MC 52006, Pihl Transfer & Storage Co., Portland, Ore., 
broker application. License granted as to operation at Port- 
land, household goods, between points in Portland, on the 
one hand, and points in Ore., Wash., Ida., Mont., Nev., and 
Calif., on the other. 

*MC 76266, Sub. 23, Merchants Motor Freight, Inc., St. 
Paul, Minn., extension. Certificate granted. General commodi- 
ties, between Albert Lea, Minn., and Ames, Ia. 

*MC 13495, L. V. Metz, Erie, Pa., common carrier, em- 
bracing MC 23433, L. V. Metz, contract carrier, and MC 13495, 
Sub. 1, Same, extension. On finding all of applicant’s opera- 
tions to be those of a common carrier, certificate granted as 
to continuance of operation in MC 13495 and 23433, general 
commodities, with exceptions, between Cleveland, O., and 
Erie, Pa., and specified commodities from, to or between 
points in N. Y., O., Pa, and W. Va.; and operation in MC 
13495, Sub. 1, of specified commodities, from, to, or between 
points in N. Y., O., Pa., and W. Va. 

*MC 200, Sub. No. 13, Riss & Co., Inc., Kansas City, Mo., 
extension. Certificate granted. Dressed poultry, in truckload 
lots, from Liberty, Mo., as an off-route point. 

*MC 621, Return Loads Bureau, Inc., Astoria, N. Y., com- 
mon carrier. Certificate granted. Continuance of operation be- 
tween points in specified territory east of the Mississippi River, 
as to household goods. 


*MC 1220, Sub. No. 1, Joseph Femminella, New York, 
N. Y., extension. Permit granted on reconsideration as to 
cable, conduit, and wire, from New Brunswick, N. J., to speci- 
fied points in N. Y., N. J., and Pa. 


*MC 8338, Sub. No. 2, R. B. Hamilton Trucking Co., Inc., 
Roslyn Heights, N. Y., extension. Permanent certificate de- 
nied, but temporary authority, conditioned to expire Decem- 
ber 31, 1944, granted by reason of needs arising out of the 
national war program. Airplane floats, and airplane parts, 
from New York City to Norfolk, Va., Squantum, Mass., and 
Newport and Quonset Point, R. I.; boat parts, boat cradles, 
motors and motor parts, and supplies and equipment used in 
the construction, maintenance, and repair of boats, from Glen- 
wood Landing, N. Y., to Philadelphia, Pa., New London, Conn., 
and Boston, Mass. 

*MC 10761, Sub. No. 5, Transamerican Freight Lines, Inc., 
Detroit, Mich., extension. Permanent certificate denied, except 
as to temporary authority, conditioned to expire December 31, 
1944, granted by reason of the national war program, per- 
mitting operation over four routes within the state of Indiana. 
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General commodities. Applicant to operate under this tem. 
porary authority in connection with presently authorize 
regular-route operations under MC 10761. 

*MC 30188, Parkhill Truck Co., Tulsa, Okla., common car. 
rier. Certificate granted. Continuance of operation, oil-fielg 
equipment, and supplies, between points in Okla., Kan., Tex. 
and Mo. The report said that, in order to avoid the granting 
of duplicating authority, applicant would not be authorized by 
the instant order to perform any operation, the authority for 
which had already been granted in MC 30188, Sub. No. 3. 

*MC 31435, The Overland Transportation Co., Akron, 0,, 
common carrier. Certificate granted. Continuance of opera- 
tion carrying general commodities from Akron, O., to specified 
points in Ga., Va., W. Va., and to all points in N. C. and S.C; 
from specified points in Ga. and Va., and from all points in 
N. C. and S. C., to all points in Ohio; carrying granite from 
specified points in Georgia to all points in Ohio; and carrying 
general commodities from specified points in Ohio to all points 
in N.C. and S. C. 

*MC 37729, Sub. No. 1, Frederic Namanny, Walnut, |ta,, 
extension. Certificate denied. Live stock and unprocessed 
agricultural commodities between Walnut, Ia., and points with- 
in 25 miles thereof, on the one hand, and, on the other, St, 
Joseph, Mo., Kansas City, Mo.-Kan., and points in Nebraska, 
and sand from Plattsmouth, Neb., to Walnut. 

*MC 38977, Kovach Truck Service, Inc., East St. Louis, Ill, 
common carrier. Certificate granted to Alex Kovach as suc- 
cessor in interest to applicant. General commodities. Con- 
tinuance of operation between St. Louis, Mo., on the one hand, 
and points in Illinois, on the other. This report also embraces 
MC 38977, Same, contract carrier application. 

*MC 39141, Jacob Protetch, Youngstown, O., contract car- 
rier. Permit granted. Continuance of operation between speci- 
fied points in Ohio, Pa., W. Va., N. Y. and Mich., as to specified 
commodities. 

*MC 54853, B. J. Garfinkel, Harrisburg, Pa., extension. 
Certificate denied. Malt and brewed beverages, and empty con- 
tainers, between points in Pa., on the one hand, and, on the 
other, points in Md., N. Y., Del., N. J., Ohio, Mich., Va., W. Va., 
and D. C. 

*MC 61598, Sub. No. 8, Smoky Mountain Stages, Inc., 
Asheville, N. C., extension. Certificate granted. Passengers, 
baggage, express, newspapers and mail, between Lavonia, Ga., 
and Anderson, S. C., over specified routes, with service at all 
intermediate points. 

*MC 96432, Howard E. Bedford, San Bruno, Calif., common 
carrier. Certificate granted. Horses, and equipment incidental 
to the care, transportation and exhibition of such horses, and 
the personal affects of attendants, between points in Calif. 


*NMIC 96469, Walter P. Hoffelder, Chicago, III., common 
carrier. Certificate granted. Horses, ponies, and mules, and 
stable supplies and equipment and personal affects of at- 
tendants, between points in Ill., Ind., Ky., Mich., Mo., Ohio, and 
Wisconsin. 


*MC 101236, Howard H. Studer and Paul M. Studer, 
Clarion, la., common carrier. On reconsideration by division 
5, findings in prior report, 24 M. C. C. 863, amended and 
certificate granted as to live stock and live poultry from 
Clarion, Ia., and points within 15 miles thereof, to Chicago, 
Ill., and Austin, Minn., and as to farm machinery and binder 
twine in reverse direction, over irregular routes. The report 
said the authority granted in the original excluded municipali- 
ties within the authorized radial territory, and that the evi- 
dence showed applicants would transport live stock and live 
poultry from such municipalities; also that one witness testl- 
fied that there is need for service of applicants in transporting 
farm machinery and bindery twine from the municipalities 
within 15 miles of the points named. The report said this 
additional grant of authority was made on the evidence of 
the need for these services, although applicants had not re 
quested that amendment of the prior findings. 


*MC 102484, Dick Turner’s Motor Express, Inc., Onan- 
cock, Va., extension. Certificate granted. Lumber from points 
in Worcester and Somerset counties, Md., to specified points 
in Pa., N. Y., N. J., and to D. C.; also, from points in Dela- 
ware, with exceptions, to specified points in Pa., N. Y., and 
N. J., over irregular routes. 

*MC 101774, Burch Construction Company, Madison, Wis. 
extension. Certificate granted. Highway and bridge con- 
struction and maintenance machinery and equipment (a) be- 
tween points in Ia., Ill., and a portion of Mo., on the one hand, 
and, on the other, points in described territories in Minn. and 
Wis., and (b) between points in a specified portion of Wiscon- 
sin, on the one hand, and points in a described territory 1" 
Minn., on the other; also culvert pipe from Clinton, Ia., t 
described territories in Minn. and Wis. 

*MC 88491, William Preusser, St. Louis, Mo., common Ccal- 
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tions, between points in Mo., within the St. Louis, Mo.-East St. 
Louis, Ill., commercial zone. 

MC 66562, Sub. 211, Railway Express Agency, Inc., New 
york, N. Y., extension. Certificate granted, subject to condi- 
tions limiting the service to one which is auxiliary to, or supple- 
mental of, express service and requiring a prior or subsequent 
movement by rail. Race horses, polo ponies, show horses, and: 
saddle horses, and in the same vehicle with such horses, stable 
supplies and equipment, stable dogs and pets, and personal ef- 
fects and equipment of attendants, between points in Mass., 
N. H. and R. I. Concurring, Commissioner Lee said he con- 
curred in the result to the extent that operating authority was 
granted. But, he said he was of the opinion there was no justi- 
fication for imposing the conditions. Applicant, he added, had 
not operated in such manner in the past, and the restrictions 
imposed would greatly impair the usefulness of its service. 

*MC 86069, Sub. 2, D. W. Rhinemiller, Cleveland, O., ex- 
tension. Permit denied. Mineral wool insulation, Cleveland, 
0., to points in N. Y., Pa., W. Va. and Mich. 

MC 68710, Oregon Transfer Co., Portland, Ore., broker ap- 
plication. License granted as to operation at Portland, Ore., 
as a broker of transportation of household goods between Port- 
land, on the one hand, and points in Ore., Wash., Ida., Mont., 
Nev. and Calif., on the other. The report said applicant had 
authority to transport household goods as a common carrier 
between points in a portion of the territory where it had been 
conducting brokerage operations with respect to such traffic 
fora number of years. After pointing to the question of dual 
authority, the Commission said it would reserve the right for 


future determination as to what restrictions such license should 
carry. 


Railroad Abandonments 


Procedure to be followed hereafter by the Office of De- 
fense Transportation in passing, for the War Production Board, 
on the question of whether or not the tracks of a railroad 
should be requisitioned by the government for war purposes 


was outlined October 22 by Director Eastman in the follow- 
ing statement: 


The military services of the nation have great need for relay rails. 
They have sought to obtain the necessary supply from the abandonment 
of unnecessary railroad lines. Authority frem the Interstate Commerce 
Commission is a prerequisite to actual abandonment, and where there 
are protests and hearings are necessary under the law, the process of 
obtaining such authority may be slow. There are also instances where 
railroads, because of legal complications with respect to mortgages and 
the like, do not file applications for authority where the case for aban- 
donment is otherwise clear. 

In these circumstances and because of the urgent need for relay 
rails, the military and other departments concerned arrived at the 
conclusion that the Government should exercise the war power granted 
by Congress to requisition the rails without waiting for the Interstate 
Commerce Commission to grant authority to abandon. Such requisi- 
tioning, under present conditions, as a practical matter prevents op- 
eration of the line from which the rails are taken, although in my opin- 
ion the owning railroad company remains under obligation to resume 
operations whenever it is possible to replace the rails, unless and 
until authority to abandon is obtained from the Commission. 

To safeguard the public interest in transportation against ill-ad- 
vised exercise of the power to requisition the rails, however, the Office 
of Defense Transportation was asked by the War Production Board, in 
which the process of requisitioning is now centralized, to make a quick 
survey of each line as to which requisitioning is proposed for the pur- 
bose of certifying whether the track in question is or is not essential 
to transportation service during a war economy. The Office of Defense 
Tumsportation, accordingly, has been making such surveys and certifi- 
cations. 

Complaint has arisen because of the summary character of this pro- 
cedure, and upon consultation between the Office of Defense Transporta- 
tion and the War Production Board, it has been decided that it should 
be modified in certain respects. 

Obviously the question upon which the Office of Defense Transpor- 
tation passes in such cases is not as broad as the question upon which 
the Interstate Commerce Commission passes in determining whether 

‘public convenience and necessity’? permit the permanent abandonment 
ofa line of railroad. Obviously, also, if the Office of Defense Trans- 
portation is to act quickly, as the war necessity demands, it cannot 
follow the same formal procedure as the Commission. 
_ Ithas been decided that in determining whether the line in question 
'§ €ssential to the current transportation effort, the Office of Defense 
Transportation should consider, not only whether the line is useful for 
the transportation of critical war materials, munitions, troops, and the 
like, but also whether it performs other service which is of substantial 
portance from the standpoint of the general public interest. The 
Conclusions reached must, of course, be related to war conditions. They 
are not to be taken as a finding with respect to ‘‘public convenience 
ie necessity’? under normal conditions, such as is made by the Com- 
ssion. 

To meet criticism of the procedure, it has also been decided that 
“pon receiving a request for certification with respect to any railroad 
line which is in operation and the abandonment of which has not been 
authorized by the Interstate Commerce Commission, the Office of Defense 
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Transportation will make public the fact that such a request has been 
received. Thereupon Ralph H. Jewell, who has been an examiner in 
the Bureau of Finance of the Commission and whose services have been 
loaned by the Commission to the Office of Defense Transportation, will 
assemble all of the information readily available in regard to the line 
in question. Within one week, if possible, he will make a brief report 
to the Director of the Office of Defense Transportation stating the 
relevant facts in regard to the line as developed by his inquiry and 
making recommendations as to the cértification to be made by the Di- 
rector to the War Production Board. This report will at once be made 
public and copies will be transmitted with the utmost expedition to 
those who have made request therefor. An opportunity will be given to 
send in writing to the Office of Defense Transportation, on or before 
a date specified in the report and which will not be less than two weeks 
from the date it is made public, comments and criticisms upon either 
the facts stated in the report or upon the recommendations. If de- 
sired these comments and criticisms may be presented by representa- 
tives of the protestants in person to Mr. Jewell within the period 
stated. After receipt of any such statements in writing, the Office of 
Defense Transportation will as soon as possible make its certification 
to the War Production Board. 


Burlington 


The Commission has held that rates are not of controlling 
importance in abandonment proceedings and that a carrier can- 
not be required to maintain a line at a loss principally for the 
purpose of insuring more favorable rates for the public, says 
Examiner Lucian Jordan in a report in Finance No. 13737, 
Chicago, Burlington & Quincy Railroad Co. Abandonment. He 
recommended that the Commission, division 4, find that the 
present and future public convenience and necessity permit 
abandonment by the Burlington of its branch line extending 
from Sedan to Moulton, Ia., approximately 4.83 miles, and 
abandonment of operation by that carrier over a line of the 
Wabash Railroad Co., extending from Moulton to Bloomfield, 
Ia., approximately 14.14 miles. 

The abandonment was opposed by the Iowa State Com- 
merce Commission. It was expected by protestants, the report 
said, that the quantity of soya beans to be processed at Center- 
ville, Ia., would increase because of anticipated government 
blocking orders. They understood that regulations would be 
promulgated requiring that soy beans produced in a given 
area be processed in the same area. Milling-in-transit rates 
were in effect on soy bean shipments billed over the line, said 
the report, “and it may be that such arrangements will not be 
available over the circuitous routes after the line has been 
abandoned.” The report pointed out that there was available 
highway traffic and said no point would be deprived of rail 
service by the proposed abandonment. Operations over the 
line and the trackage segment had been conducted at a consid- 
erable loss for several years and there was nothing to indicate 
that the revenues to be received from such operations in the 
future would be sufficient to meet the necessary expenses in- 
cident thereto, said the report. 

“It may be that some increases will be made in the rates 
on certain products handled in the territory,” said the examiner, 
“but it is not shown definitely that such increases will be made.” 


Budd Replies to Luhrsen 


In a letter to Senator Johnson, of Colorado, chairman of 
the Senate interstate commerce committee’s subcommittee that 
held hearings on a resolution for investigation of requisitioning 
of railroad trackage by the federal government, Ralph Budd, 
president of the Chicago, Burlington & Quincy Railroad Co., 
said that a statement by J. G. Luhrsen, secretary of the Rail- 
way Labor Executives’ Association, in the course of testimony 
before the subcommittee as reported in the Daily Traffic World 
of October 12 (see Traffic World, October 17), concerning the 
rail abandonment policy of the Burlington left an inference 
wholly contrary to the facts. 

Mr. Luhrsen’s testimony was to the effect that, although 
a double-track line of the Burlington’s Beardstown branch was 
used as a single-track line, the unused track had not been 
offered for the nation’s scrap pile and the Burlington had 
sought authority to abandon 201.6 miles of railroad that re- 
mained useful to the territory served. 

“Originally the Burlington had 229 miles of second main 
track on its Beardstown (Illinois) division,” said Mr. Budd in 
his letter to Senator Johnson. “Efficient operation under 
present conditions requires the use of 116 miles of this double- 
track railroad. Of the remaining 113 miles, 17 have been con- 
verted to passing tracks and 96 have been dismantled and 
taken up. Of the last named amount, 72 miles were removed 
since the inauguration of our clean-up program early in 1941 
as a part of our contribution to war effort. The enclosed 
memorandum dated October 6, signed by H. C. Murphy, assistant 
vice-president, reports completion of this project on October 2. 

“During 1941, as part of its clean-up program, the company 
retired from service 123.65 miles of track (equivalent to 12,790 
tons of steel), which could be removed without Interstate 
Commerce Commission authority, in addition to 18.71 miles, 
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the abandonment of which was authorized by the Commission. 

“From the above and other sources the Burlington during 
1941 sold 70,559 gross tons of steel scrap, including 28,156 
gross tons of scrap rails. During the first nine months of this 
year it has sold 54,412 gross tons of such scrap, including 19,370 
tons of scrap rail. 

“In addition to the rail thus sold as scrap, the company, 
during the first nine months of this year, made available about 
76 miles of relaying rail for government projects and used 
about 25 track miles of relaying rail for extension of its own 
tracks serving war plants. 

“The foregoing, of course, relates to the implication that 
Burlington has not done its part in adding to the nation’s steel 
scrap pile. So fas ar concerns the alleged need for continued 
operation of trackage sought to be abandoned under formal 
applications to the Interstate Commerce Commission, the Com- 


mission itself can and will decide such cases upon the evidence 
presented. 


“We believe we know the parts of our trackage which are 
not needed and can be made available as scrap for the steel 
mills, or as relaying rail for war plants. But if anyone can 
suggest additional trackage which can be taken up, through 
formal proceedings, or otherwise, our cooperation is assured. 

“I respectfully request that you make this letter a part 
of the official record of your committee.” 


Cc. & N. W. 


The Chicago and North Western has received permission 
in the federal court at Chicago to seek Commission authority 
to abandon its 31.5-mile branch line between New Ulm and 
Kasota, Minn. The company told the court the line was no 
longer economically useful and that materials could be salvaged 
from the line that could be used in the war effort. 


A. T..& S&S. F. 


Giving consideration to the actual and potential traffic 
available for the lines from shippers in and near Eureka, Kan., 
including an alfalfa dehydrating plant constructed in May of 
this year, and to the need of these shippers for rail service, 
Examiner Jerome K. Lyle has recommended, in a proposed 
report in Finance No. 13772, Atchison, Topeka & Santa Fe 
Railway Co. Abandonment, embracing Finance No.13776, Same, 
that the Commission authorize abadonment by the Santa Fe 
of a major part of each of two branch lines, south of Emporia, 
Kan., proposed to be abandoned by the applicant. 

The examiner recommended findings that the present and 
future public convenience and necessity (1) were shown to 
permit abandonment of the line involved in Finance No. 13772, 
extending from Benedict Junction to Madison Junction, Kan., 
about 40 miles, but were not shown to permit abandonment of 
that portion of the line extending from Madison Junction to 
Emporia Junction, about 23 miles; and that the present and 
future public convenience and necessity were shown to permit 
abandonment of the line involved in Finance No. 13776, extend- 
ing from the Alfalfa dehydrating plant of the W. J..Small Co., 
about 3 miles south of Eureka, Kan., to Moline, Kan., approx- 
imately 34 miles, but were not shown to permit abandonment 
of the line from the W. J. Small plant northward to Madison 
Junction, approximately 26 miles, in Greenwood county, Kan. 


“The record is fairly conclusive,” said the examiner, “that 
the lines as‘now operated incur substantial losses annually, 
although it appears that they have had some value to the 
system which is not expressed by the operating statistics shown 
... The record also shows .. . that truck transportatiton in the 
territory is on the decline and that rail carriers will be called 
upon to move certain traffic which heretofore has been handled 
by truck. It is doubtful, however, if the increase in the traffic 
from that source will permit the railroads involved to be 
operated under present circumstances without substantial 
losses. It does not necessarily follow, however, that some 
part of the lines involved cannot be more economically operated, 
particularly through the areas of higher traffic density, thereby 
enabling the continuation of service to the portion of the public 
most dependent thereon for transportation. If both applica- 
tions were granted, there would be an area approximately 40 
miles square without railroad service, a large portion of which 
territory is now dependent upon one or the other of the lines 
involved for transportation of large quantities of livestock and 
other commodities and would be in a large measure incon- 
venienced by their abandonment. . .” 

The examiner said that by abandonment of the line from 
Madison Junction to Benedict Junction, about 40 miles, the 
most difficult maintenance features, particularly insofar as 
bridges were concerned, would be eliminated, and that this 
probably also would be true, but to a lesser extent, with 
respect to abandonment of the line from Eureka to Moline. 
He expressed the belief that the line from Emporia to the 
W. J. Small plant could be operated by the applicant without 
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an out-of-pocket loss, and, he added, in view of the large public 
need for railroad service in that area at this time, abandonment 
should not be permitted until the failure or success of that 
plan had been thoroughly demonstrated. He proposed that 
the Commission reserve jurisdiction to impose such terms and 
conditions for the protection of the employes affected as future 
conditions might warrant. 


P. & H. Et Al. 


The Commission, by division 4, in Finance No. 13840 
Petersborough & Hillsborough Railroad et al. Abandonment, 
has issued a certificate permitting abandonment by the Peters. 
borough & Hillsborough and abandonment of operation by the 
Boston & Maine, lessee, of the lineof railroad extending from 
Peterborough to Elmwood station, in the town of Hancock, 
N. H., approximately 6.52 miles. Passenger service was dis- 
continued in March, 1936, and there had been no regular 
freight service over the line since about 1930, said the report. 
The line was damaged by a flood and hurricane in 1938, but 
it was later repaired and made serviceable for emergency 
freight operation at a speed of 10 miles an hour. The Com- 
mission said it was apparent from the record that there was 
no public need for the line. 


Colorado & Southern 


By a report and certificate in Finance No. 13920, Colorado 
& Southern Railway Co. Abandonment, the Commission, by 
division 4, has permitted abandonment by the C. & S. of its 
narrow gauge branch line extending from Chatfield to South 
Platte, Colo., 15.6 miles. 


L. N. P. & W. 


The Laramie, North Park & Western Railroad Co has filed 
a petition for reargument and reconsideration by the full Com- 
mission on the record as made in Finance No. 13366, Laramie, 
North Park & Western Railroad Co. Abandonment, wherein 
division 4 refused to permit abandonment by the railroad of 
its entire line of railroad extending from Laramie, Wyo., to 
Coalmont, Colo., approximately 111 miles, on finding the 
present and future public convenience and necessity not shown 
to permit such abandonment. 


Applicant said it sought abandonment because for a long 
period of years it had operated its railroad at a loss and as 
a consequence its investment had been greatly impaired and 
continued operation could only result in completely dissipating 
the entire value of its physical property. It added that it 
desired to liquidate such property and avoid, if possible, the 
total loss of the small value remaining therein. 


Division 4, declared the applicant, “has acted arbitrarily 
and unreasonably in its treatment of the evidence of record in 
that it has ignored some of applicant’s evidence and failed 
and refused to accord fair and proper weight to it in numerous 
particulars and as a whole, while giving undue and improper 
emphasis and weight to protestants’ assertions and predictions.” 

That a railroad had a right to abandon its operation and 
dismantle its line where the operations resulted in a loss had 
been repeatedly upheld, said the applicant, citing in support 
thereof, among others, Brooks-Scanlon Co. vs. Railroad Com- 
mission of Louisiana, 251 U. S. 396. It charged that its prop- 
erty was now being effectively taken from it by the delay in 
permitting abandonment, citing Smith, et al. vs. Illinois Bell 
Telephone Co., 270 U. S. 587. To require its continued opera- 
tion, applicant said, would be clear confiscation, a denial of 
due process of law and of applicant’s constitutional rights. 

The urgent war need for relay rail and scrap metal, apoli- 
cant declared, “is a pertinent factor to be given consideration 
in determining the question of public convenience and necessity 
and division 4 acted arbitrarily in refusing to give any weight to 
the evidence thereof.” Citing Interstate Commerce Commis- 
sion and the Pacific Electric Railway Co. vs. Railway Labor 
Executives Association, et al., 62 S. Ct. 717, applicant said it 
was stated that “before this war is over it is likely to become 
necessary to tear up lines which are actually being operated at 
a profit to make the rail scrap available for more essential 
service. The gravity of this need in the national interest can- 
not be overemphasized and it should be given great weight in 
abandonment proceedings under present conditions. The 
national interest should outweigh the interests of ‘the imme- 
diate locality and population served by the trackage to be 
abandoned.’ ” 

Among other things, applicant said division 4 “was with- 
out authority of law to disregard the separate corporate entity 
of applicant and to treat it as a branch line of the Union 
Pacific in determining the question of public convenience and 
necessity.”” In treating the applicant’s line as a branch of the 
Union Pacific, it said division 4 had erroneously included in 
applicant’s revenues approximately $18,000 a year which if 
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the applicant had been operated as a branch “it definitely and 
positively would not have received.” 


Oklahoma Central Et Al. 


By orders, the Commission, division 4, has dismissed peti- 
tions filed by the Order of Railroad Telegraphers, Division No. 
61, for rehearing in Finance No. 13343, Oklahoma Central 
Railroad Co. et al. Abandonment; Finance No. 13202, Oil Fields 
& Santa Fe Railway Co. et al. Abandonment, and Finance No. 
13203, Gulf & Inter-State Railway Co. of Texas et al. Aban- 
donment, wherein the Commission authorized abandonment of 
the rail lines involved. The Order of Railroad Telegraphers 
had asked rehearing for the purpose of having the Commission 
prescribe conditions for employe protection but later requested 
that its petitions be withdrawn as agreement had been reached 
between it and the Santa Fe with respect to the protection of 
employes. displaced as the result of the abandonments. 


Great Northern 


The Commission, by Commissioner Porter, has further 
extended to November 1, the effective date of the certificate 
issued September 16, in Finance No. 12479, Great Northern 
Railway Co. Abandonment. 


Milwaukee Road 


The federal district court at Chicago has given permission 
to the Milwaukee Road to seek Commission authority to aban- 
don 16.8 miles of line between Woodruff and Star Lake, Wis., 
a part of its branch line between Star Lake and New Lisbon, 
Wis. The company believes the line cannot be operated with- 
out an out-of-pocket loss. Five points on the line are located 
on improved highways and will not be without adequate trans- 
portation facilities, company officials told the court. 


Cc. K. and S. 


The Chicago, Kalamazoo & Saginaw Railway Co., and the 
New York Central Railroad Co., jointly have applied to the 
Commission, in Finance No. 13978, for a certificate permitting 
abandonment by the former and abandonment of operation 
by the latter, lessee, of that part of the line extending from a 
point near Richland Junction to Delton, 8.29 miles, in Richland, 
Prairieville and Barry townships, Kalamazoo and Barry coun- 
ties, Mich. Applicants said that the line had been operated at 
a “distinct” loss for a long period of time and that there was 
an immediate and urgent need, for the war effort, for the rail 
and other track metal that could be recovered through the dis- 
mantling of the line. 

Western Maryland 


The Commission, division 4, by a report and certificate 
in Finance No. 13915, Western Maryland Railway Co. Aban- 
donment, has permitted abandonment by the W. Md. of its 
branch line between Koontz Junction and Koontz, .94 miles, in 
Allegany county, Md. 

By a report and certificate in Finance No. 13918, Western 
Maryland Railway Co. Abandonment, division 4, has permitted 
abandonment by the W. Md. of its line extending from val- 
uation station 158 plus 50 on the Midland branch to Sonny. 
1.2 miles, in Allegany county, Md. 


C. A. and S. 


Charles F. Propst, receiver of the Chicago, Attica & South- 
ern Railroad Co. has asked the Commission, in Finance No. 
13979, for authority to discontinue operation and abandon the 
C. A. & S.’s railroad extending from LaCrosse, Ind., to West 
Melcher, Ind., and from Percy Junction, Ind., to State Line Junc- 
tion, Ind., approximately 139 miles. The railroad passes through 
the following Indiana counties: La Porte, Porter, Jasper, Newton, 
Benton, Warren, Fountain and Park. Applicant said that by 
an order entered October 16, 1942, by the U. S. District Court 
for the northern district of Indiana, South Bend division, he 
was directed to file the application to discontinue further op- 
eration and to abandon the railroad for the reason, and on 
a finding made by the court, that the railroad was operating at 
a loss and that its operating revenues were not sufficient to 
discharge its operating expenses, and was without funds fur- 
ther to continue its operations. 


Cc. R. |. and P. 


_ Effective 40 days from October 19, the Commission, by divi- 
Sion 4, in Finance No. 13665, Chicago, Rock Island & Pacific 
Co. Trustees Abandonment, has issued a certificate permit- 
ting abandonment by the trustees of the Rock Island of the 
branch line extending from Atlantic to Griswold, Ia., approx- 
imately 14.7 miles. The Commission said it was apparent from 
the record that the branch had been operated at substantial 
losses for several years, and that there was no prospect of 
More favorable results in the future. At the request of repre- 
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sentatives of labor organizations, the Commission said it would 
reserve jurisdiction to consider the question whether conditions 
should be imposed for the protection of employes adversely af- 
fected by anything done pursuant to permission to abandon. 
The state of Iowa and the Iowa State Commerce Commission 
opposed the abandonment. 


Port San Luis 


By a report and certificate in Finance No. 13939, Port San 
Luis Transportation Co. Abandonment, the Commission, divi- 
sion 4, has permitted abandonment by the Port San Luis Trans- 
portation Co. of its entire line of railroad in San Luis Obispo 
county, Calif., extending from Port San Luis to San Luis 
Obispo, 12.11 miles. 


Northern Pacific 


In Finance No. 13980, the Northern Pacific Railway Co. has 
asked the Commission for authority to abandon and dismantle 
that part of its Fairview branch line between Keystone Junc- 
tion and Berndt, in Richland county, N. D., comprising approx- 
imately 3.96 miles of branch line and approximately 0.15 mile 
of siding. Applicant said the only industry on the line was 
removed in July, 1942, to Great Bend, and thereafter train 
service was discontinued. 


Texas & Pacific 


The Texas & Pacific Railway Co. has applied to the Com- 
mission, in Finance No. 13981, for authority to abandon and 
dismantle its line of railroad between Longbridge and Ham- 
burg, in Avoyelles Parish, La., approximately 5.5 miles, and to 
use jointly with the Louisiana & Arkansas Railway Co. its main 
line track between Mansura and Hamburg, in Avoyelles Parish 
Applicant said, when the abandonment was made effective, it 
proposed to operate between Longbridge and Hamburg by 
using its Marksville branch between Longbridge and Mansura 
and using the main line of the L. & A. between Mansura and 
Hamburg. Abandonment, it added, would stop losses being 
sustained, avoid an expenditure of $40,170 for rehabilitation, 
enable the realization of $25,805.40 in net salvage, and would 
release material badly needed in prosecution of the war. 


Price Control and Transportation 


Until James F. Byrnes, director of the Office of Economic 
Stabilization, makes a definition of the term “any general in- 
crease” as used in connection with transportation rates, the 
railroads will be guided by a recommendation made to chief 
traffic officers by A. F. Cleveland, traffic vice-president of the 
Association of American Railroads. In that recommendation 
he commented on the fact that the term “any general increase” 
was susceptible to several interpretations. The law department 
of the association, he said, expressed the opinion that the term 
was of doubtful meaning and that therefore, as a matter of 
precaution, should be regarded, for the purpose of giving the 
required thirty days’ notice, as applicable not only to what the 
railroads had ordinarly called a general increase, but also to 
comprehensive increases in rates on one or more commodities 
in a substantial territory. 

“It is my recommendation, in which our law department 
concurs,” said Mr. Cleveland, “that for purposes of safety, the 
notice should contain a statement describing, so far as possible, 
the increases which it is proposed to make (with copy of the 
proposed tariff attached) and should contain, in addition, a 
statement to the effect that the railroads. in whose behalf the 
notice is served, consent to the timely intervention of the eco- 
nomic Stabilization Director before the federal, state or muni- 
cipal authority having jurisdiction to consider such increases.” 

As a sample of what he meant Mr. Cleveland called atten- 
tion to a notice that was filed by the southern railroads involv- 
ing an increase in their intrastate passenger fares in South 
Carolina. That, he said, was a simple situation, as it simply 
meant a flat increase in the passenger fares. 

Tariffs that had been filed but were not effective as of 
the date the new law was approved, October 2, whether state 
or interstate, Mr. Cleveland said, would require filing of notice 
with Director Byrnes and would also require the filing of a 
sixth section application with the Commission to postpone the 
present effective date of such tariffs to a date which would 
give thirty days’ notice after the date of that notice. 

An adjusment that would be involved in the proceeding 
described, said Mr. Cleveland, would be the proposed increased 
rates on crude and fuel oil dated to be operative on November 
1. He advised the railroads affected by that proposal to file 
notices at once with Director Byrnes and at the same time 
make a sixth section application to the Commission for author- 
ity to make the necessary changes. 

Chairman Aitchison, by sixth section permission No. 12431, 
based on an application by J. R. Peel, on behalf of all the 
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railroads, has authorized the postponement of increases coming 
within the definition of “any general increase” by whatever 
time needed to enable the thirty days’ notice to be given. 

The Commission’s notice says authority herein granted 
shall not apply to such rates filed as a result of an order of 
the Commission until the date required by such order is post- 
poned by a further order of the Commission. The authority 
granted is to expire with November 20, says the permission. 
It is figured that by that time the commotion caused by the 
anti-inflation legislation, so far as tariff publication is con- 
cerned, will have subsided. 

When James F. Byrnes, Director of Economic Stabilization, 
designated the Price Administrator of the Office of Price Ad- 
ministration as his representative to receive notices of increases 
in common carrier or other public utility rates and charges, 
he endowed the representative with authority to issue appro- 
priate regulations for the receipt of such notices and to inter- 
vene and participate in proceedings before the regulatory 
bodies, federal, state or municipal, in proceedings respecting 
such proposed increases, “subject to such directives on policy 
= = be issued by the Director,” (see Traffic World, Octo- 

er , 

But the director said nothing in that order should be 
construed to limit the right of the Office of Price Administra- 
tion, on its own behalf, to intervene or participate in any 
common carrier or other public utility proceedings or to take 
such other steps as it might deem appropriate with respect 
to common carrier or other public utility rates or charges, for 
the purpose of effectuating the policies of the emergency price 
control act of 1942 as amended by the act of October 2, 1942. 

Respondents in Ex Parte MC 24, California Motor Carrier 
Rates, have been instructed by the Commission that it will be 
necessary for them to file petitions for any change, which may 
be required by the economic stabilization act, in the effective 
date, November 13, set in the order, by division 3, in the above- 
entitled case. The act referred to says that no common car- 
rier shall make any general increase without first giving thirty 
days’ notice to the President, or such agency as he may desig- 
nate. 


Governmental agencies exercising regulatory power over 
prices subject to Office of Price Administration control have 
been authorized to file petitions for amendment of O. P. A. 
regulations. 

The authority is contained in amendment No. 3 to pro- 
cedural regulation No. 1 effective October 20. It applies both 
to federal and state agencies such as the Interstate Commerce 


Commission and state commissions regulating transportation 
rates. 


Previously, petitions for amendment of maximum price 
regulations could be filed only by those affected by the regu- 
lations. 

Under the amendment, the governmental agencies have 
authority to file such petitions based on findings made by the 
petitioning agency after public hearings. The relief requested 
in such petitions may be either of general or specific applic- 
ability. 

This amendment allows all federal and state regulartory 
agencies to present the Office of Price Administration suggested 
amendments of maximum price regulations. 


Gasoline Increases Suspended 


A controversy between Price Administrator Henderson, on 
the one hand, and the Southern Motor Carriers’ Rate Con- 
ference, on the other, about increases in the tank truck rates 
on gasoline and other petroleum products (see Traffic World, 
October 17, p. 901) has turned, in the first clash, in favor of 
the Price Administrator. The Commission, in I. and S. M-2118, 
has suspended the tariffs of the conference and individual car- 
riers, from October 18, and later days, to May 18. 


In his request for suspension, Henderson said “it is alleged 
that respondents (the carriers) are fully aware of the serious 
shortage of equipment and service and are consequently, by 
this adjustment, seeking to take advantage of these emergency 
conditions and the cessation of their active competition.” 

The conference by Edgar Watkins, Jr., its general counsel, 
on behalf of its members denied they were trying to take ad- 
vantage of any emergency conditions and the cessation of ac- 
tive competition. It answered Henderson’s request for sus- 
pension, paragraph by paragraph. For instance, it criticized 
Henderson’s use of highway mileages. It asserted that present 
rates were not based on highway mileage and had not been 
for a number of years. It added that they were based on rail- 
road mileages. It said the rates approved in I. and S. No. 
4816 were based on railway mileage and that therefore the 
calculations of increases used by Henderson were incorrect. 
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It added that even in the calculation of highway mileage; 
Henderson had made errors. 

As to observations made by the Price Administrator about 
costs the conference said that everyone knew that present costs 
were entirely different from those in April, 1941. Besides that 
it observed that figures placed in evidence in I. and S. No. 4816 
were for some period in 1940 and could not be said to be ingj- 
cative of the costs of today. It added that the scale of rates 
proposed was based on a return of 15 cents a truck-mile for 
round trip mileage. The use of railroad mileage, the con. 
ference said, seemed to be proper on account of the great 
variation of highway mileage. It pointed out that one figure 
of highway mileage used by the Price Administrator was over 
roads that could not be used by trucks. Another criticism of 
cost figures was based on the fact that the costs were those 
of contract carriers. Such costs, the conference alleged, were 
lower than those of common carriers. It added that the car. 


riers concerned had been converted from contract to common 
carriers. 


Henderson and Utah Increases 


Leon Henderson, price administrator, has filed a brief in 
No. 28848, Increases in Utah Freight Rates and Charges, op- 
posing the imposition of Ex Parte 148 increases by either the 
Utah commission or the federal body. His opposition is directed 
against increases on sugar beets, beet pulp, lime rock, and 
molasses, all of which commodities are used in the beet sugar 
industry, and on ore concentrates (including precipitate, matte, 
slag, speiss and flu-dust) of value not exceeding $25 a ton; and 
also on coking coal and coke. 


Henderson said it was especially undesirable to permit an 
increase in the ceiling price of sugar, a rationed article. An 
increase in its price, he said, of even a fraction of a cent a 
pound, would be immediately impressed on the consciousness 
of the nation and psychological harm to the price control pro- 
gram would be enormous. Control of the prices of copper, lead 
and zinc, the administrator said, was a good example of the 
general problem with which he had been faced. The demand 
for these commodities, he said, was especially great at pres- 
ent and consequently the maintenance of the maximum prices 
for them was extremely important. The attainment of the 
fine balance between maximum production to satisfy more 
needs and the control of price, he said, was an extremely diffi- 
cut task. The maximum prices were, themselves, he added, 
above the level of the prices for recent years, but were justified 
by higher costs of production. It was surprising, therefore, 
said he, to find the rail carriers relying on the higher prices 
as justification for higher rates. It was exactly that attitude, 
he added, which had brought about the necessity for price 
control. 


Attorneys for the railroads operating in Utah, requested 
a specific finding that the rates imposed on sugar beets, beet 
pulp, lime rock, and molasses; ores and concentrates (includ- 
ing precipitates, matte, slag, speiss, and flu-dust) of value not 
exceeding $25 a net ton; and on coking coal and coke, if im- 
posed by the state of Utah, would not be unduly discriminatory 
and prejudicial as between persons or localities in intrastate 
commerce, on the one hand, and interstate and foreign com- 
merce, on the other, and unjustly discriminatory against inter- 
state and foreign commerce, by reason of the failure to include 
in such rates on Utah state traffic the increases authorized on 
interstate traffic in Ex Parte 148. The railroads asked the 
Utah commission to make a specific finding authorizing Ex 
Parte 148 increases on Utah traffic. 


NEW HAVEN REORGANIZATION 


The Commission, division 3, has reopened Finance No. 
10992, New York, New Haven & Hartford Railroad Co. Reergan- 
ization, for further hearing, October 26, at its offices in Wash- 
ington, before Examiner Homer H. Kirby, for the purpose of 
receiving further evidence with respect to the question of a 
budget of expenditures proposed to be made from the proceeds of 
additional contributions to be solicited from stockholders in the 
period from August 27 to November 30, 1942, by the preferred 
stockholders protective committee in connection with the pro- 
ceedings for the reorganization of the New Haven. The Com- 
mission said, that a hearing on a pending petition for authority 
to solicit additional contributions from stockholders was held 
on September 23, 1942, and was closed on the same date, except 
for the receipt of one exhibit, namely, a statement of the 
aforesaid budget, that was furnished within 20 days thereafter, 
as ordered at the hearing. It said it appeared that the matter 
should be developed further prior to the issuance of a report 
and order with respect to the solicitation of additional con- 
tributions. 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Greyhound Merger and Stock Issue 


Against the opposition of the anti-trust division of the 
Department of Justice and others, Examiner James L. Smith, 
in a report in MC F-1678, Southwestern Greyhound Lines, 
Inc., Merger, Arkansas Motor Coaches, Ltd., Inc., and cases 
joined therewith, has recommended that the Commission ap- 
prove and authorize merger of the operating rights and property 
of the Arkansas Motor Coaches, Ltd., Inc., into Southwestern 
Greyhound Lines, Inc., for ownership, management, and op- 
eration; and also authorize Southwestern Greyhound Lines, 
Inc., and the Greyhound Corporation to issue stock to finance 
the transactions. 

The cases joined with the title proceeding are MC F-1679, 
Southwestern Greyhound Lines, Inc., Issuance of Stock, and 
MC F-1680, The Greyhound Corporation, Issuance of Stock. 
The examiner recommended that the former be authorized to 
jissue no-par value Class A common stock having an agreed 
value not exceeding $180,000, subject to condition, and that the 
latter be authorized to issue no-par value common stock 
having a market value not exceeding $180,000, subject to 
conditions. 


The applications were also opposed by the Missouri Pacific 
‘and its motor subsidiary, Dixie Motor Coach Corporation, the 
Amalgamated Association of Street Electric Railway & Motor 
‘Coach Employes of America, the Chamber of Commerce of 
‘Magnolia, Ark., Tri-State Transit Co. of Louisiana, Inc., and 
‘tthe Brotherhood of Railway Trainmen. 


As to contentions as to restraint of competition, the ex- 
‘aminer said he was of the opinion that adequate competition 
between Memphis and Texarkana and intermediate points 
would continue to be provided after consummation of the 
‘proposed merger. 


Burlington Financing Plan 


Denial of an application of the Burlington Transportation 
‘Co. to issue four per cent unsecured promissory notes in aggre- 
‘gate principal amount of $1,869,940.34 to evidence a like amount 
of open account indebtedness, is suggested by Examiner Wil- 
liam L. Fulton in a proposed report in MC F-1940, Burlington 
‘Transportation Co., Issuance of Notes. 

From time to time subsequent to February 14, 1929, the 
report said applicant’s proprietary company, the Burlington 
Railroad, advanced to it various sums on open account. Those 
funds were used by applicant for general corporate purposes, 
such as working capital, to finance the purchase of property, 
including real estate, motorbusses, trucks and semi-trailers, 
‘and for the acquisition of other transportation companies. The 
‘amount of such open-account indebtedness as of February 19, 
1942, it said, was $1,869,940.34. Applicant desired to evidence 
the open-account indebtedness by issuing two notes, one for 
‘$1,719,940.34 to be dated January 1, 1942, the other for $150,000 
to be dated February 19, 1942, both maturing January 1, 1952. 
The examiner said the open-account indebtedness of $1,- 
869,940.34 to the railroad was not an appropriate basis for the 
issue of funded debt as herein proposed. Contrary to the situa- 
tion in Fort Worth & D. N. Ry. Co. Notes, 207 I. C. C. 233, the 
examiner said, applicant’s balance sheet as of May 31, 1942, 
Showed that as of that date it did not have net capitalizable 
assets in amount sufficient to support the proposed notes. Its 
Investment in intangible property, he said, exceeded $474,000 
and earned surplus showed a debit balance of $37,306. Com- 
parison of that balance sheet with financial data considered 
in MC F-1806, Burlington Transportation Co., Purchase, Thetus 
Grandee, decided September 8, 1942, he added, indicated that 
In the first five months of 1942 the amount of applicant’s ad- 
vances payable increased $150,000, and the amount of its in- 
vestment securities and advances—associated companies in- 
creased $312,304. There appeared, said he, no convincing rea- 
son why the proposed notes should antedate the application for 
authority in respect thereof. 


“Applicant’s earnings have increased substantially in the 
past year,” said the examiner. “To the extent available such 
earnings should be applied toward reduction of the open- 
account indebtedness, instead of incurring additional obligation 


in respect of the substantial fixed charges which would be 
here involved.” . 


WHEAT 


No. 28806, Gwinn Milling Co. vs. Pennsylvania et al. By 
Examiner John Davey. Dismissal proposed. Applicable rates 
on wheat, carloads, originating at trans-Mississippi River points 
between January 2, 1938, and January 4, 1941, and shipped from 
Kansas City, Mo., to Chicago, Ill, thence to Columbus, O., 
where it was milled into flour and reshipped through Cincinnati, 
O., to Nashville, Tenn., and Birmingham, Ala., proposed to be 
found to be 53 and 54 cents, respectively, to March 4, 1938; 
52% and 53% cents, respectively, to December 31, 1939, and 
43% and 44% cents, respectively, to January 4, 1941. The ex- 
aminer said the Commission should find that the applicable 
rates were not shown to have been unreasonable or otherwise 
unlawful. 


Motor Proposed Reports 


(Recommended orders in proposed motor reporis, at exptration 
of 20 days from date of service of reports (unless otherwsse stated), 
vecome effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’”’ type, 
with name of town or city ;ollowing.) 


lowa (Renwick)—MC 52345, A. D. Gimer, common carrier. 
Certificate proposed. Butter, eggs and dressed poultry from 
Renwick and Livermore, Ia.,:to Chicago, Ill.; feed from Chicago 
and Forest Park, Ill., to Renwick and points within 25 miles 
thereof. 

New York (New York)—MC 66562, Sub. 433, Railway Ex- 
press Agency, Inc., extension. Certificate proposed, subject to 
conditions. General commodities, moving in express service, 
between Elmira, N. Y., and Morris Run, Pa., including inter- 
mediate and off-route points. 


Illinois (Chicago)—-MC 80284, Sub. 2, Chrispens Truck 
Lines, Inc., extension. Permit proposed. Paper, paper prod- 
ucts, and pulp board from Lockland, Urbana and Dayton, O., to 
points located in the Chicago, Ill., commercial zone; groceries, 
from Chicago, Ill., and specified points in Ohio; fish, from points 
and places on Lake Erie in Ohio to Chicago, Ill.; canned food, 
from Oak Harbor, O., to Chicago, Ill.; specified metals and 
mechanical equipment from points in Ohio to Chicago, II1.; 
packing house products, equipment and supplies used in meat 
packing houses, and commodities requiring refrigeration other 
than liquids between Chicago, Ill., on the one hand, and, on 
the other, Fort Wayne, Ind., and points in that part of Ohio 
on and north of a line beginning at the West Virginia-Ohio 
state line and extending along U. S. Highway 22 to Cincinnati, 
O., thence along the Ohio River to the Ohio-Indiana state line. 

New York (New York)—MC 96496, Brooklyn Fireproof 
Storage, Inc., common carrier. Certificate proposed. House- 
hold goods between New York, N. Y., on the one hand, and all 
points in Connecticut, Del., Me., Md., Mass., N. H., N. J., N. Y., 
Pa., R. I., Vt., Va. and D. C., over irregular routes. 


Ilinois (Dorchester)—-MC 103484, Heyen Bros., common 
carrier. Denial proposed for want of prosecution. Passengers 
and their baggage and band instruments between Dorchester, 
Tll., and St. Louis, Mo., over irregular routes. 

South Carolina (Conway)—MC 103546, Conway Trans- 
port, common carrier. Certificate proposed. Petroleum prod- 
ucts in bulk, in tank trucks, from Wilmington, N. C., and 
points within 15 miles thereof, to specified points in S. C., over 
irregular routes. 

Pennsylvania (Greenwood)—MC 103576, Joseph Grzenda, 
common carrier. Denial proposed. Coal, from points in Lacka- 
wanna and Luzerne counties in Pa., to Scranton, Pa., over ir- 
regular routes and continuing the haul from Scranton to 
points in New York and N. J., over specified regular routes. 

New Jersey (Rahway)—-MC 103862, Seymore Sinitsky; 
common carrier. Denial for want of prosecution proposed: 
Chemicals and general commodities, except fluids, in tank-car 
lots, from Metuchen, N. J., to New York, N. Y: 

California (San Francisco)—MC 78786, Sub. 88, Pacific 
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Motor Trucking Co., extension. Certificate proposed. General 
commodities, with exceptions, between specified points in Calif. 

Indiana (Fort Wayne)—MC 69470, Michael Rousseff, com- 
mon carrier. Denial of certificate or permit proposed under the 
“grandfather” clauses. Specified commodities, between points 
in Ind. and Ill. 

New York (Buffalo)—-MC 62537, Sub. 1, Great Lakes For- 
warding Corporation, extension. Denial of certificate proposed. 
New and used automobiles, new trucks, new chassis, and auto- 
motive parts, in drive-away and truck-away service, from and 
to specified points in eastern states. 

Oklahoma (Shawnee)—MC 52318, Sub. 9, Luper Trans- 
portation Co. of Oklahoma, extension. Certificate proposed. 
General commodities, with exceptions, between Asher, Okla., 
and Ada, Okla. 

New York (New York)—MC 40428, John J. Cross, com- 
mon carrier. Dismissal proposed at applicant’s request. Speci- 
fied commodities between New York, N. Y., on the one hand, 
and points in specified counties in N. J., on the other. 

New Jersey (Atlantic City)—-MC 13036, Sub. 1, Albert W. 
Casperaites, extension. Denial of certificate proposed. Speci- 
fied commodities between Philadelphia, Pa., and Atlantic 
City, N. J. 

Minnesota (Duluth)—MC 36436, Sub. 2, Moland Bros. 
Trucking Co., common carrier, embracing Sub. 5, Same, ex- 
tension. Denial of certificate proposed under the “grandfather” 
clause. General commodities, with exceptions, to and from in- 
termediate points on U. S. highway 51 situated between Hur- 
ley and Stevens Point, Wis., in conjunction with applicants’ 
presently authorized regular-route operations. 

Minnesota (Minneapolis)—-MC 72316, LaBelle Safety Stor- 
age & Moving Co., common carrier, embracing Sub. 1, Same, 
extension. Certificate proposed, as to continuance of opera- 
tions, household goods, in radial service between points in 
Minn., on the one hand, and points in 24 specified states and 
D. C., on the other, and in non-radial service between points 
in specified states; and operation of household goods, in non- 
radial service, between points in specified states. 

Tennessee (Nashville)—-MC 78632, Sub. 42, Hoover Motor 
Express Co., Inc., extension. Denial of certificate proposed. 
General commodities, with exceptions, between points within 
10 miles of Louisville, Ky., in connection with applicant’s ex- 
isting operations. 

New Jersey (Bloomfield)—-MC 43274, White’s Express & 
Transfer, Inc., common carrier Certificate proposed. Con- 
tinuance of operations, general commodities, with exceptions, 
between specified points in N. J., on the one hand, and specified 
points in Conn., N. Y. and Pa., on the other. 

Tennessee (Murfreesboro)—-MC 36448, Sub. 2, Murfrees- 
boro Freight Line Co., Inc., extension. Certificate proposed. 
General commodities, with exceptions, from and to the U. S. 
Army air base near Smyrna, Tenn., as an off-route point to 
applicant’s presently authorized regular route operation be- 
tween Nashville, Tenn., and Murfreesboro, Tenn. 

Connecticut (Old Greenwich)—-MC 30653, Joseph L. Zac- 
cardo, common carrier. Denial for want of prosecution pro- 
posed. General and specified commodities between Greenwich, 
Conn., and Bloomfield, N. J. 

Kansas (Morrowville)—MC 5380, Sub: 1, John W. Woods, 
extension. Certificate recommended. General commodities, 
with exceptions, from and to North Kansas City, Mo., in off- 
route service in connection with applicant’s present operations 
to and from Kansas City, Mo. 

Texas (Dallas)—-MC 103370, Sub. 4, Best Motor Lines, 
extension. Certificate proposed. General commodities, with 
exceptions, between Dallas and Waxahachie, Tex. 

Montana (Ennis)—-MC 63814, Sub. 2, Harold O. Helt, ex- 
tension. Certificate proposed. Specified commodities between 
Tri-State Mine located approximately 15 miles southwest of 
Cameron, Mont., on the one hand, and West Yellowstone, Mont., 
on the other, and general commodities between Ennis, Mont., 
on the one hand, and Cliff Lake, Mont., on the other. 

New York (New York)—MC 71992, Bill Rand Express 
Freight Lines, Inc., common carrier. On further hearing, cer- 
tificate proposed as to continuance of operations, general com- 
modities, with exceptions, between New York, N. Y., and points 
in N. J.; between points in the New York, N. Y., commercial 
zone and points in N. J., within 25 miles of New York, on 
the one hand, and points in Mass., R. I. and Conn., on the 
other; and between points in the Boston, Mass., commercial 
zone and points in Mass., within 25 miles of Boston, on the 
one hand, and points in Conn., on the other. 

INMinois (Rockford)—-MC 103896, Ortenis C. Brauer, com- 
mon carrier. Certificate proposed. Specified commodities 
from and to specified points in Ill., Ind. and Wis. 

Nebraska (Omaha)—-MC 102952, W. R. Buetow, common 
carrier. Certificate proposed. Petroleum products, in bulk, 
in tank trucks, from refining points in Kan. and Neb., and 
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pipe line terminals in Council Bluffs, Ia., and points within 19 
miles thereof, to designated points in S. D. 

New York (New York)—MC 102609, Regal Trucking Co, 
Inc., contract carrier. Denial proposed on findng applicant’s 
transportation of general commodities in pick-up and deliy. 
ery service in New York City, N. Y., exempt under section 
202 (c) (2) of the interstate commerce act. 

Michigan (Detroit)—-MC 102384, Sub. 5, Rex Transporta- 
tion Co., extension. Recommends denial of permanent av- 
thority but grant of temporary authority to operate until De. 
cember 31, 1944, as a contract carrier of petroleum products, 
in bulk, from and to specified points in Mich. and Ohio. The 
report said applicant had not shown that permanent operations, 
as proposed, would be consistent with the public interest, but 
that there was an immediate and urgent need for the proposed 
service due to temporary conditions, and that there was not 
available any motor carrier service capable of meeting such 
need. 

New Jersey (Elizabeth)—-MC 89697, Sub. 2, Joseph George 
Krajicek, extension. Certificate proposed. Commercial sol- 
vents, etc., between points in N. J., on the one hand, and points 
in Conn., Del., Mass., N. J., N. Y. and Pa., within 250 miles of 
Elizabeth, N. J., on the other. 

Michigan (Dearborn)—MC 68830, Sub. 3, Roadway Transit 
Co., extension. Certificate proposed. General commodities, 
with exceptions, in Mich. and Ind. 

New Jersey (East Rutherford)—-MC 61502, Wm. McCul- 
lough Transportation Co., Inc., common carrier. Certificate 
proposed. Continuance of operation, general commodities, 
between the New York commercial zone and points in Conn, 
Mass., R. L, N. Y., N. J. and Pa., and specified commodities 
between points in N. Y., N. J., Pa., Mass., R. I. and Conn. 

Texas (Fort Worth)—MC 59814, Sub. 33, W. A. Johnson, 
Sherman, extension. Certificate recommended. General com- 
modities, with exceptions, between Sherman and Denison, Tex. 

Minnesota (Minneapolis)—-MC 12253, LaBelle Safety Stor- 
age & Moving Co., broker application. License proposed as to 
operation at Minneapolis, household goods, in interstate or 
foreign commerce. 

California (Mountain View)—MC 16951, C. & M. Trucking 
Co., common carrier, embracing MC 16951, Sub. 1, Same, ex- 
tension, and MC 52554, Sub. 1, Same, extension. Denial of cer- 
tificate or permit proposed. Specified commodities between 
points in Calif. The report found that applicants had failed 
to establish the right to a certificate or permit under the 
“srandfather” clauses in MC 16951, and that public convenience 
and necessity did not require the proposed operations in MC 
16951, Sub. 1, and MC 52554, Sub. 1. 

Missouri (Kansas City)—-MC 48966, F. L. Harper, Inc, 
common carrier, embracing Sub. 1. Same, extension, and Sub. 
7, Same, extension. Denial of permit proposed. Packing house 
products, etc., between points in Kan., Mo. and Calif. Appli- 
cation in MC 48966, Sub. 1, for authority to operate as a con- 
tract carrier of fresh meats and packing house products and 
supplies from St. Joseph, Mo., to Los Angeles, proposed to 
be dismissed at applicant’s request. 

New York (New York)—MC 44592, Middle Atlantic Trans- 
portation Co., Inc., common carrier, embracing Sub. 1, Same, 
lessee, extension, and MC 74083, Sutherland Shipping, Inc. 
common carrier. In MC 74083, recommends certificate for 
continuance of operation as a common carrier of general com- 
modities, with exceptions, between certain points over routes 
in Conn., N. Y., N. J., Pa., O. and Mich., under the “grand- 
father” clause. Applications in MC 44592 and Sub. 1 pro- 
posed to be denied. 


New Brunswick, Canada (Bristol)—-MC 103819, Hedley H. 
Cole, contract carrier. Permit proposed. Pulp wood from the 
international boundary between the U. S. and Canada through 
the ports of entry near Vanceboro, Houlton, Bridgewater, and 
Fort Fairfield, Me., to specified points in Me. 


Indiana (Vincennes)—-MC 103802, Alfred E. Fossmeyer, 
common carrier. Denial proposed. Mill feeds, animal and 
poultry feed, and animal and poultry medicine, East St. Louis, 
Ill., to points in Ind., and live stock, soy beans, corn, barley 
and other farm products on return movements. 

Ontario, Canada (Fort Frances)—-MC 93991, Sub. 1, George 
Flinders, extension. Certificate proposed. Fresh fish from the 
international boundary of the U. S. and Canada at Interna- 
tional Falls, Minn., to Ranier, Minn., over Minnesota highway 
11, through the port of entry at International Falls. 

New Jersey (Harrison)—-MC 63931, Sub. 3, George F. 
Graves, extension. Permit proposed. Specified commodities 
from Harrison, N. J., to Lancaster, Pa. 

New Hampshire (Concord)—-MC 52855, Sub. 1, Lavah T. 
Longley, extension. Certificate recommended. Household goods 
between Concord, N. H., and points within 20 miles thereof, 
on the one hand, and points in Conn., Me., and R. I., on the 
other. 
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Texas (Fort Worth)—MC 2228, Sub. 19, Merchants Fast 
Motor Lines, Inc., extension. Certificate proposed. General 
commodities, with exceptions, over U. S. highway 283, be- 
tween Cisco, Tex., and Albany, Tex., and over Texas highway 
15, between its junction with U. S. highway 380 and Anson, 
Tex., with service to all intermediate and off-route points 
within one mile of the highway. 

New Jersey (Newark)—-MC 96427, Gustave Sobo, contract 
carrier. Denial proposed on finding applicant’s operations in 
transporting meat and packing-house products between New- 
ark, N. J., one the one hand, and points in specified counties 
in N. J., New York, N. Y., on the other, to be those of a private 
carrier for which no certificate or permit is required; and 
applicant’s transportation of meat and packing-house products 
between points in Newark, N. J., exempt under section 
203(b) (8) of the act. 


Live Stock to and from the South 


A suggestion that the carriers are playing a game of dilly 
dally with regard to southern rates on live stock, is made by 
the Eastern Meat Packers’ Association, in a brief in I. and S. 
No. 4779, Live Stock to and from the South, and No. 28289, 
Eastern Meat Packers’ Association et al. vs. Aberdeen & Rock- 
fish et al. The brief is in reply to a petition of the railroads 
for postponement of the effective date of an order requiring 
the making of rates on live stock, until February of next year, 
so as to afford time for the filing a further petition. 

“Although defendants argue to some extent the alleged 
difficulty of complying with the order within the time available 
under its terms,” says the packers, “it is perfectly obvious that 
the real purpose of defendants is to gain time within which to 
develop evidence by which they hope to support a petition for 
reopening and reconsideration. . . This petition follows some 
three years or more of rate manipulation by the railroads de- 
signed to hold off as long as possible the inevitable establish- 
ment of single factor joint rates from the south to the east 
conforming to the statutory rule of rate making. Indeed, these 
complainants were guilty, in some measure,. of working along 
with a view to an early adjustment of their live stock rate 
structure, but they justify that course by an earnest desire to co- 
operate in the fullest possible measure. Such cooperation proved 
wholly ineffective. While it is true that the carriers came for- 
ward with a revised structure, that structure was badly out of 
line and so obviously opposed to normal standards that it was 
necessary to suspend it and start all over again. . . Recog- 
nizing the impossibility of defending either the structure com- 
plained of or those under suspension, defendants made further 
proposals and revisions during the course of the hearings, but 
these proposals and revisions served only to make a bad sit- 
uation worse.” 


Opposing the request of the railroads for a postponement 
of the effective date, December 1, for the publication of rates 
ordered by the Commission in I. and S. 4779, Live Stock to 
and from the South, and cases joined with it, to enable them to 
prepare and file a petition for reconsideration and further hear- 
ing, the American National Live Stock Association, National 
Wool Growers’ Association, Texas and Southwestern Cattle As- 
sociation, Inc., Texas Sheep and Goat Raisers’ Association, Inc., 
Highland-Hereford Breeders’ Association and Live Stock Traffic 
Association suggest that 15 days would be ample for that 
purpose. The railroads asked for a postponement for 60 days. 
In addition they said there was no neeed for haste. In answer 
to that the associations said they hardly thought that four 
years, the time lapse since the beginning of the proceeding, 
would be considered undue haste. They said the railroads ad- 
mitted they could publish the rates by December 1 when they 
said they could not make better publication by December 1, 
than printing the formula prescribed by the Commission and 
then referring to Hoke’s distance tariff. The railroads said 
it would take much time to calculate the short line distances 
Which would be necessary for the publication of point to 
point rates. The associations said they admitted that the publi- 
cation of the rates as mileage scales would not be as satisfac- 
tory as point to point rates, but said they preferred publication 
In that manner rather than indefinitely delay their publication. 
After they were published in that way the associations said the 
carriers should, as their tariffs were revised, a continuous op- 
eration, publish the rates for point to point application. 


N. Y. COMMUTATION FARES 


The Commission, by an order in No. 28815, Commutation 
Fares in New York State, has overruled a motion filed by the 
organization committee, Long Island Transportation Bureau, 
for discontinuance of the proceeding so far as it relates to re- 
spondent the Long Island Railroad Co, 
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Suspended Tariffs 


( Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2115, the Commission has suspended from 
October 15 until May 15 the operation of certain schedules as 
published in tariff MF I. C. C. No. 2 of Wilbert P. Bivins 
Freight Service, Millville, N. J. The suspended schedules 
propose to establish new commodity rates of 20 and 12% cents 
a 100 pounds, less truckload and minimum 20,000 pounds, 
respectively, on feed, grain and meat scrap, from Newark, 
N. J., to Woodbine, N. J. The respondent maintains no pres- 
ent rates on this traffic. 

In I. and S. M-2116, the Commission has suspended from 
October 15 to May 15 the operation of certain schedules pub- 
lished in tariff MF I. C. C. No. 2 of Julia W. Erskine, dba 
St. Marys Transfer Company, St. Marys, Pa. In lieu of an “all 
merchandise” truckload rate the suspended schedules propose to 
establish specific any-quantity commodity rates on compressed 
gases from Jersey City, N. J., to St. Marys, Pa., and on the 
returned empty cylinders; also on graphite, mica and synthetic 
gum from all points in New Jersey to various Pa. points. 

In I. and S. M-2117, the Commission has suspended from 
October 19 until May 19 the operation of certain schedules pub- 
lished in tariff MF I. C. C. No. 13 of Dana L. Clark, dba Blue 
Line Express, Nashua, N. H. In lieu of present higher class 
rates the suspended schedules propose to establish rates of 37 
cents a 100 pounds,, minimum 1,000 pounds, on ammonia from 
Boston, Mass., to Enfield and Lebanon, N. H., and 33 cents a 
100 pounds, minimum 20,000 pounds on certain acids and re- 
lated commodities, from Boston to Cavendish and Ludlow, Vt. 

In I. and S. 5156, the Commission has suspended from 
October 20 until May 20, the operation of certain schedules 
as published in supplement No. 14 to Consolidated Freight 
Classification No. 15, I. C. C.-O. C. No. 59, I. C. C. No. 88, 
I. C. C. No. 28, and I. C. C. No. 529 of A. H. Greenly, E. H. 
Dulaney, R. C. Fyfe, and W. S. Mercer, Agents, respectively. 
The suspended schedules propose to cancel sections 2, 4, 6 ,7 
9 and Note 4 (the substitution provisions) of Rule 34. 

In I. and S. 5157, the Commission has suspended from 
October 20 until May 20, the operation of certain schedules 
as published in supplement 20 to Chicago & Eastern Illinois 
Railroad Company’s tariff I. C. C. No. 471. The suspended 
schedules propose to increase the intermediate switching charges 
of the C. & E. I. at Evansville, Ind. 

In I. and S. M-2119, the Commission has suspended from 
October 20, until May 20, the operation of certain schedules 
as published on 2nd Revised Page 15 to tariff M. F.-I. C. C. 
No. 3, and in other tariffs, of Pacific Inland Tariff Bureau, Inc., 
Agent, Portland, Ore. The suspended schedules propose to 
establish a less-truckload classification exceptions rating of 
150 per cent of the first class rate, in lieu of the present 
classification rating of first class, on potato chips, between 
points in the Pacific Northwest. 

In I. and S. M-2120, the Commission has suspended from 
October 20, until November 5, the operation of fall provisions of 
Supplement No. 30 to tariff MF-I. C. C. No. A-53 of Middle 
Atlantic States Motor Carrier Conference, Inc., Agent, Wash- 
ington, D. C. The suspended schedules propose minimum class 
rate restrictions in Middle Atlantic and New England States 
which result in both increases and reductions. 

In I. and S. M-2121, the Commission has suspended from 
October 22 until May 22, the operation of certain schedules 
as published in Supplement 2 to Tariff MF ICC 12 of Thomas 
De Ceilio, dba De Ceilio Trucking Service, Fredonia, N. Y. 
The suspended schedules propose to establish a rate of 35 
cents per 100 pounds, minimum 20,000 pounds, on fruit juices, 
in barrels or drums, from Brocton, Dunkirk, Fredonia and 
Westfield, N. Y., to Pittsburgh, Pa., and a provision in con- 
nection therewith that empty containers will be returned free. 


COMMISSION ORDERS 


MC 30165, Sub. No. 34, English Freight Co., extension, Prairie View 
College. Reopened for formal hearing. 

No. 25728, Hoboken Manufacturers Railroad Co. vs. Abilene & 
Southern et al.; and No. 25878, New Orleans & Lower Coast Railroad 
Co. vs. A. C. & Y. et al. Effective date of order of October 13, 1941, 
further postponed until January 1, 1943. 

No. 28625 (formerly Maritime Commission No. 583), proportional 
rates on citrus fruit from Jacksonville, Fla. Order of December 8, 1941, 
reopening proceeding for further hearing, vacated. Proceeding dis- 
continued. 

MC 665 and MC 44558, Missouri-Arkansas Transportation Co., 
common carrier applications. Order of May 28, as subsequently modi- 
fied to become effective November 30, in so far as it denied applica- 
tions, vacated. Reopened for further hearing. 
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MC 4473, MC 51636 and Sub. 1, in matter of holding by R. L. 
Conard, dba Conard Freight Lines, Adel, Ia., of certificate under MC 
51636 and Sub. 1 and by R. L. Conard, dba Conard Transfer, of permit 
under MC 4473 in accordance with provisions of section 210 of inter- 
state comerce act. Referred to Examiner Mack Meyers for hearing 
on November 12 at 9:30 o’clock a. m., at the Kirkwood Hotel, Des 
Moines, Ia., on question of whether holding by R. L. Conard of said 
certificate of said permit will be consistent with public interest and 
national transportation policy. Reopened for sole purpose of determin- 
ing issues noted above in accordance with provisions of interstate 
commerce act. 

No. 28703, F. G. Vogt & Sons, Inc., vs. A. C. L. et al. 
dismissed on complainant’s request. 

No. 28764, Topeka Traffic Association et al. vs. A. T. & S. F. et al. 
Complaint dismissed on complainants’ request. 

No. 28802, Weston Paper & Manufacturing Co. vs. A. T. & S. F. 
et al. Complaint dismissed on complainant’s request. 

No. 28818, Yankton Chamber of Commerce et al. vs. C. & N. W. 
et al.; and a sub. number, Mitchell Traffic Bureau et al. vs. Same. 
Complaints dismissed on complainants’ request. 

No. 28828, Gamble-Robinson Co. vs. A. T. & S. F. et al. Complaint 
dismissed on complainant’s request. 

No. 28829, Reynolds Metals Co. vs. Mo. Pac. et al. 
missed on complainant’s request, 

No. 28838, Midvale Co. vs. Reading Co. et al. Complaint dismissed 
on complainant’s request. 

MC 80429 Sub. 1, H. Leon McBride and Frank H. McBride, exten- 
sion, malt beverages. Application dismissed without prejudice to a 
reopening for determination on present record at a later date. 

W-81, McAllister Lighterage Line, Inc., contract carrier application; 
and W-217, McAllister Brothers, Inc., contract carrier application. Pe- 
tition of applicants for reconsideration denied. 


MC 18337 Sub. No. 1, Alva E. Mauk, extension Iowa, Illinois, Kan- 
sas, Missouri and Nebraska. Order recommended by examiner which 
became effective as order of Commission on August 7, and order of 
August 7, denying application except to extent a certificate is author- 
ized to be issued, vacated. Reopened for further hearing. 


MC 29803 Sub. No. 3, Ira Crouse, extension, Kansas City, Mo.- 
Kansas City, Kan., commercial zone. Reopened for further proceed- 
ings. 

MC F-1786 (supplemental), C. & D. Motor Delivery Co., purchase, 
Hubert C. Elliott. Order of September 11 modified by eliminating 
therefrom paragraph providing that it would cease to be effective 
unless authority granted were exercised on or before September 11. 


MC F-1941, Watson Brothers Transportation Co., Inc., lease, Elden 
Ruhl. Twenty-day effective period specified in order heretofore en- 
tered herein on September 19, granting temporary authority under 
section 210a(b), extended to expire November 6. 


No. 28468, Tennessee Eastman Corporation vs. A. C. & Y. et al. 


Order entered January 19, dismissing complaint, vacated. Transferred 
to special docket for adjustment. 


No. 28702, Semet-Solvay Co. vs. A. & W. et al. Complaint dismissed 
on complainant’s request. 

No. 28710, Great Lakes Transit Corporation vs. A. & A. et al. Com- 
plaint dismissed on complainant’s motion. 

No. 28762, Commercial Barge Lines, Inc., vs. 
Complaint dismissed on complainant’s request. 


No. 28633, Jeffreys-Myers Manufacturing Co. vs. Southern et al. 
Order of August 12 modified to become effective December 31 on not 
less than 30 days’ notice instead of November 18. 

1. & S. No. 5111, scrap paper, eastern ports to Hartsville, S. C. 
Petition filed on behalf of Sonoco Products Co., protestant, for re- 
hearing, reopening and reconsideration denied. 

MC 52110, Brady Transfer and Storage Co., common carrier appli- 
cation; MC 52110 Sub. No. 1, Same, extension, Fort Dodge loops; 
MC 52110 Sub. No. 2, Same, extension, Sioux City, Templeton; and 
MC 52111, Same, contract carrier application. Order of August 29 
modified to become effective January 1, 1943. Time within which 
appropriate petitions under rule 101 of Rules of Practice may be filed, 
extended to December 1. 

MC 61437 Sub. Nos. 2 and 3, Kansas City Southern Railway Co., 
extension of operations. Reopened for reconsideration. Order of May 
4 vacated. 

MC 93110, Rockland Film Service, Inc., contract carrier applica- 
tion; and MC 93111, Palisade Film Delivery Corporation, contract car- 
rier application. Reopened for further hearing for purpose of de- 
termining whether claimed operations of each applicant are those of 
common carrier or those of contract carrier as those terms are de- 
fined in Part II of interstate commerce act, and scope of claimed 
operations performed by each applicant, ff any. Order of May 18, 
vacated. 

W-559, McLain Marine Corporation, common carrier application. 
Effective date of certificate and order of June 6 further modified to 
become effective December 27. 

1. & S. No. 4206, eastbound perishables in unauthorized containers; 
No. 27440, Pacific Coast Container Association vs. Alton et al.; No. 
27564, Kieckhefer Container Co. vs. Alton et al.; and No. 27587, A. B. 
Humphrey vs. A. T. & S. F. et al. Respondents’ and defendants’ pe 
tition for modification of order denied. 

1. & S. No. 4374, class rates between Kentucky and western trunk 
line points. Order of October 26, 1940, further modified to become 
effective January 4, 1943, on not less than one day’s notice, instead 
of November 1. 

1. & S. No. 5068, grain and grain products, Oklahoma to Texas. 
Reopened for reconsideration. Request of Oklahoma Corporation Com- 
mission, intervener, for oral argument denied. 

W-525, Coast Transportation Co., Inc., common and contract car- 
rier application. Effective date of certificate and order of August 31 
postponed to December 24. 

W-305, Hudson River Day Line, common and contract carrier ap- 


Complaint 


Complaint dis- 


Ann Arbor et al. 


TRAFFIC WORLD 


plication. Reopened and assigned for further hearing, in so far as 
applicant seeks authority to continue its operation under permit as a 
contract carrier in irregular service on the Hudson River, East River 
and Long Island Sound, on November 4, 9:30 o’clock a. m., at the 
Hotel St. George, Brooklyn, N. Y., before Examiner Johnson. 


MOTOR FINANCE CASES 

MC F-1853, Royal Blue Coaches, Inc., consolidation—Alma Lines, 
Inc., et al. Consolidation of the operating rights and certain proper. 
ties of Alma Lines, Inc., of Phillipsburg, N. J., Charles W. Eick, 
doing business as Royal Blue Coaches, and Easton, Phillipsburg ang 
Alpha Lines, Inc., both of White House Station, N. J., into Royal Blue 
Coaches, Inc., also of White House Station, for ownership, Manage- 
ment, and operation, approved and authorized, subject to condition. 

MC F-1848, Short Way Lines, Inc., purchase, Bluebird Coach Lines, 
Inc. Purchase by Short Way Lines, Inc., of Toledo, O., of operating 
rights and property of Bluebird Coach Lines, Inc., of Chicago, Ill,, 
approved and authorized, subject to condition. 

No. MC F-1818, The National Transportation Company, purchase— 
George B. Basehore et al. Lease and purchase by The National Trans. 
portation Company, of Bridgeport, Conn., of certain operating rights 
of George B. Basehore, V. H. Bollinger, Earl Miller and George R, 
McCormick, partners, doing business as Young’s Motor Freight, of 
New Freedom, Pa., approved and authorized, subject to conditions, 

MC F-1843, Carolina Coach Company of Virginia, purchase—J. ¢, 
Gilley. Purchase by Caroline Coach Company of Virginia, of Raleigh, 
N. C., of operating rights and property of J. C. Gilley, doing busi- 
ness as Carolina-Virginia Lines, of Leakesville, N. C., approved and 
authorized, subject to condition. 

MC F-1952, Pacific Truck Express, purchase, T. W. Laird. Ap- 
plication for authority under section 210a(b) of Pacific Truck Express 
of San Francisco, Calif., for temporary operation of a portion of the 
motor carrier rights and properties of T. W. Laird, doing business as 
Klamath Falls-Malin Freight Line, of Klamath Falls, Ore., granted 
October 20, 1942, subject to conditions. 

MC F-1986, Wooleyhan Transport Co., purchase, George A. Mullin. 

Application for authority under section 210a(b) of Wooleyhan Trans- 
port Co., of Wilmington, Del., for temporary operation of motor car- 
rier rights and properties of George A. Mullin, doing business as 
Mullin’s Express, of Philadelphia, Pa., granted October 20, 1942, sub- 
ject to conditions. 
MC F-1978, Interstate Motor Freight System, purchase, Hugo Red- 
hage. Application for authority under section 210a(b) of Interstate 
Motor Freight System of Grand Rapids, Mich., for temporary opera- 
tion of a portion of the motor carrier rights of Hugo Redhage of Oer- 
mann, Mo., denied October 21, 1942. 


FINANCE APPLICATIONS 

MC F-2000. American Carloading Corporation, Detroit, Mich., asks 
authority to purchase operating rights and properties of St. Louis- 
Indianapolis Freight Line, Inc., St. Louis, Mo. 

MC F-2001. D. E. Hunt, dba Hunt Truck Line, Tampa, Fla., asks 
authority to purchase operating rights between Tampa, Fla., and 
Sebring, Fla., of St. Johns River Line Co., Jacksonville, Fla. 

MC F-2002. Calvert & Rogers, Inc., Washington, D. C., asks au- 
thority to purchase operating rights and properties of James P. Rogers, 
dba Calvert & Rogers, Washington, D. C., and temporarily to operate. 

MC F-2003. Summit Fast Freight, Inc., Akron, O., asks authority 
to purchase operating authority of Albert E. Schawlem, dba A. E. 
Schawlem Motor Transportation Co., Canton, O., and temporarily to 
operate. 

MC F-2004. System Freight Service, Los Angeles, Calif., asks au- 
thority to purchase rights and properties of Yuma Motor Freight Ter- 
minal Co., dba Yuma Merchants Express, Los Angeles, Calif., and 
temporarily to operate. 

MC F-2005. Washington Motor Coach Co., Inc., Seattle, Wash., asks 
authority to issue $100,000 of notes, payable in 48 equal monthly in- 
stallments with interest at 3% per cent per annum, so as to restore 
funds expended for purchase of 10 new 33-passenger General Motors 
parlor-type Diesel motor coaches, costing approximately $16,000 each. 
Applicant said it had taken delivery of the coaches and that it had 
made payment for the equipment from current working funds and from 
funds appropriated for the payment of federal income and excess 
profits taxes. It added that it was necessary to place a chattel mort- 
gage on the equipment to restore the funds. 

MC F-2006. AAA Trucking Corporation, Trenton, N. J., asks au- 
thority to purchase operating rights of Thomas Meyer, dba New Bruns- 
wick Transfer, South River, N. J. 


WOOL AND MOHAIR RATES 


The Commission has amended its order of July 31, 1942, 
instituting No. 28863, Wool and Mohair Rates, an investiga- 
tion into rates, charges, rules, regulations and practices respect- 
ing the transportation of wool and mohair by railroad, or partly 
by railroad and partly by water, from and to all points in the 
continental United States (see Traffic World, August 15, P. 
375), so as to include within the description of commodities 
covered by the investigation, “wool tops, as described in item 
46285 of Consolidated Freight Classification No. 15.” How- 
ever, it has denied requests of certain interested parties that a 
cost study covering the transportation of wool throughout the 
country be prepared by the Commission’s personnel and intro- 
duced in the record in the proceeding, and requests of cel- 
tain water carriers operating on the Great Lakes, and of the 
Inland Waterways Corporation, that they be eliminated as 
respondents to the proceeding. 
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Limits in Motor Authorizations 


Any limitation in a permit granted to a contract carrier, 
according to the National Industrial Traffic League, should have 
relation to the character and extent of the “transportation serv- 
ices offered and rendered by the applicant during the critical 
period, and since that period, rather than with regard to the 
character of the persons or firms with whom the applicant had 
contracts, or the use of the articles transported.” The League 
made that declaration in connection with exceptions to the pro- 
posed report of Examiner Croft in MC-60058, Application of 
Simon McAteer et al. for certificate of public convenience and 
necessity. 

The League said it was not interested in the outcome of 
this particular application and that its participation in it was 
in behalf of the principles which should control in the issuance 
of permits to contract carriers. Activity on its part was on 
account of Examiner Croft’s recommendation that the applicant 
receive a permit limited to the transportation, under individual 
contracts to persons who operated retail stores, the business of 
which was the sale of food, of such merchandise as was dealt 
in by wholesale, retail, and chain grocery and food business 
houses and in connection therewith, equipment, materials and 
supplies used in the conduct of such business. 

As construed by the League the permit proposed to be 
given under this application would limit the contract carrier to 
the carriage of goods for the A. & P. stores or any similar set-up 
but would not permit it to transport for a wholesale grocery 
not having any retail unit or units, although the articles to be 
transported would be identical, but that as soon as the whole- 
saler acquired a retail outlet the permit would authorize hauling 
for the enlarged set up. 

The League also protested against limiting a permit to the 
transportation of such articles as used in the conduct of such 
wholesale-retail grocery set-up. It pointed out that necessarily 
the grocers would use scales so the permit holder would have 
the authority to haul grocers scales but that scales used in a 
hardware store would be anathema. 

Commenting on references made by Examiner Croft to 
the decision of a federal court at St. Paul, Minn., in Noble vs. 
United States, 45 Fed. sup. 793, 3 Federal Carriers Cases 2149, 
the brief said that, happily, the courts were indulging the high- 
est degree of confidence in the Commission and sympathy with 
its holdings by way of interpretation of the motor act. That 
meant, said the League, that the Commission, in respect of its 
own high responsibility, should not consider restrictive per- 
mits having the tendency to destroy the business of bona fide 
contract carriers in order not merely to protect but to foster 
common carriers.” 

The League also made the point that the restrictions pro- 
posed by the examiner, if adopted, would mean that if the A. 
& P. stores went out of business and were not replaced by an- 
other chain system such as it in the territory of the applicant, 
McAteer would be put out of business. 

The contract carrier division of the American Trucking 
Associations, Inc., in support of exceptions to Examiner 
Croft’s proposed report, said this case had been chosen to test 
the Commission’s power to impose a restriction on contract 
carriers. It said it believed the examiner should have made 
an effort to answer the arguments advanced against the posi- 
tion taken by division 5 in the so-called Keystone case. Had he 
done so, the brief said, he would not have arrived at the con- 
clusion that the limitation imposed in the Keystone case “is 
within the powers delegated to the Commissioon.” 

In the Carolina Freight Carriers Corporation case, the 
brief said the Supreme Court considered the question of restric- 
tions in certificates of common carriers operating over irregular 
routes. The court in that case condemned the restrictions 


as a pulverization of the prior course as a change of basic 
characteristics. 


To limit applicant only to serving the same limited class 
of shipper previously served “certainly pulverizes his business 
and can only result in eventual destruction of the same”. 
Therefore the contract carrier division prayed that division 5 
find that the limitation proposed is beyond the authority dele- 
gated to the Commission by Congress, and, that such a limita- 
tion is both unnecessary and undesirable; and that authority 
e granted the applicant without the so-called Keystone 
restriction. 

The applicant, also in exceptions and arguments in support 
thereof said that on all the facts of record, the law and in 
aid of orderly administration emphatically urged, it said, that 
the Keystone restriction was in excess of the power of the 
Commission and impracticable of enforcement. 

The Great Atlantic & Pacific Tea Co. in exceptions to the 
report, said the examiner, it was felt had failed to recognize 
that the facts demonstrated there was no other similar busi- 
hess concern located in the applicant’s territory now employing 


959 


contract carriers, and that such retail grocery concerns as did 
operate in its territory were not engaged in the various busi- 
nesses previously enumerated in which the A. & P. was 
engaged. 

Was not the applicant entitled, asked the A. & P., under 
the act as interpreted by the court in the Noble case to be 
granted, in his operating authority, based on his grandfather 
operation, the right to perform the carriage of commodities 
he performed on July 1, 1935, and continuously since, for those 
engaged in the various kinds of business as was the A. & P. 
on July 1, 1935, and continuously since? 


Fair Exhibitors Protest Rates 


The International Association of Fairs and Expositions has 
asked the Commission to suspend an Agent Jones’ tariff, I. C. C. 
3744, dated to be effective November 1, which would cancel the 
free return of exhibits from fairs and expositions. Tariffs of 
that sort, applicable in southern territory, are under_sus- 
pension in I. and S. No. 5149, Exhibits for Expositions and Fairs 
in South. The protested rates are for central territory. __ 

Cancelation of the Jones tariff, the protesting association 
declares, would make it difficult for the exhibitors to know 
when they shipped what rates would be applicable on account 
of the unusual mixtures. Under the present rates, as to what- 
ever is returned over the routes used by exhibitors in going 
from one fair to another the charge is known in advance, says 
the association. 

Coincident with the request for the suspension of the Jones 
tariffs the association asked for the further suspension of the 
tariffs covered by the order in I. and S. No. 5149, from No- 
vember 1 to April 12, 1943. 

The particular objection to the schedules pertaining to 
central territory is that the cancelation of rates is limited to 
the rates that otherwise would apply to but one fair, leaving 
in effect those to fairs or expositions in a circuit from and to 
which exhibitors send their wares. At least that is the way 
the association reads the tariff schedules. Why such arbi- 
trary discriminatory rules are proposed does not appear, says 
the association, from any correspondence or rate notices that 
have been issued. . 

It was true, said the association, that the war required 
the conservation of transportation facilities and the O. D. T. 
had discouraged the holding of fairs and exhibitions in the 
war period. But, it observed, plans for fairs and expositions 
before that had progressed to a point where it was not con- 
sidered feasible to black them out for 1942. It added that 
the railroads seemed to be seizing on an opportunity to do 
something in the emergency period which they would not other- 
wise attempt to do. The association suggested that the Com- 
sission itself should prescribe a rate structure, in the event, 
after investigation, it found the present rates unreasonable. 
Perhaps proportional rates, it said, might be justified as many 
of the exhibits moved several times. 


Colored Passenger Case 


Another complaint charging undue discrimination against 
the Negro race in passenger train accommodations has been 
lodged with the Commission. It is No. 28895, Elmer W. Hen- 
derson vs. Southern Railway Co., Inc. 

Complainant, a Negro resident of Maryland, employed by 
the United States Government as field representative of the 
Fair Employment Practice Committee, states that he pur- 
chased a first class ticket on the Southern Railway together 
with a Pullman reservation to Atlanta, Ga. On May 17, 1942, 
he presented the first class ticket and Pullman reservation and 
in exercise of the contractual rights boarded a southbound 
train in Washington, D. C., at 2 p. m. At about 5:25 p. m., 
on May 17, he went to the diner attached to the train for 
dinned. On the diner, it was stated, two tables, separated by 
curtains, were reserved for Negro passengers. 


“When complainant entered the diner, notwithstanding 
the reservation for Negro passengers, several seats at these 
tables were in use by white passengers, but there were vacant 
seats,” says the complaint. “In this circumstance the com- 
plainant was advised by the dining car steward to return to 
his seat in the Pullman and wait until notified when he could 
be served. The complainant did so, but was not notified. 
Thereafter the complainant returned to the diner and found 
that there were still white passengers at the tables reserved 
for colored passengers, but there were also empty seats at 
those tables. The complainant demanded to be seated and 
served, whereupon the steward refused, but offered to serve 
him in the dining car later when all the white passengers had 
left the dining room, or when all the seats at the tables 
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reserved for colored passengers were vacant. Complainant 
returned to his seat and waited approximately half an hour 
and then returned to the diner. White people were being 
served in all parts of the car, and interspersed were empty 
tables and empty seats. Complainant was again refused 
service. The diner was taken off at Greensboro, N. C., and 
the complainant was never served.” 

Complainant alleges that the Southern Railway showed 
undue discrimination against him in that it refused to serve 
him, by providing unequal, insufficient tables and dining car 
service in dining car, by the impractical, humiliating, discrim- 
inating and unfair use of a curtain around the tables allegedly 
reserved for Negroes, and by giving preference and advantage 
to white persons in that it refused to serve him (Henderson) 
at tables in the dining car where there were empty seats, which 
tables and seats were reserved for Negroes, but which were 
allowed to be used by white persons. 

Complainant asks that the railway be ordered to cease 
and desist from “the aforesaid violations” of the interstate 
commerce act and in the future to establish, apply and enforce 
for the transportation of complainant and other Negro inter- 
state passengers equal and just dining car facilities and such 
other services and facilities as the Commission may consider 
reasonable and just. Complainant also asks that the defendant 
be required to remove and discontinue the impracticable and 
unequal and humiliating practice of using curtains around the 
tables reserved for Negroes; and that reasonable and just 
damages, attorneys’ fees and costs be assessed againt the rail- 
road for the aforesaid violations. 


‘ight Over Water Certificate 


Arguments were made before the Commission October 20, 
in W-104, Union Barge Line Corporation Application for 
Certificate, Permit and Exemption, reopened. In the report 
and order made by division 4 last August, the Commission 
denied grandfather rights authorization between Cairo, Ill. 
and St. Louis, Mo. and between New Orleans and Houston 
because it did not tow its own barges. Between New Orleans 
and Houston the barge line used towers furnished by the 
Coyle Lines. 

The ultimate question, as developed in the argument, was 
as to whether it was necessary for a common carrier barge 
line, as a condition precedent to authorization to operate, to 
provide its own power or may it employ others to do the 
towing. The Coyle Lines took the position that the Union 
Barge Line had to provide its own power; and that, inasmuch 
as it had furnished the power for operation between New 
Orleans and Houston, it, and not the Union Barge Line, was 
entitled to the certificate. The Coyle Lines and River Termi- 
nals opposed the application. The railroads were represented 
in the argument with a view to having limits as to com- 
modities, ports, and minimum quanitity loads placed in the 
authorization. The minimum load limitation in this instance 
was 200 tons. The barge line received authorization to 
operate between Huntington, W. Va., and Louisville, Ky., on 
Ohio and Monongahela rivers, but was denied authority to 
operate between Cairo and St. Louis, and between New 
Orleans and Houston. In the reopened case, the Union Barge 
Line insisted that its barges were the common carriers and, 
as such, were entitled to authorization. 

Assignments of time for the making of arguments were 
made to R. G. Curry for the applicant; S. B. Bradley, Illinois 
River Carriers Assn.; Donald Macleay, the DeBardleben Coal 
Corp., having a proprietary interest in the Coyle Lines; Charles 
G. Stearns, River Terminals Corp.; George W. Holmes, south- 
ern and southwestern railroads; C. E. Heckman, Atlantic 
Coastwise and Inland Water Carriers Association, Inc.; and 
R. A. Ellison, Greene Line Steamers, Inc. 


UNCONTESTED FINANCE CASES 


Report and certificate in F. D. No. 13906, Hutchinson & Northern 
Railway Co., acquisition, authorizing the acquisition by the Hutchin- 
son and Northern Railway Co., of a line of railroad in Reno County, 
Kan. Approved. 

Report and order in F. D. No. 13922, Wabash Railroad Co., assump- 
tion of obligation and liability, granting authority to the Wabash Rail- 
road Co. to assume obligation and liability, as guarantor, in respect 
of (a) one-sixteenth of the interest and sinking-fund payment on not 
exceeding $34,300,000 of Terminal Railroad Association of St. Louis 
general-mortgage refunding 4 per cent sinking-fund gold bonds and 
$6,673,000 of Terminal Railroad Association of St. Louis refunding and 
improvement mortgage 334 per cent bonds, series B, (b) one-fifth of 
the interest and principal on a certain part of not exceeding $50,000,000 
of Chicago & Western Indiana Railroad Co. consolidated mortgage 4 
per cent bonds and all the interest and principal on a certain other 
part of such bonds, as indicated herein, (c) the joint and several 
obligation to pay the interest and sinking-fund payments on not ex- 
ceeding $24,462,000 of Chicago & Western Indiana Railroad Co. first 
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and refunding mortgage 4/4 per cent bonds, series D, and (d) one. 
twelfth of the interest and principal on not exceeding $50,000,900 of 
Kansas City Terminal Railway Co. first-mortgage 4 per cent bonds, 
subject to increase or decrease of such proportionate share in the 
events and in the manner indicated herein. 

That part of the application of the Wabash Railroad Co., which 
requests authority to exercise stock control, jointly with certain othe; 
carriers, of the Terminal Railroad Association of St. Louis, Chicago g 
Western Indiana Railroad Co., Belt Railway Company of Chicago, ang 
Kansas City Terminal Railway Co., dismissed. 


PETITIONS FOR REHEARING, ETC. 


No. 10128, lumber, carload minima. L. E. Kipp, agent and attor. 
ney, on behalf of defendant carriers herein and of carriers partici. 
pating in handling of forest products from Oregon, Washington, Idaho 
and Montana to destinations throughout the United States, asks fur. 
ther modification of order. 

No. 28529, Great Lakes Steel Corporation vs. C. M. St. P. & P. et 
al. Complainant asks reopening and reconsideration. 

No. 13535 et al., Consolidated Southwestern Cases. Southwestern 
lines ask reconsideration by entire Commission and modification of 
order entered by division 3 on petition of southwestern lines, dated 


July 30, and for formal hearing on and further consideration of said 
petition. 


No. 28076, State Corporation Commission of Virginia et al. ys, 
A. C. & Y. et al. Western Electric Co., Inc., asks leave to intervene 
and reconsideration of order of June 8, 

No. 28635, R. E. Schanzer, Inc., vs. A. . S. et al. In a second pe- 
tition, complainant asks reopening, vacation of order and reconsidera- 
tion on the record. 

MC F-1990, Dalby Motor Freight Lines, Inc., lease, Seagraves 
Truck Line. Dalby Motor Freight Lines, Inc., and Doak Hearne, 
dba Seagraves Truck Line, ask that temporary authority for 180 days 
be granted to Dalby Motor Freight Lines, Inc., to engage in and 
conduct operation of Doak Hearne, dba Seagraves Truck Line. 

MC F-1959, Cross Transportation, Inc., purchase, Milton L. Lahn. 
Cross Transportation, Inc., and Milton L. Lahn, dba Lahn Motor 

Transportation, ask reconsideration of order denying temporary 
authority to operate. 

No. 28622 (formerly Maritime Commission No. 514), intercoastal 
rate structure . Harry S. Brown, in behalf of carriers for which he 
publishes Westbound Tariff No. 1-C, SB-I No. 6, asks amendment 
of order of April 9, 1940. 


No. 28849, increases in Idaho freight rates and charges. Rail car- 
riers ask reopening for purposes of receiving further evidence. 


Keeshin Injunction Case 


Briefs by appellan and apellee have been filed in the 
federal circuit court of appeals at Chicago in No. 8059, Com- 
mission vs. Keeshin Motor Express Company. Hearing on 
appeal will not be held until April, 1943. The Keeshin Con- 
pany has appealed from an injunctive order of the district 
court at Chicago enjoining the company from assessing and 
collecting charges more or less than those provided for in 
its tariffs on shipments moving between points in one state 
through another state (see Traffic World, April 18, p. 1043). 

The company admits it failed to collect the proper rates 
on a number of shipments moving from points in Illinois to 
East St. Louis, Ill., via St. Louis, but contends the errors were 
inadvertently made by an under-staffed clerical department 
working from bills of lading that did not indicate the ship- 
ments moved through St. Louis. In its brief, it says that the 
commerce act provides adequate remedy for the violations 
and that issuance of an injunctive order is not justified, par- 
ticularly in a matter where violations were not wilful. To 
subject the company “to the constant threat of immediate 
contempt proceedings should it at any time in any state inad- 
vertently” violate the law, as complained of in the past, “is 
a gross deprivation of its right to due process of law,” it says. 
Section 222 (b) of the act, providing for injunctive action by 
the Commission and government, it says, was intended to 
prevent motor carriers from operating without authority or 
from continuing wilfully, not intentionally, to violate part two 
of the act. It asks the circuit court either to dismiss the 
district court’s order or modify the order by limiting it to 
cover transportation only between Illinois points over routes 
through St. Louis. 

In its answer, the Commission says Keeshin continued to 
assess and collect improper charges on the movements after 
the Commission filed the complaint in June, 1941. From 
October 1 to December 1, 1941, it says, improper charges were 
collected on 60 of 563 shipments moving from Illinois points 
to Illinois points through St. Louis. It contends that inad- 
vertence, “if ever an excuse for infractions of the law, must 
lose its persuasion when it becomes habitual.” It says the 
large number of violations could not well have been caused 
by inadvertence. An injunction was needed, it says, to pre- 
vent the necessity for filing a multiplicity of suits, asking that 
the order be approved. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Company, St. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





(Circuit Court of Appeals, Fourth Circuit.) In action for 
damage to shipment of watermelons, proof that melons were 
affected with “‘anthracnose” and “diplodia” on arrival at des- 
tination made “prima facie” showing that loss resulted from 
inherent defect so that carrier was not liable. Harter Act 
Sec. 3, 46 U. S. C. A. Sec. 192. 

A ship must not accept a shipment of perishable goods 
unless it is equipped to carry them safely. 

If carrier fully explained inadequacy of refrigeration on 
ship to shippers of watermelons and shippers expressed their 
willingness to take the risk of damage to melons, carrier 
would not be liable for damage caused by inadequate refrig- 
eration. 

In action for damage to shipment of watermelons, carrier 
had burden of showing that it had explained inadequacy of 
refrigeration on ship to shippers and that shippers had ex- 
pressed willingness to take risk of damage. 

In action for damage to shipment of watermelons, whether 
refrigeration on ship was adequate, whether inadequacy, if any, 
caused or contributed to damage, and whether shippers were 
warned of inadequacy, if any, and, nevertheless, expressed 
willingness to take risk of damage, were questions for jury. 
(S. L. Shepard & Co. vs. Agwilines, Inc., 130 Fed. 2d 67.) 





* e.@ 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, 8t. Paul, Minn. 
Copyright, 1942, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(District Court, E. D. Mississippi, N. D.) The Interstate 
Commerce Commission’s conclusion of fact may not be 
reviewed by court, but the legal effect of evidence is a “ques- 
tion of law’, and when there is no dispute in the facts the 
_— is then to be determined by the court as a matter of 
aw. 

Under the Interstate Commerce Act, carrier retains 
primary right to make rates, but if, after hearing, they are 
shown to be unreasonable, it is duty of Interstate Commerce 
Commission to set them aside and require substitution of 
just for unjust rates. Interstate Commerce Commission. Com- 
merce Act, Sec. 1 et seq., 49 U. S. C. A. Sec. 1 et seq. 

The Interstate Commerce Act is intended to prohibit un- 
just discrimination in rendition of like service under similar 
conditions and to prevent undue or unreasonable preference 
to persons or localities, but is not designed to prevent com- 
petition between different roads or to prohibit all discrimina- 
tions or preferences. Interstate Commerce Act, Sec. 1 et seq., 
49 U.S. C. A. Sec. 1 et seq. 


Where cottonseed was transported to mill point, where it 
was processed, and its products were subsequently reshipped, 
reshipments were “free freight” which particular railroad had 
right to endeavor to receive by any lawful means, and shippers 
were entitled to free choice of carriers on substantially the 
same terms. 


; eallcond tariffs should be assumed valid until declared 
invalid. 

A tariff providing that when cottonseed was transported 
by railroad other than railroad filing tariff to mill point and 
was there processed and its products subsequently reshipped 
over railroad filing tariff, such railroad would make refund to 
shipper in amount depending on length of movement of inbound 
shipment was valid, where refund was absorbed entirely by 
railroad filing tariff, without affecting outbound rates of con- 
necting carriers, and resulted in such railroad’s tariffs being 
essentially the same as tariffs of objecting railroads, which 
gave refunds on reshipments after inbound shipments on their 
own lines. Interstate Commerce Act, Secs. 1 (6), 6(4, 7), 
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49 U. S. C. A. Secs. 1 (6), 6 (4, 7). (Columbus & Greenville 
Ry. Co. v. United States, 46 Fed. Supp. 205.) 


Reorganization Arguments 


Russell L. Snodgrass, attorney for the Reconstruction Fi- 
nance Corporation, in the course of the argument before the 
Supreme Court of the United States in the Western Pacific re- 
organization cases (see Traffic World, October 17), questioned 
the sufficiency of the Commission’s findings and conclusions with 
respect to exclusion of stockholders and unsecured creditors of 
the debtor railroad from participation in the reorganized com- 
pany and with respect to the allocation of new securities as 
proposed in the Commission’s reorganization plan. 


That plan provided for cancelation of trustees’ certificates 
aggregating $10,000,000 in the hands of the R. F. C.; of first 
mortgage 5 per cent bonds, dated 1916 and due in 1946, secured 
by a first mortgage of which Samuel Armstrong and the Crocker 
First National Bank of San Francisco were trustees; of refund- 
ing 5 per cent bonds dated 1932 and due in 1957, pledged to se- 
cure notes held by the R. F. C., the Railroad Credit Corporation, 
and the A. C. James Co.; of unsecured indebtedness to the 
Western Realty Co. and the Western Pacific Railroad Corpora- 
tion, and of preferred and common stock of the debtor. The 
plan provided that the reorganized company issue, in lieu of the 
securities mentioned, new first mortgage 4 per cent bonds due 
in 1974, income mortgage 4% per cent bonds due in 2014, and 
new preferred and common stock. 


Arguments in cases involving the reorganization of the 
Chicago, Milwaukee, St. Paul & Pacific Railroad Co. were 
heard by the Supreme Court of the United States following 
the Western Pacific arguments. The cases argued were Nos. 
11 to 19, Group of Institutional Investors and Mutual Savings 
Bank Group, Petitioners, vs. Chicago, Milwaukee, St. Paul & 
Pacific et al., and No. 32, Reconstruction Finance Corporation, 
Petitioner, vs. Chicago, Milwaukee, St. Paul & Pacific et al. 
The petitioners in Nos. 11-19 owned securities of the debtor 
railroad in the amount of $89,000,000. The federal district court 
of jurisdiction approved the Commission’s plan of reorganiza- 
tion, and the Circuit Court of Appeals for the Seventh circuit 
reversed the decision of the lower court and remanded the 
case to the Commission for additional findings, as to the spe- 
cific values of the claims of the various creditors. Among the 
questions raised by the petitioners were: 


Does the case of Consolidated Rock Products vs. Dubois, 312 U. S. 
510, require that a plan of railroad reorganization, supported by evi- 
dence, valuing the claim of every creditor in terms of new securities and 
fully setting forth the Interstate Commerce Commission’s reasons for its 


conclusions, be disapproved for lack of more specific determinations of 
value? 


Should the plan be remanded to the Comission for the purpose of 


fixing ‘‘values’’ of each mortgage division or for any more specific 
findings? 


Fourteen attorneys participated in the argument. They 
were: Kenneth F. Burgess, for the institutional investors’ group; 
A. N. Whitlock, for the trustees of the Milwaukee; Fred N. 
Oliver, for the mutual savings bank group; Russell L. Snod- 
grass, for the R. F. C.; John Hall, for the debtor railroad; Al- 
bert M. Orschel, for the protective committee for holders of the 
debtor’s preferred stock; McCready Sykes, for the U. S. Trust 
Co. of New York, trustee; Edwin S. S. Sunderland, for the 50- 
year mortgage trustees; C. Frank Reavis, for the protective 
committee for holders of the 50-year mortgage bonds; Meyer 
Abrams, for adjustment mortgage holders; Thomas S. Mce- 
Pheeters, for the Gary first mortgage group; Reece D. Alsop, 
for the Terre Haute group; Ernest S. Ballard, for the Massa- 
chusetts Mutual Life Insurance Co. et al.; and Frederick J. 


Moses, for the “university group” of general mortgage bond- 
holders. 


MILK DELIVERY ORDER UPHELD 


The New Hampshire Supreme Court has upheld in part 
an order of the New Hampshire Milk Control Board limiting 
deliveries of milk to retail customers to one each 48 hours 
and to wholesale customers one each in 24 hours, in Cloutier 
vs. New Hampshire Milk Control Board, according to a bulle- 
tin issued by Frank B. Warren, assistant general solicitor, Na- 
tional Association of Railroad and Utilities Commissioners. 
The Office of Defense Transportation filed a brief in the court 
urging the validity of the order. Mr. Warren said the decision, 
however, rested squarely on the interpretation of the power 
of the board under the new Hampshire statute creating it, and 
contained no reference to the O. D. T. orders that he said 
prompted the issuance of the order by the Milk Control Board. 

The court held that the order was null and void in so far 
as it attempted to restrict deliveries by vehicles not propelled 
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by gasoline or using rubber tires. The order made no distinc- 
tion as to the type of vehicle (whether rubber tired or other- 
wise) and used to effect delivery, said Mr. Warren. 


Cc. N. 8S. & M. Reorganization 


Hearing was held before the circuit court of appeals at 
Chicago, October 21, in No. 8082, Chicago, North Shore and 
Milwaukee reorganization case. Robert C. and Bessie Reed, 
and F. W. Croll, Jr., holders of $2,500,000 of the company’s 
bends, who seek reorganization of the company, which has 
been in receivership for several years, have asked the circuit 
court to reverse a decision of M. L. Igo, district court judge, 
in which he ruled, last July, that if the company was to be 
reorganized at all, reorganization should come under chapter 
10 of the Chandler act rather than under section 77 of the fed- 
eral bankruptcy act (see Traffic World, Aug. 1, p. 264). 

Austin L. Wyman, counsel for the three petitioners, said 


his clients, Judge Igoe, and the company’s management all 
believed the company was an electric interurban railway not 
subject to proceeding in reorganization under section 77. In 
the past, however, the courts had, in a case involving labor 
matters, ruled that the company was not an electric railway 
within the meaning of the railway labor act and the carriers’ 
taxing act, and Judge Igoe had suggested that the appeal be 
taken to settle the question. For the purpose of the appeal, 
Mr. Wyman said, the petitioners contended the company was 
part of the general railroad system of transportation and there- 
fore subject to reorganization under section 77. He said no 
wholly satisfactory definition of an interurban railroad ap- 
peared available. The word implied operation between cities, 
but all big steam railways fell under that classification of 
carrier, he said. The North Shore, he continued, did not op- 
erate as an intra-city passenger line, except in Waukegan, IIl.; 
it relied heavily on freight revenues, and sometimes hauled 50- 
car freight trains; it employed many freight solicitors; it ad- 
vertised connecting passenger service with steam railroads 
serving points in the United States, Mexico and Canada. The 
important question, he said, was whether or not the company’s 
“over-all functions make it more like a local suburban line, or 
more like a steam railroad, of wider scope and service,” and 
asked the court to define the North Shore as an electrically 
operated, but not an interurban, railroad. 


Frederick Stout appeared in behalf of the protestant re- 
ceivers, Bernard J. Fallon and A. A. Sprague. He said the 
fundamental issue hinged on the definition of “a” and “the.” 
Section 77, he said, was worded so as to exclude reorganization 
under it an electrically operated railway that was part of “a” 
general railroad system, adding that by such wording, Congress 
intended to take out of that exemption only such electric rail- 
roads as were a subsidiary of or owned by one of “the” gen- 
eral railroad systems of the country, of which there were many. 
He said the North Shore was not owned or controlled by any 
large steam railroad company. Admitting the company trans- 
ported freight, he said its freight service had been developed 
only as it could advantageously be handled without interfer- 
ing with the line’s passenger operations. He asked that Judge 
Igoe’s order be upheld. 


The court was composed of Evan A. Evans and Will M. 
Sparks, of the circuit court, and Walter C. Lindley, district 
judge for eastern Illinois. ; 


I. C. ACT LITIGATION BILL 


Representative Kefauver, of Tennessee, has introduced H. 
R. 7724, a bill relating to the original jurisdiction of district 
courts of suits or proceedings arising under section 20 (11), 20 
(12), 219, or 413 of the interstate commerce act, as amended, 
and to the removal of such suits and proceedings from state 
courts. The text of the bill follows: 


Be it enacted by the Senate and House of Representatives of the 
United States of America in Congress assembled, That the eighth para- 
graph of section 24 of the Judicial Code, as amended (28 U. S. C., 
1940 edition, sec. 41), is amended to read as follows: 

“Eighth. Of all suits and proceedings arising under any law regu- 
lating commerce; except that the district courts shall not have original 
jurisdiction of suits or proceedings arising under section 20 (11), 20 
(12), 219, or 413 of the interstate commerce act, as amended, where 
the matter in controversy does not exceed, exclusive of interest and 
costs, the sum or value of $3,000.’’ 

Sec. 2. The last sentence of section 28 of the Judicial Code, as 
amended (28 U. S. C., 1940 edition, sec. 71, last sentence), is amended 
to read as follows: ‘‘No suit or proceeding arising under section 20 (11), 
20 (12), 219 or 413 of the interstate commerce act, as amended, brought 
in any state court of competent jurisdiction shall be removed to any 
court of the United States where the matter in controversy does not ex- 
ceed, exclusive of interest and costs, the sum or value of $3,000.”’ 


TRAFFIC WORLD 


Motor Act Prosecutions 


_ (Drgests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.? 


Southern Iowa district, at Creston. Ivan. Clifton Revel] 
of Shenandoah, Ia., a motor common carrier, doing business 
as Revell Transit Lines, was fined $160 plus costs of $20 Oc- 
tober 13 on a plea of guilty to transporting property without 
a certificate and with granting rate concessions to a shipper, 

_ Middle Tennessee district, at Nashville. Tompkins Motor 
Lines, Inc., a motor common carrier, of Nashville, and ten of 
its drivers were fined a total of $600 in the period from October 
7 to October 12, inclusive, on pleas of guilty to informations 
charging the drivers with making false entries in drivers’ logs 
and charging the motor carrier with aiding and abetting such 
driver in the commission of the offenses. The drivers, named 
as follows, were required to pay $10 each: Ferry Davis, Robert 
F. Bell, Joe Crowder, Boots Williams, R. Lee Hazelwood, 
Marshall E. Lassiter, John P. Henley, Frank H. Yarbrough, 
Arthur Lee England and Grady Dobbins. The carrier was 
required to pay $500. 

Middle Tennessee district, at Nashville. Jack P. Wehby, 
a motor carrier at Nashville, doing business as Wehby Motor 
Express, was fined $130, October 9, on a plea of guilty to 
violation of the Commission’s revised motor carrier safety 
regulations. The fine was paid forthwith. 

Northern Texas district, at Amarillo. John Hrnciar, Jr., 
Shamrock, Tex., was fined $1,400 October 12 on his plea of 
guilty to transporting property as a common carrier for com- 
pensation without authority and without rates and charges 
on file with the Commission. He was required to pay $300 
of the fine, and the remainder was suspended for a probationary 
period of one year. . 

Northern Texas district, at Amarillo. Winifred Lewis, of 
Shamrock, Tex., was fined $200 October 12 on his plea of 
guilty to operating as a contract carrier for compensation with- 
out authority, without minimum charges on file with the Com- 
mission, and without evidence of approved security for the 
protection of the public as required by the Commission’s in- 
surance rules and regulations. He was required to pay the 
fine in full. 

Maine district, at Bangor. Hartford Tanning Co., Inc, 
of Hartland, Me., a shipper, was fined $4,000 October 14 on its 
plea of guilty to soliciting, accepting, and receiving concessions 
from Griggs-Turner Company, a common carrier, of Portland, 
Me. The fine was required to be paid. 

Southern Ohio district, at Columbus. Frank J. Hathaway, 
of Bellaire, O., a motor common carrier, was fined $1,000 Oc- 
tober 12 on a plea of guilty to granting rate concessions with 
respect to the transportation of property and with failing to 
require drivers to keep drivers’ logs. The defendant was re- 
quired to pay $750 of the fine, and payment of the balance was 
suspended. 

Southern Ohio district, at Columbus. Raymond Grant, 
dba Grant Trucking Co., of Jackson, O., was fined $300 October 
12 on a plea of guilty to operating as a contract carrier of prop- 
erty without a permit, without a schedule of minimum charges 
on file for the involved transportation, and with failure to re- 
quire drivers to keep drivers’ logs. Defendant was required 
to pay $200 of the fine, and payment of the balance was sus- 
pended. 

Northern Texas district, at Amarillo. Diamond Neumayer, 
of Dimmitt, Tex., E. B. Black Co., Inc., of Hereford, Tex., and 
James M. Gililland, of Hereford, Tex., were fined a total of 
$500 October 12 on their separate pleas of guilty to an infor- 
mation charging Neumayer with transporting property as a 
common carrier without authority, without rates and charges 
on file for such transportation, without having on file with 
the Commission evidence of approved security for the protec- 
tion of the public as required by the Commission’s insurance 
rules and regulations, and with fraudulently seeking to evade 
and defeat regulation for motor carriers, and charging the 
E. B. Black Co.. Inc.. a shipper, and Gililland, a manager of 
the shipper, with aiding and abetting the carrier in commit- 
ting such violations. Neumayer and the E. B. Black Co.. Inc.. 
were fined $200 each and Gililland was fined $100. All the 
fines were required to be paid. 





The federal district court at Chicago, October 19, fined the 
Specialty Paper Company, Akron, O., and the Gummed Paper 
Products Corporation, Troy, O., $500 each, following thelr 
pleas of nolo contendere to criminal informations charging them 
with soliciting and accepting rebates in violations of section 
222 (c) of the act. Colin Smith, attorney for the Commission's 
bureau of motor carriers, said the violations occurred in con- 
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nection with shipments of paper from Akron and Troy to 
Chicago in 1939, 1940 and 1941 via the Bates Motor Transport 
Lines, a motor common carrier. The trucking company last 
February pleaded guilty to violating the act by granting the 
alleged concessions, and was fined approximately $1,000 (see 
Traffic World, Feb. 7, p. 369). Mr. Smith said truckload rates 
were paid on the Specialty and Gummed companies’ consoli- 
dated shipments, and higher, less truckload rates were appli- 
cable because bills of lading were not properly made out by 
Specialty, the originating shipper. The defendants and other 
paper shippers, members of the Miami Paper Shippers’ Asso- 
ciation of Ohio, had in recent months ceased to violate the 
act as they formerly had, he said, recommending that $500 
fines be assessed. At the request of the government, charges 
against George Burns, traffic manager for Specialty, and R. 
A. Gardner, traffic manager for Gummed, accusing them of 
abetting the defendants in the violations, were dismissed. Mrs. 
Helen A. Munsert appeared as counsel for the defendants. 

The federal court at Chicago has fined Ziffrin Truck Lines, 
Inc., Indianapolis, Ind., a motor common carrier, $950, follow- 
ing a plea of guilty to a criminal information charging it with 
delivering and relinquishing freight at destination without first 
collecting tariff charges, in violation of section 223 of the act. 
The information, in 30 counts, charged that, between June, 
1940, and February, 1941, the company failed to collect charges 


for periods ranging from 40 to 126 days after delivery of 
freight to consignees. 


Motor Weights Litigation 


A petititon to set aside the Commission’s order, decided Au- 
gust 11, 1942, in I. and S. M-1216, Rugs and Matting from the 
east to Western Trunk Line Territory, condemning truck rates 
based on volume minimum weights in excess of the carrying 
capacity of a single vehicle, has been filed by the Eastern- 
Central Motor Carriers’ Association in the U. S. District Court 
for the southern district of New York. The case is docketed 
as civil action No. 19-390, Eastern Central Motor Carriers’ 
Association vs. United States of America and Interstate Com- 
merce Commission. 

The petitioner asks that the Commission’s order be set 
aside because it deprives motor carriers of the opportunity of 
competing with railroads on ‘fair and equal terms, with con- 
sequent loss of traffic and injury to their business for which 
there is no plain, complete and adequate remedy at law.” 


The case grew out of tariff schedules filed by the associa- 
tion containing rates on linoleum based on a volume minimum 
weight of 30,000 pounds. Rates of 45 per cent of first class 
based on that minimum and 47.5 per cent of first class based 
on a minimum of 20,000 pounds were proposed—the tariff pro- 
viding that such rates applied only when shipments were re- 
ceived at and transported from the point of origin from one 
shipper in one day and on one bill of lading. The Commis- 
sion found that such rates were not unjust and unreasonable, 
except to the extent that 45 per cent rates were subject to a 
minimum of 30,000 pounds. It also found that the rates, min- 
imum 30,000 pounds, would give an unjust advantage to ship- 
pers of 30,000-pound lots and be unjustly discriminatory to 
shippers of 20,000-pound lots. The Commission held that the 
30,000-pound minimum was not a truckload minimum weight 
but rather was a volume minimum weight, which necessitated 
the use of more than one unit of equipment to load and trans- 
port that quantity of linoleum. It adopted as a policy the con- 
demnation as unreasonable of a volume minimum weight, un- 
less it was shown clearly that, as a result thereof, motor car- 
fers could handle the traffic at the volume minimum weight 
at costs by the 100 pounds that were less than the costs in- 
curred at a reasonable truckload minimum weight. As to 
the proceeding involved it found that 20,000 pounds was a rea- 
sonable truckload minimum and said there was no showing 
that operating economies would result were the proposed rates 
restricted to apply only when 30,000 pounds were tendered for 
shipment. 

The conclusion reached by the majority of the Commission 
as to unjust advantage and unjust discrimination as between 
shippers was, the petitioner said, as a matter of law, erroneous 
on its face. 

“Both the ratings of 47.5 per cent and 45 per cent of first 
class would be equally available to any shippers at their own 
option, dependent only upon the quantities they might choose 
to Ship at one time on one bill of lading,” said the petitioner. 
Any and all shippers would have the benefit of choice. 

“There is and can be no unlawful advantage and discrimi- 
nation and violation of any provision of the interstate com- 
merce act which accords to any and all shippers equal oppor- 
tunities and entitles each to the benefit of a mere choice as 
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between a lower and higher rate, dependent only upon a dif- 
ference in the quantity shipped at one time.” 

In the absence of special findings that the rates were un- 
lawful under specific terms of the law, the petitioner said, it 
was the “lawful right of common carriers of property for- 
hire by motor vehicle to adapt their rates and the limitations 
upon their availability to those already in effect by railroads.” 

“The majority of the Commission erred as a matter of law 
in holding and determining that such defense of competition is 
not available under the statute and is not a legal justification 
for a difference of rates as between different quantities 
shipped,” the petitioner declared. ‘There was no finding that 
the competitive exertion in this instance would have a destruc- 
tive effect; there was no finding that the earnings of the motor 
carrier respondents thereunder would be so unduly low as to 
cast a burden upon their other traffic; there was no finding that 
the suspended schedules containing the rating of 45 per cent 
of first class on shipments of 30,000 pounds or more went be- 
yond competitive requirements; and there was no finding that 
in any other respect would the national transportation policy 
be impaired by such meeting of competition. 

“On the contrary, the conclusion of the majority . . . was 
only that it would not ‘as a matter of policy’ in this or any 
other case accept and apply the defense of competition under 
such circumstances whenever it might so appear, as in this 
situation, that to accommodate loadings of 30,000 pounds or 
more motor carriers would in many instances, be required to 


utilize some parts of the carrying space of more than one 
motor vehicle.” 


The petitioner alleged that the Commission wholly lacked 
the power to deprive motor carriers of the defense of compe- 
tition with railroads merely “as a matter of policy’ in cases 
of claimed undue advantage or discrimination as between 
shippers. 


SUPREME COURT ACTION 


The Supreme Court of the United States has denied a pe- 
tition for a write of certiorari in No. 371, State of California 
vs. Clifford C. Anglim, as U. S. Collector of Internal Revenue 
for the first district of California, in which the U. S. Circuit 
Court of Appeals, ninth circuit, held that the state of Cali- 
fornia, as owner of the State Belt Railroad, was subject to the 
carriers’ taxing act. The state had sued for recovery of taxes 
paid under the act. The act imposes taxes on carriers and 
employes as a part of the railroad pension system. 

The court has denied a petition for writ of certiorari in 
No. 383, Lester H. Barnhart et al. vs. Western Maryland. 
This case involved the status of shop craft workers who 
claimed rights under a decision of the old Railroad Labor 
Board. Their petition was dismissed by the district court and 
the Circuit Court of Appeals, fourth circuit, upheld on the 
ground that federal courts had no jurisdiction. 


N. A. R. U. C. CONVENTION 


The National Association of Railroad and Utilities Com- 
missioners has issued the program for its fifty-fourth annual 
convention, to be held in the Coronado Hotel at St. Louis, Mo., 
November 10, 11 and 12. 


At the opening session, Frank W. Matson, of Minnesota, 
president, and John E. Benton, general solicitor, will deliver 
their annual addresses. At the November 11 morning session, 
wartime transportation problems will be discussed. Discus- 
sion leaders will be Director Eastman, of the O. D. T., Carroll 
L. Meins, chairman of the Massachusetts Department of Public 
Utilities, and Frank Bane, executive director of the Council of 
State Governments. At the November 11 afternoon session, the 
topic for discussion will be relations between state regulatory 
agencies and the federal war agencies. Discussion leaders 
will be Herbert S. Marks, chief of the power section of the 
War Production Board, Justus F. Craemer, president of the 
California Railroad Commission, and Robert A. Nixon, direc- 
tor of the transportation and public utilities division of the 
Office of Price Administration. 


At the morning session November 12, the effect of war 
taxes on utility regulation will be discussed. The discussion 
leaders will be R. W. Peterson, chairman of the Wisconsin 
Public Service Commission, and Frank B. Warren, assistant 
general solicitor of the N. A. R. U. C. At the afternoon ses- 
sion, the topic for discussion will be uniform power factor 
clauses in electrical rate schedules, and fuel adjustment clauses 
in utility rate schedules. Francis T. McNamara, consultant to 
the Connecticut Public Utilities Commission and associate pro- 


fessor of electrical engineering at Yale University, will be the 
discussion leader. 





































































Air Transportation 





Air Transportation 


Global air transportation was a reality of today rather 
than a dream of tomorrow, Donald W. Douglas, president, 
Douglas Aircraft Company, and former president, the Aircraft 
War Production Council, said October 22. 

Featured in a nationwide radio broadcast with C. B. Tib- 
betts, president, Los Angeles Chamber of Commerce, Mr. 
Douglas sketched a glowing picture of American aircraft manu- 
facture for the war and post-war period. The broadcast was 
one in a series presented by the Mutual network in cooperation 
with the United States Chamber of Commerce and entitled 
“Victory—and You!” 

Emphasizing that the aircraft industry’s “job now was to 
build the best airplanes in the world and build them faster 
and more efficiently than our enemies,” Mr. Douglas said that 
the Army Air Service Command was now operating cargo 
planes to all parts of the world and on routes that might 
eventually become the commercial routes of the world. 

He said that many war implements, including a large 
variety of aircraft equipment and parts, were being shipped 
by air to far-flung battle fronts. 

Production of military aircraft today was “well above” 
5,000 planes a month, as compared with an average monthly 
output of 1,600 planes last year, said he. 

When asked by Mr. Tibbetts what use would be made of 
the industry’s tremendous productive capacity after the war, 
Mr. Douglas replied: 


We in the aircraft industry sincerely hope the peace which follows 
these years of pain and hardship will be a lasting peace. It is our hope 
that aviation can knit the people of the world so closely together that 
a new understanding and appreciation of each other’s contributions and 
problems will prevent future world conflicts. 

We believe we can help to achieve this new unity in the post-war 
period through the manufacture of great cargo and passenger transport 
planes. 


Mr. Douglas predicted there would be thousands of civil- 
ians flying their own small planes after the war, and the scale 
would be graduated up to huge super-cargo planes carrying 
hundreds of tons. Virtually all the cargo planes now being 
built for wartime transport purposes could be used commer- 
cially with few revisions, said he, adding: 


Global warfare has forced us to build new trade and supply routes 
through the sky. This is because water lanes must go around land 
obstructions and as a result are sometimes twice as long as correspond- 
ing air routes. 

If you look at a map, you will notice that the sea lanes from New 
York to Murmansk are a trifle under 5,000 miles, while the aerial route 
is about 4,000. From New York to Chungking, China, it is some 16,000 
miles by land and sea. If airplanes take this same journey, they can 
take the Arctic route for a total of only 7,600 miles. It seems apparent 
now that small type airplanes can and will be manufactured in the 
post-war period at a cost low enough to place them within the reach of 
many thousands of American families. 

In addition, their operating costs will be so low as to make it prac- 
tical for civilians to use their own planes for business and pleasure 
trips of a few miles. Huge airline transport planes will be used for 
longer journeys and for continental or inter-continental travel. 


Railroad Control of Airline 


The Civil Aeronautics Board has denied motions of the 
Boston & Maine Railroad Co. and the Maine Central Railroad 
Co., applicants for (1) approval of of their acquisition of con- 
trol of Northeast Airlines, Inc., and (2) for a determination of 
the board’s jurisdiction over the subject matter, for separation 
of the issues in the proceeding and a hearing on the question of 
the board’s jurisdiction under section 408 of the civil aeronautics 
act of 1938. In its order of denial, the board said it had con- 
sidered a memorandum of its public counsel in opposition to the 
motions by the carriers. The applications involved are dock- 
eted as Nos. 556 and 562. 


The two railroads said, in their applications, that the Bos- 
ton-Maine Airways, Inc., was organized in 1931 and that 50 
per cent of its stock was owned by the Boston & Maine Rail- 
road; that on March 1, 1937, the Maine Central acquired 25 
per cent of the airline’s voting stock, with the Boston & Maine 
Railroad retaining 25 per cent; that in November, 1940, the 
name of the airline was changed to Northeast Airlines, Inc., 
and that, subsequently, the holdings of the two rail carriers 
were reduced to 15.2 per cent each of the voting stock. In a 
prehearing conference, the rail carriers contended that they 
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had not acquired control of Northeast Airlines since the ef. 
fective date of the civil aeronautics act of 1938 and that 
their applications should be dismissed. 

A memorandum by John H. Wanner, public counse! for 
the board, said that the fact that control in some form might 
have existed prior to the passage of the act did not mean that 
the board lacked jurisdiction to pass on the question of con. 
trol now. Where there had been a change in control since 
the passage of the act, the Interstate Commerce Commission, 
in considering cases under section 213 of the motor carrier 
act, had held that it had jurisdiction, he said, citing Atchison, 
Topeka & Santa Fe, Control, 15 M. C. C. 469. He said that 
each applicant formerly held 25 per cent of the outstanding 
voting stock and that the remaining 50 per cent was held by 
three individuals, not designated in his memorandum. He 
added that exhibits by the applicants indicated that while there 
had been diminution of the percentage of stock holdings of 
the applicants, there might well have been a shift from a 50 
per cent negative control to a positive control in fact, “because 
the collective holdings of the three individuals are diminished to 
25.6 per cent and the remainder of the stock is now held by 
the public or by investment brokers for sale to the public.” 

The question of control was “inextricably” connected with 
the affairs of the air carrier and the two rail carriers, he said. 
The applicants stated in their applications that they had “‘cer- 
tain executive officers” in common with each other, but that 
this arrangement was solely in the interest of economy and 
efficiency, and that there were no intercorporate relations be- 
tween the two applicants. 


Post-War Air Cargo 


A report of the railroad securities committee of the Invest- 
ment Bankers’ Association, submitted by John S. Loomis, IIli- 
nois Company of Chicago, chairman, at a meeting of the as- 
sociation in New York October 19, said that, while railroad 
earnings might not continue at their present high rate after 
the war, the railroads would have on important part to play in 
world-wide reconstruction, and that, therefore, prospects for 
post-war railroad earnings were better “than seemed to be 
indicated by the present investment opinion.” It said that the 
reason for the pessimism of that opinion was the fear of in- 
creased post-war competititon from airlines. As to that, it 
quoted W. A. Patterson, president, United Air Lines Transport 
Corporation that, although the airplane had a prominent place 
in future commerce, it would attain that place “without seri- 
ous embarrassment to the steamship lines or to the railroads,” 
and that “the volume of domestic air cargo could increase a 
hundred-fold and yet capture only one-tenth of one per cent 
of the freight ton miles now carried on the railroads.” Con- 
tinuing, the report said: 


Of course the railroads will lose some light freight traffic and a 
lot of passenger traffic to the air lines and we predict a great de- 
velopment in this form of transportation, however we believe that 
much too fantastic pictures are being painted. Our imaginations are 
being stimulated and it becomes easy to exaggerate the possibilities 
of cargo planes in moving large volumes of freight. There is still 
also a tendency to exaggerate the loss of business to the trucks, most 
of which took place some years ago. 

The backbone of the railroad business has been the long-haul mass 
transportation of heavy and bulky freight. Neither airplanes nor 
trucks can compete successfully in this field. ‘The short haul and 
package freight, although profitable, formed a relatively minor part 
of the railroad business. This is also true of the passenger business. 
The financial difficulties caused by the low earnings of recent years 
were due primarily to the extensive collapse in heavy traffic. 


Strategic Materials by Air 


Army and Navy ferry planes now are bringing strategic 
materials to America, the Office of War Information has an- 
nounced. The announcement said: 


The materials are carried in the planes of the army air force 
command, the army air force service command and the naval air trans- 
port service, returning after delivering personnel and material to fight- 
ing fronts. 

Block mica has been flown from India. It is essential to the manu: 
facture of some aircraft parts. Bristles the Navy needed and silk for 
parachutes has come by air from the heart of China. Beetles were 
transported from the Fiji Islands to Honduras to check a root weevil 
attacking hemp in an experimental plantation. 

Not a pound of cargo has been reported lost to date. 

The Board of Economic Warfare and army and navy authorities 
worked out the plans for this world-wide air freight service. 

The B. E. W. learned there was available space on returning planes 
of the China National Aviation Corporation. Contracts were quickly 
modified to provide for the delivery of bristles, tungsten, silk and 
tin to airports in China, whence the materials were flown out in that 
order of priority. In eight weeks, 32 tons of bristles, 70 tons of silk, 47 
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tons of tin and 70 tons of tungsten were moved from China to India. 
Later, 98 tons of tungsten were flown out in 10 days. 

American planes brought $475,000 worth of platinum from points 
on the Persian Gulf to the United States. 

Other materials that have been moved or for which plans are be- 
ing made to move are: 


Balsa wood from Central America, needed for American glider and 
British mosquito boats. 


Tantalite, beryl ore, quartz crystals, industrial diamonds and mica 
from South Africa. 
Crude rubber from Brazil. 


Twenty tons of rubber seeds from Liberia for planting in the 
western hemisphere. 

This air freight service is being developed by Philip W. Amran, 
chief of the International Air Transport Division, B. E. W.; Colonel 
Robert H. Smith, of the army air transport command; Colonel R. W. 
Ireland, in charge of air priorities, and other army and navy Officers. 
Cooperating are the State Department, the Metals Reserve Co., the 
Defense Supplies Corporation and the War Production Board. 


AIRPORT OF ENTRY AT BUFFALO 


Herbert E. Gaston, Acting Secretary of the Treasury, has 
announced redesignation of the Buffalo Launch Club seaplane 
base at Buffalo, N. Y., as an airport of entry, for one year from 
October 16, 1942, for civil aircraft and merchandise carried 
thereon arriving from places outside the United States. 


PAN-AMERICAN AIRWAYS ROUTES 

Amendment of its existing authority for air service over 
its south Atlantic route, so as to authorize, among other things, 
trips originating in Foynes, Ireland, and service originating 
and terminating at Lisbon, Portugal and Natal, Brazil, has 
been requested by Pan-American Airways, Inc., in an applica- 
tion with the Civil Aeronautics Board. The application has 
been assigned docket number 799. 


MEXICO CITY-LAREDO AIR ROUTE 
The Civil Aeronautics Board has received an application, 
No. 800, filed by Compania Mexicana de Aviacion, S. A.,, for a 
temporary air carrier permit for scheduled operations between 


Mexico City, Mexico, and Laredo, Tex., via Monterey and 
Nuevo Laredo, Tex. 


PAN AMERICAN FREIGHT TRANSPORT 


Pan American-Grace Airways planes’ have transported 
nearly 80,000 pounds of freight from Balboa, Canal Zone, to 


South American countries in two and a half months of service. 


established last August to supplement regular daily freight 
service between Balboa and Buenos Aires, the company an- 
nounced October 19. More than 15 tons of cargo originating 
in the United States were transported in one week from 
Balboa to Argentina, Peru, Chile, Columbia, Ecuador and 
Bolivia, it said. Two Douglas DC-2 passenger planes, their 
seats removed and their cabins reinforced to permit handling 
of —— are being used in the new service, the com- 
pany said. 


PASSENGERS IN ARMY AIRCRAFT 


Major General Ulio, Adjutant General, War Department, 
has announced revision of regulations with respect to use of 
army aircraft for the transportation of passengers. Under 
terms of the revised regulations, commanding officers of army 
air force stations or higher authority in the chain of command 
are authorized to permit, on flights extending beyond the local 
flying area, the transportation of civilian employes of the War 
Department, or other government agencies, of government 
contractors, and of technical advisors to military authorities 
engaged in activities for the army which require such flight. 

The new regulations provide, further, that the commanding 
general of any theater, or any department, defense command, 
task force, or base command, outside the continental limits of 
the United States may authorize any person to ride as a 
passenger in army aircraft under his control when, in the 
opinion of such commanding general, this action is necessary 
or desirable in the government interest. 


TRUCKERS OPPOSE AIR-EXPRESS CONTRACTS 

_ The American Trucking Associations, Inc., has filed a peti- 
tion with the Civil Aeronautics Board to intervene in proceed- 
Ings before the board involving -investigation of contracts be- 
tween the Railway Express Agency, Inc., and the United States 
airline companies. The association charges that under the con- 
tractual arrangements the airlines will not accept express busi- 
ness from any party other than the Railway Express Agency, 
Inc, and seeks, on behalf of the trucking industry, to prevent 
aa express agency from monopolizing express business of the 

ines. 

By the contractual agreements it is impossible for the inde- 
Pendent motor carrier industry to participate in the movement 
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of air express, says the association. It said that there were 
thousands of motor carriers who could and would perform 
pick-up and delivery operations and raised the question whether 
the contracts were in contravention of the anti-trust laws and 
contrary to public interest. It further charged that by the 
contracts the future of air express appeared to be committed 
to the express agency so that independent motor carriers 
might never be able to participate in such traffic. 


Cc. A. B. DENIES REHEARING 

The Civil Aeraunatics Board, by an order in No. 723, 
Investigation of Universal Air Freight Corporation, has denied 
a petition of the applicant for rehearing, reargument and 
reconsideration of the board’s order in this proceeding (see 
Traffic World, September 26, p. 727). The board had decided 
that the corporation was engaged in air transportation within 
the meaning of the civil aeraonautics act and that it was 
operating without the necessary certificate from the board. 


Cc. & S. AIR SERVICE TO CARIBBEAN 


In an application docketed as No. 798, the Chicago & 
Southern Air Lines has asked the Civil Aeronautics Board for 
a permanent or temporary certificate authorizing operation of 
daily schedules for the transportation of passengers, cargo 
and mail between the United States, the Canal Zone, the 
north coast of South America and the Caribbean Islands. 

In announcing the filing of the application, the Chicago 
& Southern said the proposed service would give Chicago, 
Ill., St. Louis, Mo., Jackson, Miss., and New Orleans, direct 
connection with Central America and West Indies points. The 
application set forth five proposed routes, as follows: 


1. Between New Orleans and Balboa, Canal Zone, ‘‘or any other 
proper city in the Canal Zone,’’ via the following intermediate points 
or such of them as might be found to be in the public interest: Merida, 
Mexico; Belize, British Honduras; Guatemala City, Guatemala; San 
Salvador; El Salvador; Tegucigalpa, Honduras; Managua, Nicaragua, 
and San Jose, Costa Rica. 

2. Between New Orleans and Balboa or other ‘‘proper’’ Canal Zone 
destination via Tampa, Fla.; Havana, Cuba, and Kingston, Jamaica. 

3. Between New Orleans and Havana, Cuba, via Tampa and Miami, 
Fla. 


4. Between New Orleans and Port of Spain, Trinidad, via Tampa 
and Miami; Nassau, Bahama Islands; Santiago, Cuba; Kingston, 
Jamaica; Port-au-Prince, Haiti; Ciludad Trujillo, Domican Republic; 
San Juan, Puerto Rico; St. Thomas, Virgin Islands; St. John’s, An- 
tigua; St. Lucia, Windward Islands, and Barbados. 

5. Between New Orleans and Port of Spain, via Havana, Kingston, 
Port-au-Prince, Ciudad Trejillo, San Juan, St. Thomas, St. Johns, St. 
Lucia, and Barbados. 


T. P. & W. Labor Dispute 


Replying to charges made by George P. McNear, Jr., pres- 
ident of the Toledo, Peoria and Western, against the working 
rules applied on the T. P. & W. by Director Eastman, of the 
Office of Defense Transportation, John W. Barriger, general 
manager of the road, said October 20 that a check was being 
made of the statements and figures contained in the annual 
report of the T. P. & W. and that later a statement would be 
issued on the report (see Traffic World, October 17, p. 905). 

Another assertion made by Mr. Barriger was that if Mr. 
McNear did not accept the findings of the National War Labor 
Board approving the wages and rules applied by Director East- 
man and providing for back pay to September 1, 1941, and 
obtain possession of the property, the government would con- 
sider leasing the T. P. & W. for operation to one of its con- 
nections. Leasing of the road had been under consideration 
for some time, he said. 

“The present T. P. & W. schedule is the most favorable 
and elastic from the management standpoint of any Class I 
railroad,” said Mr. Barriger, discussing Mr. McNear’s charges 
in his annual report. “Other carriers would gladly exchange 
theirs for ours. Mr. McNear’s position appears to be that 
there should be no classification of service so that employes 
may be assigned to any work within their tour of duty. While 
this complete interchangeability of jobs may appear to some 
to be attractive, it is not without its important limitations except 
for very small enterprises and finds no application in industry 
generally or on railroads in particular. The present T. P. & 
W. management considers its sole duty to operate the property 
efficiently as a trustee until the railroad is returned to its 
corporate owner or other disposition made by proper authority. 
It is not a trustee’s function to use the property in his care as 
a laboratory for testing Mr. McNear’s theories of wage pay- 
ments and labor relationships.” 

Further replying to Mr. McNear, Mr. Barriger said if 
Mr. McNear would accept return of his property under the 
conditions specified by the War Labor Board, he would find 
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its physical, traffic, operating and financial conditions greatly 
improved and the morale of the organization high. 

Revenues for the first thirteen days of October totaled 
$172,000, an all-time high, said he. For ‘the week .ended 
October 17, 2,487 cars of freight were handled, against 2,033 
for the same period a year ago. The preceding week 2,762 cars 
—an all-time high—were handled, said he. 

As to Mr. McNear’s charges about “featherbed” rules, Mr. 
Barriger said that term properly applied only to penalty wage 
payments. Penalty payments were not paid by the T. P. & 
‘W. under the rules now in effect, said he. He said he believed 
Mr. McNear often erroneously used the term “featherbed rules” 
interchangeably with the “dual basis of pay” and that the 
‘latter was established by the Adamson act of 1916, and there- 
‘fore, Mr. McNear’s quarrel was with Congress rather than 
the O. D. T. 

“Everyone admires men of principle, but principles car- 
ried to excess become obsessions and create fanatics,” said Mr. 
Barriger. ‘The latter seldom assist the accomplishment of 
the ends which they seek and which they could better serve 
by less zealous and intolerant devotion.” 

With respect to the recent request of Mr. McNear that 
the O. D. T. return $300,000 to the T. P. W. corporation 
(see Traffic World, August 29, p. 491), Mr. Barriger said 
virtually all the more than $400,000 in cash taken over by 
the O. D. T. when possession of the T. P. & W. property was 
taken last March had been returned to the corporation to pay 
bills or debts of the corporation. 


McNear Fights On 


Director Eastman, replying to a telegram sent to him Oc- 
tober 17 by Mr. McNear, said: 


Your opinion regarding operation of Toledo, Peoria and Western 
does not appear to be based on actual facts. No further comment is 


deemed necessary. Suggest you comply promptly with directive order 
War Labor Board. 


Mr. McNear’s message to Mr. Eastman follows: 


Have read with interest your speech in Chicago Friday forecasting 
serious shortages of locomotives and equipment on the railroads. As 
shown on page thirty-two and elsewhere in our 1941 report just pub- 
lished, the comparison of the operations on our railroad in March be- 
fore the seizure with the operations under the featherbed rules which 
you established in July shows a wasted use of one road locomotive each 
day and one hundred and twelve yard engine hours each week. These 
wastes are due solely to the requirements of the featherbed rules. 

Our railroad is less than one thousandth part of the entire national 
railroad system. If the present wastes on our railroad are any criterion 
for the railroads generally, there are something like one thousand 
road locomotives and possibly a hundred and twelve thousand yard en- 
gine hours each week that could be put to better advantage if the 
featherbed rules were eliminated. 

The rearrangement and rescheduling of operations that could be 
effected by eliminating such rules would thus greatly reduce the de- 
mands that might otherwise have to be made upon our important loco- 
motive works who now are so busy using their steel and manpower to 
turn out vital implements of war. 

Would appreciate your coments and would ask if you do not now 
feel that the wastes on our railroad should be stopped either by having 
the federal manager take the necessary action or by allowing us to do so. 


N. W. L. B. AND “WILDCAT” STRIKES 


Scrutiny of the activities of officers of local labor unions 
with relation to strikes and of their efforts locally and in 
cooperation with officers of the international union in question 
to prevent occurrence of the strikes will be undertaken by all 
mediation panels and investigators acting for the National 
War Labor Board, in order to insure rigid observance of the 
no-strike agreement reached at the industry-labor conference 
in December, 1941, according to an N. W. L. B. announcement. 

The board made public a resolution adopted by it, deal- 
ing with violations of the no-strike agreement. 

“In spite of the unwavering support of this agreement 
by the responsible officials or organized labor,’ it said, “there 
have been sporadic and unauthorized strikes. The whole of 
the bad effect of these strikes on war production cannot be 
measured by man-days alone. Shortage of production at one 
point in the war production program interrupts the flow and 
causes shortages at other points... . ‘ 

“Workers must realize that no grievance, however great, 
justifies an interruption of war production. It is the solemn 
duty of all war workers and of all local organizations of labor 
to abide by and support the no-strike agreement, and to refer 
all such disputes to the War Labor Board machinery, includ- 
ing the Conciliation Service... . 

“The obligation of management not to take advantage of 
the no-strike agreement and the obligation of. labor to live 
up to it are equally solemn war obligations.” 

In its program dealing with so-called “wildcat” strikes, the 
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‘board ‘said :all mediation panels and investigators acting for 


it should investigate ‘dll the facts surrounding such a strike 


:and submit:a full report thereon, with appropriate recommenda- 


tions. It said each report should include, in addition to data 
on the relation of local union officers to the strike, a statement 
as to whether management had discharged “its obligation to 
settle :all grievances.” 


Shoot Organizers at Sunrise-Land 


Admiral Land, chairman of the Maritime Commission and 
War Shipping Administrator, told the Investment Bankers As- 
sociation of America at their meeting in New York City October 
19 that, for the duration, “organizers ought to be shot at sun- 
rise.” 

Union labor leaders construed the remark as an attack on 
union labor organizers. Joseph Curran, president of the C. I. 0. 
National Maritime Union, wired President Roosevelt asking 
that Admiral Land be removed from office. The executive board 
of the Greater New York C. I. O. made a similar request and 
charged that Admiral Land’s attack on “union organizers many 
of whom have given their lives and made more sacrifices for the 
war effort than any other group of American people, is per- 
nicious and disruptive of national unity, tantamount to treason.” 

Admiral Land said he felt his speech had been misinter- 
preted in the following statement issued by him late October 20: 


An “‘off-the-cuff’’ speech I made at a luncheon meeting of the In- 
vestment Bankers Association of America at the Waldorf-Astoria, New 
York City, on October 19, 1942, seemingly has been misinterpretated. 
I wish to clarify the matter which I shall do from notes used by me 
at the time the speech was made, as follows: 

“TI have a few pet hates: (1) organizers, (2) profiteers, (3) needle 
boys—intriguers, and (4) typewriter strategists."’ 

I then followed with: 

“As far as the organizers are concerned, for the duration, in my 
opinion, they ought to be shot at sunrise. As to the profiteers, we will 
get them if the jail doesn’t get them, or they don’t get themselves, 
As for the typewriter strategists, why not let the President of he 
United States and the high military and naval command run the tac- 
tics and strategies of the war?’ 


Particular attention is invited to the fact that I neither used the 
word ‘“‘labor’’ in connection with ‘‘organizers’’ nor the word ‘‘union’ 


in connection with ‘‘organizers.’’ In fact, I meticulously refrained 
from adjective qualifying the term ‘‘organizers.’’ 


As everyone knows, there are all kinds of organizers for all kinds 
of projects. My only interest is in organized production. 


Philip Murray, president of the C. IL. O., in a letter to the 
President, basing his assertions on a report that the Admiral 
had said “union organizers,” urged his dismissal. As to the 
Admiral’s explanation, Mr. Murray said it was but a reitera- 
tion of the essence of the original statement. He said the state- 
ment made by the Admiral appeared to be the expression of a 
perfectly irresponsible individual and that it was impossible 
for the workers to continue any confidence in those administra- 
tive agencies “of which this man is the head.” 


N. Y. Canal Carriers’ Labor Case 


Under terms of a decision of the National War Labor 
Board in a case involving three operators of tugboats and 
barges on the New York State Barge Canal and between 200 
and 300 employes of those operators, a readjustment of work- 
ing hours calling for employment of ‘‘at least two crews aboard 
vessels at all times when navigating,” but permitting no in- 
creases in wage rates, has been ordered. The board said that 
under the revised schedule of wage rates it ordered established, 
some wage rates would be decreased “in order to conform to 
the new schedule of hours.” 

In announcing its decision, the board said it directed the 
operators to put into effect a basic eight-hour day for its tug- 
boat employes for the balance of the 1942 canal season, closing 
in November, and for 1943, ‘in order to make the hours on 
these boats uniform with those in effect on approximately 50 
per cent of the tugs in the same canal.” It said the new time 
schedule became effective as of October 16 and would remain 
in effect for 14% months thereafter. It directed the parties 
to start negotiations for their 1943 schedule of wages not 
later than December 1, as the new wage rates would be in 
effect only for the remainder of the 1942 season. 

Companies involved were the W. E. Hedger Transportation 
Co., the Connors Marine Co., Inc., and the O’Donnell Trans- 
portation Co., Inc. The employes were represented by the 
United Marine Division of the International Longshoremen’s As- 
sociation (A.F.L.). The three canal operators transported freight 
consisting mainly of petroleum, grain, scrap iron, and scrap 
steel, aluminum ore and sulphur to factories making war sup- 
plies, the board observed. Continuing, it said: 


At the present time the tugboats of the three companies involved 


Octol 


are Mm 
a wee 
canal 
direct 
of eig 
eight 
either 
effect: 
sels a 


recom 
memb 
augh, 
and A 
the 0] 
its be 
tugbo 
in the 
this « 


elimir 
the C 
Canal 
them 

is als 
Missi: 
fense 

porta’ 
Sever 
movet 


dist 


dete 
roac 
of t 
awa 


pany 
Ploy 


it w 
the 

Opp 
cont 
unti 
awa 
be ¢ 
resp 
of t 
perf 
wou 
if t] 


no 
mer 
Con: 


LD 


for 
rike 
rda- 
jata 
nent 
1 to 


1 of a 
ssible 
listra- 


P 


Labor 
s and 
nm 200 
work- 
board 
no in- 
d that 
lished, 
rm to 


od the 
ss tug- 
losing 
irs on 
ely 50 
vy time 
remain 
parties 
as not 
be in 


rtation 
Trans- 
by the 
n’s AS- 
freight 
| scrap 
ur sup- 


involved 


October 24, 1942 


are manned by two crews working twelve hours a day and seven days 
a week, without any scheduled shore leave from the beginning of the 
canal season in April until its close in November. Under the board’s 
directive order the hours worked by any employe on a tug in excess 
of eight in any doy shall accumulate to his credit as overtime. Each 
eight hours of such overtime shall be compensated for and cancelled 
either by shore leave of 24 consecutive hours or by 8 hours’ pay. To 
effectuate this schedule, there shall be at least two crews aboard ves- 
sels at all times when navigating. 

In issuing this directive order the board followed the unanimous 
recommendation of its panel consisting of Dr. John W. Riegel, public 
member, Mr. Donald Comer, representing industry, and Joseph McDon- 
augh, representing labor. On the basis of hearings July 27 and 28, 
and August 10, the panel found that most of the materials carried by 
the operators in this case are vital to the war effort. The panel stated 
its belief that continuation of the ‘‘excessive hours’’ worked by the 
tugboat crews ‘‘will result in gross dissatisfaction and resentment, and 
in the loss of personnel, both effects tending to impair the efficiency of 
this essential operation.”’ 

Freight has been diverted to the New York State Barge Canal to 
eliminate the necessity of ships continuing at sea to Canada and into 
the Gulf of St. Lawrence where they are subject to enemy attack. 
Canal boats now pick up the cargoes in New York Harbor and carry 
them up the inland route to Buffalo and Canadian ports. The route 
is also used to bring bulk freight to the Atlantic seaboard via the 
Mississippi-Great Lakes system instead of along the east coast. De- 
fense Transportation Director Joseph B. Eastman emphasized the im- 
portance of this canal in the movement of petroleum to the east coast. 
Several months ago he stated that over 2,142,000 gallons were being 
moved daily. 





Washington Terminal Labor Case 


__ Whether or not the railway labor act should be construed, 
with respect to its application to this case, to mean that courts 
of the United States were deprived of jurisdiction to entertain 
a declaratory judgment proceeding within the two-year period 
provided by the act for persons benefited by an award of the 
National Railroad Adjustment Board to seek enforcement in 
a federal district court, was the principal question debated 
before the Supreme Court of the United States in the course 
of its hearing of oral arguments in No. 28, The Washington 
Terminal Co., Petitioner, vs. F. E. Boswell, E. R. Burkhead, 
R. R. Bridges et al. 

The case came to the Supreme Court on appeal from the 
U.S. Court of Appeals for the District of Columbia. 

In 1923 the Washington Terminal Co. and its yard engine 
employes entered into an agreement providing for seniority 
rights. Thereafter the yard engine employes contended that 
the agreement conferred on them the exclusive right to per- 
form all work on the company’s premises, at the Union Station 
in Washington, including the moving of empty passenger trains 
to the storage yard. The moving of such trains was being 
done by the regular train crews. The terminal company re- 
jected the claim of the yard engine employes, and the latter 
submitted their case to the National Railroad Adjustment 
Board. The board sustained the claim. The terminal company 
did not change its operating practices to conform with the 
board’s award. The employes thereupon filed claims for com- 
pensation for moving of the trains to the storage yard, although 
the actual work was done by the regular train crews. The 
terminal company brought suit for a declaratory judgment, 
before the expiration of the two-year period within which 
the employes might sue to enforce the award. The federal 
district court dismissed the complaint, and the U. S. Court of 
Appeals, in its decision of November 18, 1941, affirmed, on 
the ground that the carrier might not bring a suit for judicial 
determination of the matter submitted to the National Rail- 
toad Adjustment Board in the two years which section 3(1) (p) 
of the railway labor act gave to persons benefited by the 
award to seek enforcement in the district court. 

John Dickinson made the argument for the terminal com- 

pany, and Willard H. McEwen represented the company’s em- 
Ployes involved in the case, in the Supreme Court. 
_ Mr. Dickinson stated the terminal company’s position that 
it was confronted with the dilemma of complying at once with 
the board’s award, made October 24, 1938, and waiving all 
opportunity for judicial determination of its rights under the 
contract of 1923, on which the award was based, or of waiting 
until such time as the respondents might choose to sue on the 
award. In the latter event, the company contended, it might 
be compelled to pay the full amount of wages claimed by the 
Tespondents for work not performed by them up to the time 
of the suit, in addition to wages paid to other employes for 
performing the work. The company said the board’s award 
Would mean an expenditure by the company of $80,000 a year 
if the claims filed were conceded in full. 

Counsel for the terminal company averred that there was 
ho statutory impediment to the exercise of a declaratory judg- 
ment in this case. Should the railway labor act, he asked, be 
Construed to have the effect of making awards of a non- 
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judicial body such as the N. R. A. B. to all purposes final and 
conclusive, save at the option of the employes, closing the 
doors of the courts to employers, with the result of subject- 
ing them to economic pressure in order to compel them to 
comply with such awards? He said that if the decision of the 
Court of Appeals was allowed to stand a strong element of 
unfairness and unreasonableness, without indication of con- 
gressional approval or intent, would have been injected into 
relations between carriers and their employes. 

Counsel for the employes averred that the terminal com- 
pany sought introduction of an “extraneous” methed of review 
and that such a method of review was likely to disturb the 
equilibrium of the whole specialized structure of the N. R. A. B. 
and bring about its collapse. He said it was the intent of the 
railway labor act that the procedure established in it for re- 
view of adjustment board orders should be exclusive. He 
contended that the petitioner could have abrogated the parts 
of the agreement on which the board’s award was based, and 
that it was no answer to say that the petitioners deemed it 
inexpedient to change its rules on account of the possibility 
of a serious labor dispute. Where a litigant had an oppor- 
tunity to eliminate a threat of loss but hesitated to do so on 
account of considerations of business expediency, he said, the 
litigant could not expect the courts to come to his relief. He 
added that it was not the function of the judiciary to seek 
to equalize the economic position of parties who appeared 
before it. 


Retirement Board Figures 


The Railroad Retirement Board has reported that appli- 
cations for unemployment insurance benefits filed by railroad 
employes in August totaled 12,400, representing a rise of 11 
per cent over the pervious month, the first increase in claims 
since January. Lay-offs of outdoor maintenance workers in 
the far northern states acounted for the increase, it said. 

Retirement benefit payments certified in August totaled 
$10,789,767, approximately $150,000 less than July, due mainly 
to a decline in lump-sum death benefit payments. The August 
payments brought the total since the beginning of operations 
of the board to $578,514,046. At the end of the month, the 
board had certified, since it began operations, 163,585 employe 
annuities, 48,579 pensions, 3,425 survivor annuities, 6,685 death- 
benefit annuities, and 57,949 lump-sum death benefit payments. 
Annuity applications received in August showed a decline of 17 
per cent from August, 1941. The balance of the retirement 
account at the end of the month was $185,069,167. 

The average daily unemployment benefit payment declined 
in the month, indicating that a greater proportion of low-paid 
workers were receiving payments. The average payment for 
initial registration periods was $16.23 in August, compared 
with $16.59 in July, and the average for subsequent payments 
was $24.02 in August, compared with $25.16 in July. 

The board’s employment service placed 12,922 men in 
work in August, compared with a placement of 2,797 men for 
the same month last year. 

The board has announced that various administrative 
changes have been made in recent months since its offices 
were moved from Washington. D. C., to Chicago, including 
separation of the retirement claims section from the bureau 
of employment and claims; elimination of the office of director 
of unemployment insurance and coordinator of operations, and 
establishment of the position of executive officer in lieu thereof; 
joining of the bureau of general control with the bureau of 
administrative services. 


RAIL RETIREMENT ANNUITIES 


Representative Shafer, of Michigan, has introduced H. R. 
7703, to provide that the Railroad Retirement Board may award 
disability annuities to totally and permanently disabled individ- 
uals who have completed thirty years of service or a period 
of service found by the board to be “within a reasonable time 
of thirty years of service.” 

Senator Reynolds, of North Carolina, has introduced S. 
2846, to amend the railroad retirement act of 1937 so as to 
provide for an annuity of not less than $50 a month for dis- 
ability after ten years’ service. 


BURLINGTON SHIPPERS WANT PORTER 


The board of directors of the Burlington, Iowa, Shippers’ 
Association has sent to President Roosevelt a resolution urg- 
ing the reappointment of Commissioner Porter “in the interests 
of our national transportation system.” Commissioner Porter 
has rendered faithful and zealous public service for more than 
25 years, the resolution says, and his services should be con- 
tinued in these days when the nation is “confronted with so 
many perplexing problems.” 
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Non-War Agency Cost Trends 


President Roosevelt has submitted to Congress a report 
on trends in non-war federal expenditures for the fiscal years 
1932 to 1943, inclusive. The report was prepared by Director 
Smith of the Bureau of the Budget. 

The report embraced comment on expenditures of the 
Interstate Commerce Commission, the Maritime Commission, 
the Board of Investigation and Research, the Inland Waterways 
Corporation, the Railroad Retirement Board, the National 
Mediation Board, the Civil Aeronautics Administration and 
the Civil Aeronautics Board. It included, also, discussion of 
expenditures for public highways and for river and harbor 
improvements. 

In a tabulation of non-war expenditures of 50 independent 
agencies and establishments in the years 1932 and 1939 and 
the estimated expenditures for the fiscal year ending June 30, 
1943, the report showed that the Commission’s expenditures in 
1939 were $8,400,000, compared with $9,100,000 in 1932, and 
that its estimated total expenditure for the current fiscal year 
was $9,200,000. Commenting on the Commission’s financial 
status, the report said: 


This rather important independent agency from a financial view- 
point has had expenditures hovering somewhat above and below $9 
million since 1932. Originally set up by statute to regulate railroad 
transportation, various ‘subsequent statutes have greatly broadened the 
scope of its jurisdiction. In particular, an act of 1935 required this 
agency to regulate common and contract carriers by motor vehicle. 

The pattern of expenditure has, therefore, been markedly changed 
over the past 11 years. Initially the Commission engaged in a compre- 
hensive field valuation of the railroads as to which primary evaluations 
were completed in 1933. Since that time available funds have permitted 
only the maintenance of the currency of valuation records. Meanwhile, 
the decrease in expenditure involved in this situation has been counter- 
balanced by the increasing expenditures required in the field of motor 
vehicle regulation and more recently by the increased inspection of rail- 
road safety devices and equipment. Such inspection has special signifi- 
cance at this time because of the increased use of rolling stock by the 
carriers, first in the defense and now in the war period. 


With respect to the Maritime Commission, the budget 
director said the activities of this agency included investiga- 
tion and determination of ocean services and routes, regulation 
of common water carriers engaged in foreign commerce, insur- 
ance of mortgages on vessels, and construction of cargo ves- 
sels. He noted that construction activities were planned to 
produce about 2,300 ships of approximately 23,000,000 tons in 
1942 and 1943, and that these vessels, except those acquired by 
the military branches of the government, would be operated 
under the jurisdiction of the War Shipping Administration. 
The funds of the Maritime Commission and the W. S. A., he 
said, were derived from annual and revolving fund appropria- 
tions. 

A tabulation of assets and liabilities of active govern- 
mental corporations and credit agencies showed that the Mari- 
time Commission had loans of $24,900,000, investments of 
$41,800,000, business property valued at $108,600,000, and 
“other assets’ in the amount of $2,143,600,000, for a total of 
assets of $2,318,900,000. Liabilities of the Commission, due 
to the public, were shown as $1,311,100,000, with an additional 
$100,000 due to other governmental agencies. The commis- 
sion, according to the tabulation, had reserves aggregating 
$44,000,000, and the federal government had a proprietary in- 
terest, excluding the interest represented by obligations held 
by the Treasury, of $963,600,000. 


R. R. B. Costs 


Discussing the Railroad Retirement Board, Director Smith 
noted that Congress, in 1941, appropriated $9,000,000 for the 
retirement trust account to reimburse railroads, 1941 to 
1943, inclusive, for the cost of preparing prior service records 
of their employes. 

“Expenditures during the current year,’ he said, “are 
estimated at $2 million and will substantially exhaust the 
appropriations.” 

Total railroad retirement and unemployment expendi- 
tures in the last seven years had climbed slowly to an esti- 
mated expenditure of $206 million for the current year, he 
observed. Continuing, he said: 


This total expenditure, however, does not truly reflect the amount 
disbursed from the federal treasury. In the case of railroad retirement 
it represents, rather, the total amount of taxes collected, less admin- 
istrative expenses, and is appropriated to a trust account for paying 
both present and future benefits. In the case of unemployment insur- 
ance, the expenditure item represents 10 per cent of the taxes collected, 
of which a portion only is used currently for administrative expenses 
and the balance transferred to the trust account for use in payment of 
future benefits. The remaining 90 per cent are used to pay unemploy- 
ment benefits and to establish a reserve against future periods of ex- 
tensive unemployment. 


In the total of $206 million estimated to be expended by the board 
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in 1943, $148 million is the estimated disbursement for expenses and 
benefits, and $58 million for addition to the trust accounts. 

The upward trend of retirement expenditures will continue until 
balance has been reached between the annual increment of beneficiaries 
and the annual terminations by beneficiary deaths. Administrative ex. 
penditures for both retirement and unemployment compensation—only 
the former is by statute subject to review by the Bureau of the Bud- 
get, amounted to approximately $7.6 million during 1940. Since then 


pom 4 have steadily reduced to $5.5 million of estimated expenditures ip 


Transportation Facilities 


_. Under the heading, “public works,” the budget director 
listed expenditures in 1932 and 1932 and estimated expendi- 
tures for 1943, including the Bureau of Public Roads of the 
Federal Works Agency, construction of roads and trails by the 
Department of Agriculture, improvement of rivers and harbors 
by the War Department, construction at the Panama Canal, 
and construction of airports, etc., by the Civil Aeronautics Au- 
thority, Department of Commerce. 

The amounts spent by the Bureau of Public Roads in 1932 
and 1939 were shown as $195,000,000 and $190,500,000, re- 
spectively, while the estimated expenditure by that bureau for 
the current fiscal year was shown as $89,600,000. Correspond- 
ing figures for road and trail construction by the Agriculture 
Department were $14,900,000 in 1932, $14,000,000 in 1939, and 
$8,100,000 in 1943. 

Totals spent for river and harbor improvements by the 
War Department in 1932 and 1939, respectively, according to 
the report, were $55,400,000 and $74,700,000, and the estimated 
total for 1943 was $30,000,000. Expenditures for the Panama 
Canal in 1943 would be $12,000,000, compared with $2,200,000 
in 1932 and $2,500,000 in 1939, the budget director reported. 
Likewise, expenditures by the Civil Aeronautics Authority 
were being increased, to an estimated total of $15,000,000 for 
the current fiscal year, compared with a total of $2,700,000 in 
1932 and a total of $4,200,000 in 1939, he noted. 

Bureau of Public Roads expenditures, Director Smith 
stated, covered federal contributions for the normal federal 
aid highways. Such contributions, he added, were not being 
devoted chiefly to highway work on the so-called strategic 
network of highways considered essential to the war effort. 

As to river and harbor improvements, he said that most 
of the expenditures at this time were for projects of direct 
value to the army, the navy, or to war production. If such 
expenditures were eliminated, he added, there would be prac- 
tically no expenditure item for the current fiscal year. 

Federal Aid Grants 

With respect to federal grants in aid to public bodies, made 
by the Public Works Administration, the report stated that 
such allotments from June, 1933, to June 30, 1941, included 
17,880 federal projects and 16,642 non-federal projects cost- 
ing aggregate amounts of $1,915,800,000 and $2,325,100,000, 
respectively. The federal projects included 9,922 street and 
highway projects costing a total of $462,800,000, 342 aviation 
projects costing $48,100,000, and 261 vessels, costing $269,900,- 
000. The non-federal projects included 1,496 projects costing 
$193,300,000, 25 aviation projects costing $1,200,000, and 32 
railroad projects costing $201,000,000, according to the report. 
Among the larger non-federal projects, it said, were the 
Pennsylvania turnpike and the Tri-Borough bridge. 

The budget director said the National Mediation Board 
would have estimated non-war expenditures of $400,000 in the 
current fiscal year and that its expenditures had been more 
or less stabilized since 1939. 

Estimated expenditures of the Board of Investigation and 
Research, created “to investigate certain subject relative to 
rail, motor and water carriers, to recommend improvements 
in transportation conditions, and to stimulate a sound national 
transportation policy,” would amount to $200,000 for the cur- 
ren fiscal year. 

In a summary of non-war expenditures of agencies in the 
Department of Commerce, the report showed estimated 1943 
expenditures of the Civil Aeronautics Administration, Civil 
Aeronautics Board and Bureau of Marine Inspection and Navi- 
gation in the amounts of $26,300,000, $1,300,000 and $3,000,000, 
respectively. These amounts, according to the tabulation, rep- 
resented increases over the peak year in the 10 preceding 
years of $19,800,000 for the Civil Aeronautics Administration 
and $1,300,000 for the Bureau of Marine Inspection and Navi- 
gation. 


Most of the increase for the C. A. A., the report stated, 
covered the maintenance and operation of expanding federal 
airways, and an increase of $2,500,000 had occurred in costs 
of administration and safety regulation. It added that the new 
Washington National Airport now reflected an annual ex} endi- 
ture of $400,000 and that current receipts now were paying 
its operating expenses. Continuing, it said, in part: 


The rapidly broadening aviation horizon of both commercial and 
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private flying, and the civil aeronautics act of 1938 made necessary 
more federal supervision to provide safety in the air. Military requests 
during the past year for inspection of new plane types and appliances 
and for many other technical services have prevented a contraction of 
expenditures in line with the curtailment of civil flying. 

From a total mileage of 18,000 in 1932 the system of Federal airways 
grew to 33,000 miles in 1942... It is estimated that more than 80 per 
cent of present airway travel is military. 

Since 1939, C. A. A. activities have changed from a civil to a pre- 
ponderantly military aspect. . . Teletype circuits which transmit weather 
reports and air traffic control data, increased from 13,000 miles in 1932, 
to 74,000 miles by 1942 thus aiding the military air forces. 

The Civil Aeronautics Board, with a 1943 expenditure of 1.3 million, 
performs functions of rate-making, safety investigation, and establishes 
safety standards. The work is now at a fairly constant level. Research 
in aeronautics 1s provided by the National Advisory Committee for 
Aeronautics. . . 


The report said that an estimated expenditure of $12,000,- 
000 for the National Advisory Committee for Aeronautics 
was for construction of the Ames Aeronautical Laboratory and 
an airplane engine research laboratory. 

Expenditures for enforcement of anti-trust laws, according 
to the report, are estimated at $2,000,000 for the fiscal year 
ending June 30, 1943, compared with expenditures of $200,000 
and $800,000 for 1932 and 1939, respectively. 

For the wage and hour division of the Department of 
Labor, the budget director said, the estimated expenditure for 
the current fiscal year would be $5,000,000, compared with 
$1,000,000 in 1939. The division did not exist in 1932. 

Among non-military expenditures of the War Department, 
the report showed river and harbor maintenance costs totaling 
$34,000,000 in 1932, $43,600,000 in 1939, and an estimated total 
of $40,200,000 in the current fiscal year. 


Government Barge Lines 


The report contained the following statement about the 
Inland Waterways Corporation: 


The Inland Waterways Corporation was created by act of 1924 to 
develop national inland waterway transportation. It operates barge 
lines on the Mississippi, Missouri, Illinois and Warrior Rivers, and a 
short rail line connecting the Warrior River barge line with the rail- 
roads running to Birmingham, Ala. The total savings to shippers on 
the freight hauled by the corporation up to December 1, 1941, is esti- 
mated at $37.3 million. During the past two years’a substantial portion 
of the tonnage handled by the corporation has consisted of coal, iron, 
sulphur and other war materials. Except for capital stock of $12 mil- 
lion purchased by appropriations from the Treasury, the corporation is 
financed entirely from earnings. 


The report gave the following data on the corporation’s 
financial status: 


Assets: loans, $400,000; investments, $2,900,000; business property, 
$19,500,000; other assets, $1,700,000; total assets, $24,500,000. 

Liabilities and reserves: Due to the public, $1,000,000. 

Owned by the United States: $24,500,000. 


ROLLING STOCK ADDITIONS 

Class I railroads put 56,081 new freight cars in service in 
the first nine months of 1942, the Association of American Rail- 
roads announced October 23. 

Of the total number installed in the first nine months this 
year there were 33,617 box, 19,150 coal, 1,634 flat, 608 refrigera- 
tor, 100 stock, and 972 miscellaneous freight cars. 

New freight cars on order on October 1, 1942, totaled 
36,437, compared with 88,819 on the same day last year. Class 
I railroads had on order on October 1, this year, 10,927 box, 
21,496 coal, 2,347 flat, 800 refrigerator, 200 stock, and 667 
miscellaneous freight cars. 

Railroads in the first nine months of 1942 installed 575 
locomotives of which 232 were steam and 343 were electric and 
Diesel. In the same period last year they put 425 new loco- 
motives in service of which 97 were steam and 328 were electric 
and Diesel. 

New locomotives on order on October 1, 1942, totaled 840, 
which included 314 steam and 526 electric and Diesel. On 
October 1, last year, they had 671 new locomotives on order 
including 309 steam and 362 new electric and Diesel. 


REFRIGERATOR CAR PEDDLING PROHIBITED 


The Commission, by division 3, has issued service order No. 
89, effective October 19, suspending and prohibiting the opera- 
tion “of the practice of common carriers by railroad subject 
to the interstate commerce act of allowing or permitting the 
use of refrigerator cars for car peddling (which for the purpose 
of this order is defined as the vending of freight directly from 
the car to consumer by retail sale) of wine grapes and juice 
grapes.” (See Traffic World, Oct 17.) The Commission said 
It appeared that the prompt release of refrigerator cars used in 
the transportation of wine grapes and juice grapes was retarded 
by the practice commonly known as car peddling. 








National Advisory Boards 


In the closing minutes 
of its annual meeting at 
Chicago October 16 (see 
Traffic World, Oct. 17), 
the National Association 
of Regional Advisory 
Boards, on a ruling by its 
outgoing president, was 
prevented from consider- 
ing a resolution instruct- 
ing its officers to keep in 
touch with developments 
in the investigation of 
rate-making bureaus by 
the anti-trust division of 
the Department of Justice, 
to advise the regional 
boards of those develop- 
ments, and to recommend 
to the boards action to be 
taken by them on the sub- 
ject. 


The reloution, pre- 
sented from the floor by 
A. G. T. Moore, traffic 
manager, Southern Pine 
Association, New Orleans, 
La., said the investigation 
was directed against practices of thirty years’ standing and 
that it would not be “in the interest of shippers’ to disband the 
rate bureaus or to abolish their “established procedures.” Presi- 
dent A. W. Vogtle ruled that, since a resolution on the subject 
had been considered by the association’s board of directors the 
day before, and later withdrawn, it was out of order to bring 
the subject before before the open meeting. He adhered to his 
ruling, despite the fact that Mr. Moore pointed out that the 
resolution he offered differed from that considered by the board 
of directors in that it required no action by the association but 
merely instructed its officers to “watch and advise.” 

An inquiry made by Mr. Vogtle after the meeting met 
with response that he was too pressed for time to explain 
the board’s action. George Shafer, general traffic manager, 
Weyerhaeuser Timber Company, St. Paul, Minn., the new 
president of the association, however, said that the action was 
based on a reluctance to put the association in the position 
of approving the workings of the rate bureaus when pro- 
ceedings were under way that might result in a court declara- 
tion that some of their methods were unlawful. He said the 
feeling of the board was that it would be more proper for 
it to wait until the investigation had been completed and then 
press for legislation legalizing such bureau procedures as might 
be found illegal. From other sources it was learned that there 
had been expressions at the board meeting indicating that at 
least some of its members thought certain of the bureaus’ 
methods and actions needed “airing” and that it might be 
well to have the investigation proceed in order to disclose, 
for instance, just what, if any, were the relations by agree- 
ment between some of the rail bureaus, on the one hand, and 

some of the truck bureaus, on the other. 


Other Resolutions 


Resolutions presented by the resolution committee, C. J. 
Goodyear, traffic manager, Philadelphia and Reading Coal and 
Iron Company, chairman, were all adopted. They included one 
disapproving the railroads’ revision of classification Rule 30, 
on free dunnage in box cars, as inadequate, and reassorting 
the position of the association in favor of a 500-pound allow- 
ance without reference to excesses over carloading minimums; 
one of commendation to the vigilance committees of the 
regional boards for the work they had done in increasing 
weights of carloads and decreasing loading and unloading 
time; one reiterating the previously stated position of the asso- 
ciation in favor of complete abolition of land grant rates and 
approving H. R. 6156 in the form in which it was originally 
introduced in Congress; one disapproving S. R. 147, Senator 
Reed’s bill for increasing penalty demurrage, and advocating 
the retention of authority over such matters by the Commis- 
sion, and one urging the secretaries of War and the Navy 
to award the “E” flag to the American railroads for the effi- 
cient way in which they have performed their war job. 

There was also a resolution expressing ‘confidence, based 
on past and present performance, in the ability of the Amer- 
ican railroads, under private management, to perform any 
transportation task which the necessities of war may impose 
upon them.” It pledged continued and intensified coopera- 
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tion on the part of shippers and recommended that the 
W. P. B. reconsider “the requirements of the railroad’s for 
new motive power and freight carrying equipment, and for 
materials necessary to the maintenance of present equipment, 
much of which is in need of repair, in order that the expected 
increase in traffic movement may be accommodated and no 
shortage of transportation for war necessities may ensue be- 
cause of a failure to provide ample facilities.” The resolution 
was adopted. 

A resolution commending “the action of the President of 
the United States” in postponing the “unnecessary” St. Law- 
rence project “for the duration of the war,” was also adopted, 
after a motion to table had been defeated. Mr. Moore made 
that motion, asserting that the President might consider as 
facetious an expression of commendation for the postponement 
of a project as to which the association was on record in 
complete opposition. 


Dunnage Allowance 


While Charles Donley, president, Charles Donley Shipping 
Agency, Pittsburgh, was presenting his report as chairman of 
the committee on dunnage in closed cars, there were bursts of 
laughter, but most of it sounded bitter. The amended Rule 30 
put in by the railroads, he said, was designed to return in 
revenue to the railroads many times more than what they con- 
sidered the concession granted. It provided, for instance, he 
pointed out, for an allowance for 500 pounds of dunnage when 
a box car was loaded 50 per cent above the minimum. Thus, 
he added, on a normal minimum loading of 50,000 pounds at 
25 cents a hundred, the railroads would collect $125. If the 
loading were increased to 75,000 pounds, the revenue would 
increase $62.50 and the shipper would be allowed the “munifi- 
— concession” of $1.25 as the rate on 500 pounds of dunnage 
used. 

“For thirty years we have asked the railroads for some 
protection in this matter,” he exclaimed, “but they have 
merely given us the fleas from their vest.” 

W. H. Day, manager, transportation department, Boston 
Chamber of Commerce, said the new Rule 30 actually took 
away from the shipper more than it gave, because it made the 
allowance contingent on a single lading in one car from one 
shipper to one receiver, thus annulling certain existing dunnage 
privileges on cars loaded for two or more destinations. L. F. 
Orr, general traffic manager, Pet Milk Company, St. Louis, 
Mo., said the “concession” of the railroads was “an insult 
to intelligent traffic men.” The matter was brought to a head 
by the adoption of the resolution, previously mentioned, in- 
structing the committee to continue working for the 500-pound 
allowance, without restriction. 

A. H. Schwietert, director of traffic, Chicago Association 
of Commerce, reported on the activities of car vigilance com- 
mittees. He said there were 410 such committees actually at 
work in 518 communities and that their effectiveness was 
shown by the fact that, of 813.663 cars in July this year for 
which records had been kept, 70.21 per cent had been released 
by shippers and receivers within 24 hours after receipt; 20.77 
per cent within 48 hours, and only 9.02 per cent had been held 
over 48 hours. He also described the work of the committees 
in obtaining heavier loading of cars in persuading receivers 
to clean debris from cars, and in reducing car weighing and 
reweighing operations. W. C. Kendall, chairman, car service 
division, Association of American Railroads, and Mr. Day 
also spoke on the subject. The report was accepted. 


New Officers 


J. E. Bryan, traffic manager, Wisconsin Paper and Pulp 
Manufacturers’ Traffic Association, Chicago, reported as chair- 
man of the committee on nominations, placing in nomination 
Mr. Shafer for the presidency of the association, Mr. Day 
for the first vice-presidency; Carl Giessow, traffic director, 
St. Louis Chamber of Commerce, for the second vice-presi- 
dency, and Mr. Goodyear for the secretaryship. All were 
unanimously elected. 

A. B. Barber, manager, transportation and communica- 
tions department, Chamber of Commerce of the United States, 
spoke on “Conservation of Transportation.” He said carrier- 
shipper cooperation in the conservation of transportation had 
already established a record in efficiency far beyond that 
of the first World War. In 1942, he said, United States traffic 
would total 625,000.000,000 ton miles, or an index of 139 
based on 1929 as 100, as compared with 409,000,000,000 ton 
miles in 1918, or an index of 91. Present indications were 
that the total ton miles for 1943 would reach 690,000,000,000, 
or an index of 153, he said. 


Perfect Shipping Month 


Mr. Shafer, reporting as chairman of the committee on 
loss and damage prevention, spoke of the accomplishments of 
Perfect Shipping Month in April, 1942. He said there were 
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added reasons for observing a Perfect Shipping Month in 
1943, among them being the fact that freight claims were on 
the increase; that the necessity for conservation of transporta- 
tion made it imperative that the double shipping of goods re. 
quired by lost and damaged freight be avoided; that shortages 
of critical material made it doubly important to avoid al] 
waste, and that the increased traffic burden on the railroads 
tended to increase the rough handling of cars of freight. The 
association’s board had unanimously decided, the day preyj- 


ous, to observe Perfect Shipping Month in April, 1943, he 
said. 


Johnson Speaks 


Commissioner Johnson, in an extemporaneous address, 
said that he had seen, in the last year, miracles as marvelous 
as those performed “thousand of years ago.” He enumerated 
them as the miracle of the railroads doing a job generally con- 
sidered beyond their capacity; the miracle of shipper-rail- 
road friendship; the greater miracle of the friendship of the 
government with its people, and the greatest miracle of the 
friendship of one government agency with another. By the last, 
he said, he meant the cordial and cooperative relations between 
the O. D. T. and the Commission. He said he hoped the rail- 
roads could persuade the W. P. B. to give them materials for 
the locomotives and cars they needed, but that he did not 
doubt but that they would be able to do the 1943 transporta- 
tion job even if they didn’t get those materials. He said he 
did not believe the American railroads had yet reached their 
physical limits to perform transportation and that failure to 
use their facilities to their utmost capacity was “nothing less 
than treason.” 


W. B. Shepherd, assistant general traffic manager, Alu- 
minum Company of America, Pittsburgh, made a report on the 
activities of the regional boards in the last year. He said there 
had been an increase in the interest of the boards, shown by 
an increase of attendance of 42 per cent in attendance at meet- 
ings in 1942 over 1941, and an increase of 1,521 in the total 
membership of eight of them for which he had membership 
reports. He spoke of the fact that Mr. Eastman, then chair- 
man of the Commission. had urged the regional boards, at the 
1941 annual meeting of their national association, to include 
other types of transportation than the railroads in their activi- 
ties. Each of the 13 boards had established truck and water- 
way committees since then, he said, but few of them had been 
active because they had not as yet solved the problem of inte- 
grating truck and water transportation with their existing 
activities. 

No O. D. T. Order on Passes 


In an interview with newspaper reporters before his 
address to the meeting, Director Eastman said he thought 
that an “aroused public opinion’? would operate. still further 
to reduce railroad travel for pleasure. In May of this year, 
40 per cent of that travel was merely for pleasure, he said. 
but he was confident it had been reduced materially since that 
time. In reply to a question, he said he did not consider 
vacation travel for health and recreation as “merely for 
pleasure.” He contemplated no further action with reference 
to passenger train schedules beyond the freezing order re- 
cently issued. He said he considered the “next move” in 
that regard to be up to the railroads. Asked whether he was 
contemplating an order restricting free passenger transporta- 
tion, he returned a direct “no.” 


As to freight transportation, he said he “hoped there 
would be no need for priorities.” He explained that, if such a 
course became necessary, however, it would be up to the 
W. P. B. to issue the priorities—that is, to specify what freight 
should have first call on the available transportation facilities. 


W. P. B. ADVISORY COMMITTEES 


The War Production Board’s division of industry advisory 
committees has announced appointment of an advisory com- 
mittee for the nailed wooden box industry, with Eldo F. 
Tomiska, chief of the fibre, wood and fabric section of the 
W. P. B. containers branch as the government presiding officer. 
The committee members are: 

A. M. Batchelder, Wm. P. Proctor Co., North Chelsford, 
Mass.; Grant Dixon, Western Pine Manufacturing Co., Ltd. 
Spokane, Wash.; Henry D. Dreyer, Jr., H. D. Dreyer & Co., 
Inc., Baltimore, Md.; Carl W. Nornibrook, Klamath Falls. 
Ore.; E. W. Jordan, Greensville Manufacturing Co., Emporia, 
Va.: F. J. Hist, Seattle Box Co., Seattle, Wash.; A. M. Riley, 
Riley & Downer, Inc., Orange, N. J.: J. W. Rodgers. Lassen 
Lumber & Box Co., San Francisco, Calif.; Maurice H. Trip. 
Temple Manufacturing Co., Dallas, Tex.; Nathan Tufts, The 
New England Box Co., Greenfield, Mass., and J. H. Webb, 
Rochester Box & Lumber Co., Rochester, N. Y. 
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October 24, 1942 


Revenue Freight Loading 


Loading of revenue freight the week ended October 17 
totaled 900,767 cars, according to the Association of American 
Railroads. This was a decrease below the corresponding week 
in 1941, of 22,117 cars or 2.4 per cent, but an increase above the 
same week in 1940, of 86,858 cars or 10.7 per cent. 

Loading the week ended October 17 decreased 9,190 cars 
or one per cent below the preceding week. 

All districts reported increased compared with the corre- 
sponding week in 1941, except the Eastern, Allegheny, Poca- 
hontas, and Southern and all districts reported increases com- 
pared with the corresponding week of 1940. 
wesk Gf October FF ......60i00<00000 900,767 


922,884 813,909 


34,012,406 29,021,859 


Revenue freight loading by districts the week ended Octo- 
ber 17 and for the corresponding period last year was reported 
as follows: 


Eastern district: Grain and grain products, 8,319 and 6,697; live 
stock, 1,307 and 1,192; coal, 30,320 and 34,507; coke, 3,841 and 3,643; 
forest products, 2,229 and 2,210; ore, 6,881 and 6,547; merchandise, 
L. C. L., 25,961 and 43,174; miscellaneous, 83,734 and 87,651; total, 
1942, 162,592; 1941, 185,621; 1940, 161,564. 

Allegheny district: Grain and grain products, 5,243 and 4,344; 
live stock, 1,316 and 1,042; coal, 41,216 and 44,133; coke, 6,502 and 
6,210; forest products, 1,388 and 1,232; ore, 14,670 and 13,978; mer- 
chandise, L. C. L., 22,029 and 31,261; miscellaneous, 91,113 and 93,886; 
total, 1942, 183,477; 1941, 196,086; 1940, 165,627. 

Pocahontas district: Grain and grain products, 362 and 295; live 
stock, 244 and 349; coal, 41,356 and 43,528; coke, 834 and 652; forest 
products, 692 and 823; ore, 583 and 529; merchandise, L. C. L., 2,851 
and 5,242; miscellaneous, 7,802 and 7,945; total, 1942, 54,724; 1941, 
59,363; 1940, 46,416. 

Southern district: Grain and grain products, 3,952 and 2,344; 
live stock, 1,446 and 1,054; coal, 24,763 and 22,503; coke, 557 and 
535; forest products, 16,154 and 16,166; ore, 1,707 and 1,612; mer- 
chandise, L. C. L., 14,413 and 26,203; miscellaneous, 63,077 and 59,024; 
total, 1942, 126,069; 1941, 129,441; 1940, 112,073. 

Northwestern district: Grain and grain products, 15,309 and 
11,892; live stock, 6,202 and 5,972; coal, 8,112 and 6,856; coke, 2,085 
and 1,677; forest products, 12,597 and 11,901; ore, 46,459 and 40,466; 
merchandise, L. C. L., 8,328 and 18,576; miscellaneous, 49,353 and 
48,900; total, 1942, 148,445; 1941, 146,240; 1940, 139,565. 

Central Western district: Grain and grain products, 12,484 and 
8,366; live stock, 11,328 and 11,138; coal, 12,982 and 11,025; coke, 
244 and 202; forest products, 9,983 and 8,975; ore, 5,179 and 5,043; 
merchandise, L. C. L., 12,171 and 24,691; miscellaneous, 81,112 and 
75,039; total, 1942, 145,483; 1941, 144,479; 1940, 131,288. 

Southwestern district: Grain and grain products, 4,792 and 3,626; 
live stock, 2,634 and 2,058; coal, 5,464 and 5,065; coke, 138 and 119; 
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forest products, 5,427 and 5,010; ore, 328 and 633; merchandise, L. 
C. L., 5,209 and 10,138; miscellaneous, 55,985 and 35,005; total, 1942, 
79,977; 1941, 61,654; 1940, 57,376. 


Loading of revenue freight the week ended October 10 
totaled 909,957 cars, according to the Association of American 
Railroads (see Traffic World, Oct. 17). This was an increase 
above the corresponding week in 1941, of 6,080 cars, or seven- 
tenths of one per cent, and an increase above the same week in 
1940, of 98,051 cars or 12.1 per cent. 


Loading the week ended October 10 increased 2,350 cars 
or three-tenths of one per cent above the preceding week. 

All districts reported increases compared with the corre- 
sponding week in 1941, except the Eastern, Allegheny, Poca- 
hontas, and Southern and all districts reported increases com- 
pared with the corresponding week of 1940. 


1942 1941 1940 

S weeks Of JARUATY ...ciccccccccses 3,858,273 3,454,409 3,215,565 
@ WEEKS OF FODTUAEY 6.o.occccccccccccs 3,122,773 2,866,565 2,465,685 
ee ee rere 3,171,439 3,066,011 2,489,280 
SS er ee 3,351,038 2,793,630 2,495,212 
rr 4,170,713 4,160,060 3,351,840 
a ge | rr rarer 3,385,769 3,510,057 2,896,953 
MD WR AEE NU ion wen ceccdscceeesss 3,321,568 3,413,435 2,822,450 
SD WUE PE inc ccc dccceucda 4,350,948 4,463,372 3,717,933 
4 weeks of September .............. 3,503,658 3,540,210 3,135,122 
ee eg eee ei 907,607 917,896 806,004 
a a de | | 909,957 903,877 811,906 

EMMEE® 2. cance cauudeswnnsesweiice 34,053,743 33,089,522 28,207,950 


Revenue freight loading by districts the week ended Oc- 
tober 10 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 7,738 and 6,419; live 
stock, 1,279 and 1,155; coal, 32,157 and 35,838; coke, 3,908 and 3,633; 
forest products, 2,184 and 2,025; ore, 6,402 and 6,114; merchandise, L. 
C. L., 26,585 and 44,083; miscellaneous, 83,100 and 85,486; total, 1942, 
163,353; 1941, 184,753; 1940, 162,245. 

Allegheny district: Grain and grain products, 4,960 and 4,027; live 
stock, 1,287 and 1,065; coal, 42,395 and 46,500; coke, 6,454 and 5,906; 
forest products, 1,405 and 1,303; ore, 16,306 and 11,492; merchandise, 
L. C. L., 22,332 and 31,452; miscellaneous, 92,181 and 91,042; total, 
1942, 187,320; 1941, 192,787; 1940, 166,267. 

Pocahontas district: Grain and grain products, 328 and 276; live 
stock, 362 and 377; coal, 40,937 and 44,183; coke, 903 and 622; forest 
products, 886 and 821; ore, 283 and 443; merchandise, L. C. L., 3,025; 
and 5,355; miscellaneous, 8,292 and 8,163; total, 1942, 55,016; 1941, 60,240; 
1940, 47,157. 

Southern district: Grain and grain products, 3,627 and 1,975; live 
stock, 1,383 and 1,056; coal, 24,209 and 22,338; coke, 586 and 518; forest 
products, 16,149 and 15,308; ore, 1,961 and 1,594; merchandise, L. C. L., 





Revenue Freight Car Loading—Week Ended Saturday, Oct. 17 


Grain and Live 





Forest Mdse. 
Grain Prod. Stock Coal Coke Products Ore L.C.L. Miscellaneous Total 
1942 50,461 24,477 164,213 14,201 48,470 75,807 90,962 432,176 900,767 
Total all. roaGs Oct. FF ..0.0.00600%% {388 37,564 22,805 167,617 13,038 46,317 68,808 159,285 407,450 922,884 
1940 36,742 22,359 120,689 11,699 41,412 69,728 158,789 352,491 813,909 
Preceding week October 10........ 1942 50,997 22,510 167,109 14,479 49,541 78,855 92,759 433,707 909,957 
Per cent increase Over..........00- 1941 34.3 1.3 8.9 4.6 10.2 6.1 
Per cent decrease under........... 1941 2.0 42.9 2.4 
Per cent increase Over..........005 1940 37.3 9.5 36.1 21.4 17.0 8.7 22.6 10.7 
Per cent decrease under........... 1940 42.7 
1942 1,741,109 554,510 6,762,723 588,943 2,041,295 2,576,228 4,704,302 15,985,400 34,954,510 
Cumulative 42 weeks to Oct. 17. { 1941 1,638,817 495,205 6,061,470 545,867 1,773,745 2,259,719 6,531,381 14,706,202 34,012,406 
{1940 1,509,317 526,921 5,428,356 425,553 1,421,861 1,816,301 6,192,377 11,701,173 29,021,859 
Per cent increase Over........-..0. 1941 6.2 12.0 11.6 7.9 15.1 14.0 8.7 2.8 
Per cent decrease under........... 1941 28.0 
Per cent increase over...........-- 1940 15.4 5.2 24.6 38.4 43.6 41.8 36.6 20.4 
Per cent decrease under........... 1940 24.0 
Per cent to 15 year average, 106.1. 
Revenue Freight Car Loading—Week Ended Saturday, Oct. 10 
Grain and Live Forest Mdse. 
Grain Prod. Stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
{ 1942 50,997 22,510 167,109 14,479 49,541 78,855 92,759 433,707 909,957 
Total all roads Oct. 10.......... 1941 36,553 20,226 171,699 13,154 44,832 64,096 160,718 392,599 903,877 
1940 37,274 21,709 120,310 11,581 41,097 10,362 160,661 348,912 811,906 
Preceding week October 3........ 1942 50,557 21,453 169,075 14,272 49,537 78,857 91,842 432,014 907,607 
Per cent increase over........-.-++ 1941 39.5 11.3 10.1 10.5 23.0 10.5 ot 
Per cent decrease under........... 1941 2.7 42.3 
Per cent increase over............ 1940 36.8 3.7 38.9 25.0 20.5 12.1 24.3 12.1 
Per cent decrease under........... 1940 42.3 
1942 1,690,648 530,033 6,598,510 574,742 1,992,825 2,500,421 4,613,340 15,553,224 34,053,743 
Cumulative 41 weeks to Oct. 10. J 1941 1,601,253 472,400 5,893,853 532,829 1,727,428 2,190,911 6,372,096 14,298,752 33,089,522 
1940 1,472,575 504,562 5,307,667 413,854 1,380,449 1,746,573 6,033,588 11,348,682 28,207,950 
Per cent increase over............- 1941 5.6 12.2 12.0 7.9 15.4 14.1 8.8 2.9 
Per cent decrease under........... 1941 27.6 
Per cent increase over............- 1940 14.8 5.0 24.3 38.9 44.4 43.2 37.0 20.7 
Per cent decrease under........... 1940 23.5 
—— 


Per cent to 15 year average, 106.5. 








Overloading “breaks the backs” of truck 
Hires just like Hitler breaks the bocks of 
conquered nations. 


50% overionding cuts tire life MORE THAN HALF. 
WATCH YOUR LOAD. 
“follew maximum payload schedule tor 
YOUR truck. 


“ Bistribute foad on truck body so thet the 


tires on each axle carry their proper share. 


Underinfation rebs America of cubber the same 
at Hirobite robbed us of aur crude rubber supply. 


3O® underinflation robs 0 tire of MORE THAN 
HALE its fits. . 
WATCH YOUR AIR PRESSURE, 


Follow inflation schedule for YOUR truck — 
EXACTLY. 


Check the oir pressure in EVERY TIRE-EVERY DAY. 


peore met. A. PO ORI, TING A MMOBE ©00.5 NOME, O80 


High speed is just os treacherous to 
ica’s war mileage os was Bonito's 
stab in the back to France. 
This chart shows why the Baruch Cammitiee 
recommended 25 mph. speed. Note 
that 50 mph. cuts TIRE MILEAGE IN HALF. 
WATCH YOUR SPEEDOMETER 
Observe legal speed regulations af sii 
tienes. Rerworber, it's not 
bests of poneery nel ae ne 
Avoid bumps that pound the life out of tires. 


Truck Operators and Government Officials Agree: 
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SAVING PLAN DEVELOPED 


AVAILABLE FREE FROM GENERAL TIRE DEALERS 


Announced in September . . . directed straight at the 
job of educating truck drivers and maintenance men 
on the importance of tire conservation . . . General's 
“How to Whip the 4 Saboteurs of Trucking” program 

.. met with immediate, enthusiastic response from 
hundreds of operators and government officials. 


Typical Comments from ODT and 
OPA Officials: 


“Your plan will undoubtedly reap untold benefits in tire 
conservation. Your local dealer has volunteered to supply as 
many of these attractive folders as becomes necessary in our 
state-wide conservation meetings. They will be distributed in 
a manner in which we feel will do the most good.” 

* * * 
“Allow me to congratulate you on your folder “4 Saboteurs 
of Trucking.” It is very interesting, easy to read and should do 
much to help tire conservation. We understand some of the 
details of your dealer set-up and realize that your people 
are in a splendid position to help.” 

* * * 
“I appreciate the nation-wide effort which your company 
is putting forth. You may be interested to know that we 
have sought for and received helpful and well qualified 
advice and cooperation from an outstanding member of 
your dealer organization.” 

* * * 

“We have 69 Rationing Boards in this State . . . and we 
would like to-supply each Board with 10 of these folders.” 
* * * 

“We would appreciate . . . sufficient sets to supply our eight 

State Officers that operate under this Region.” 

* * * 
‘The cooperation we have received from your dealer 
Organizations throughout the State has been very beneficial 
IM conserving essential smooth tire carcasses .. .” 


“We believe this is splendid material. If you can deliver 250 
of these folders we will see that they are distributed to each 
board in the State.” 
* * 

These are only a few excerpts from many similar letters. 
Without question, this program is sound and can help you 
avoid tire abuse. It was developed by General Tire solely in 
the interest of conservation ... is absolutely free . . . and 
there are no strings attached. See your General Tire Dealer 
for whatever supply you need, or write, 


THE GENERAL TIRE & RUBBER CO. + Akron, Ohio 
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14,599 and 26,381; miscellaneous, 64,247 and 58,092; total, 1942, 126,761; 
1941, 127,262; 1940, 111,432. 

Northwestern district: Grain and grain products, 18,294 and 11,794; 
live stock, 5,413 and 5,719; coal, 8,963 and 6,988; coke, 2,194 and 2,110; 
forest products, 13,215 and 11,355; ore, 48,281 and 38,802; merchandise, 
L. C. L., 8,480 and 18,527; miscellaneous, 48,637 and 45,794; total, 1942, 
153,477; 1941, 141,089; 1940, 142,210. 

Central Western district: Grain and grain products, 11,480 and 8,596; 
live stock, 10,159 and 8,962; coal, 12,925 and 10,749; coke, 276 and 254; 
forest products, 10,348 and 8,882; ore, 5,311 and 5,135; merchandise, 
L. C. L., 12,523 and 24,835; miscellaneous, 82,179 and 69,787; total, 
1942, 145,201; 1941, 137,200; 1940, 125,862. 

Southwestern district: Grain and grain products, 4,570 and 3,466; 
live stock, 2,627 and 1,892; coal, 5,523 and 5,103; coke, 158 and 111; 
forest products, 5,354 and 5,138, ore, 311 and 516; merchandise, L. C. L., 
5,215 and 10,085; miscellaneous, 55,071 and 34,235; total, 1942, 78,829; 
1941, 60,546; 1940, 56,733 


L. C. L. Freight Leadings 


“With the August loadings of less-than-carload freight on 
the nation’s major railroads passing 9.6 tons per car, the car- 
riers edged nearer the ten-ton load minimum established on 
September 1 by general order O. D. T. No. 1,” said the O. D. T. 

“The 115 Class I roads reporting under the order’s provi- 
sions, showed an increase of 265,680,000 pounds of merchandise 
freight handled in August as compared to July. This increase 
required a total of 398,792 cars, or 9,300 cars more than were 
used in July. The August loading increased, however, to an 
average of 19,206 pounds per car as compared with July’s 18,983 
pounds. A year ago, 1]. c. 1 loadings averaged about five tons 
per car. 

“General order No. 1, designed to reduce the number of 
cars used in 1. c. ]. freight, and make these cars available for 
other tonnage, became effective May 1, with a six-ton load 
minimum which was stepped up to eight tons July 1, and to ten 
tons on September 1. 

“The short line railroads and switching and terminal com- 
panies showed an increase of 601,000 pounds of 1. c. 1. freight 
handled as compared with July, but used 62 cars less than in 
July with an increase in the average load per car from 15,253 
pounds in July, to 15,411 pounds in August. 

“Twenty-six Class I and short line carriers reported hav- 
ing reached a minimum of 20,000 pounds per car or more 
during August. In July 24 Class I roads and 23 short lines had 
reached this figure. 

“Sixteen freight forwarding companies reported an _in- 
crease of 8,722,000 pounds of merchandise handled in August as 
compared with July. The forwarders used 10,749 for this ton- 
nage, or 218 more cars than July loadings required, and in- 
creased the load per car from the July average of 36,874 pounds 
to 36,938 pounds in August.” 


Multiple Loading and Dunnage 


The Commission announced October 22 that it had author- 
ized all railroads, parties to Consolidated Classification, to pub- 
lish therein, on one day’s notice, with limitations, Rule 33, 
authorizing multiple loading of carload shipments in a single 
car. 

At the same time it announced that it had authorized all 
carriers, parties to the Consolidated Classification, to amend, 
on one day’s notice, Rule 30 of the classification to provide dam- 
age allowance in connection with the multiple loading of cars. 
Rule 33 authorizing multiple loading in a single car is to expire 
six months after the termination of the present war, unless 
sooner canceled, changed, or extended. The rule follows: 


(a) Except as otherwise provided in this rule, more than one but 
not more than three carload shipments, each of which equals or ex- 
ceeds tariff carload minimum weight, from one, two or three consignors, 
to one, two or three consignees, may be handled ina single car from 
one, two or three points of origin in the United States to one, two 
or three destinations in the United States, provided, each origin other 
than the first and each destination other than the final destination is 
intermediate between the first point of origin and the final destination 
over the route of movement from the first point of origin to the final 
destination. Each such shipment will be considered and treated for 
the purpose of applying rates and charges and rendering transporta- 
tion services as if it were shipped in a separate car. The minimum 
weight applicable to each such shipment will be that applicable for 
a car 40 feet 7 inches in length. 

(b) Carrier will not check, tally or assist in loading or unloading 
except where tariff of carrier at point of origin or destination, as the 
case may be, provides for loading or unloading of carload freight 
by carrier. 

(c) No diversion or change of destination or reconsigning in 
transit will be allowed with respect to multiple loaded services pro- 
vided for herein, except where, under published rules, it may be in 
the same direction and over the same route as the initial shipment 
after previous shipments have been unloaded. 


TRAFFIC WORLD 


(d) Nothing in this rule shall be construed as limiting or restricting 
the multiple loading services authorized and provided for in rail cary. 
rier tariffs, or as affecting the charges provided in such tariffs to be 
assessed for such services. 

Exceptions: The multiple loading services provided for in this 
rule will not apply in connection with shipments of: 

(1) freight of such a nature as to contaminate or damage other 
freight in the car; 

(2) freight loaded or unloaded at an intermediate prepay or non- 
agency station; 

(3) bulk freight (see note); 

Note: For the purpose of this rule, bulk freight is defined as any 
carload freight consisting of any non-liquid, non-gaseous commodity 


shipped loose or in mass and which in the loading or unloading thereof 
is ordinarily shoveled, scooped, forked, or mechanically conveyed or 
which is not in containers or in units of such size to permit piece by 


piece loading or unloading. 

(4) freight consigned to order, or to order notify, or otherwise so 
consigned as to require surrender of a bill of lading, written order, 
or any other document in advance of delivery; 

(5) freight moving without recourse on the consignor or under in- 
structions against its delivery without collection of freight and other 
lawful charges as provided in the uniform bill of lading. 


(6) freight stopped in transit to complete loading or for partial 
unloading. 


Flood Routing Order 


Because of flood conditions in Maryland and West Vir- 
ginia on the line of the Baltimore and Ohio Railroad between 
and including Cumberland and Brunswick, Md., the Commis- 
sion, by division 3, issued service order No. 90 authorizing 
and directing the B. & O., from and after October 16 and 
until its further order, to forward loaded and empty freight 
cars, routed via its line between Cumberland and Bruns- 
wick, “and which cannot be currently accepted for move- 
ment by said railroad, by routes most available to expedite 
their movement and prevent congestion, without regard to 
the routing thereof made by shippers or by carriers from which 
the traffic is received, or to the ownership of the cars.” 

The Commission said it appeared by reason of the flood 
conditions that the B. & O. was or might be unable to trans- 
port the traffic offered to it by its railroad connections so as 
properly to serve the public, and that an emergency existed 
which, in its opinion, required immediate action. All rules, 
regulations, and practices of carriers with respect to car 
service were suspended and superseded in so far only as they 
conflicted with the provisions of the order. In part, the order 
said: 


That inasmuch as such disregard of routing is deemed be due to 
carrier’s disability, the rates applicable to traffic so forwarded by 
routes other than those designated by shippers, or by carriers from 
which the traffic is received, shall be the rates which were applicable 
at date of shipment over the routes so designated. 

That inasmuch as the necessity for such disregard of routing arises 
from circumstances beyond control of carriers, car hire payments 
covering both railroad and privately owned cars shall be made on the 
basis of the handling of cars as originally routed. 

The Commission, in service order No. 90A, canceled Serv- 
ice Order No. 90. 


Motor Freight Loading 


Two hundred four for hire motor carriers operating in 
forty states reported to the American Trucking Associations, 
Inc., that they hauled 1,554,065 tons of freight in September— 
an increase of 4.3 per cent over August and of 7 per cent over 
September, 1941. . 


CAR SURPLUS REPORT 
U. S. railroads reported an average daily surplus of 35,277 
freight cars for the week ended October 10, according to the 
car service division of the Association of American Railroads. 
It was made up as follows: Plain box, 17,017; auto box, 3,964; 
total box, 20,981; flat, 1,168; gondola, 1,993; hopper, 3,957; 
total coal, 5,950; and miscellaneous, 7,178. 


FREIGHT COMMODITY STATISTICS 


For the second quarter this year as compared with the 
same quarter last year the number of tons of revenue freight 
originated by Class I steam railways increased 24.1 per cent 
and freight revenues increased 39.1 per cent, according to 4 
compilation by the Commission’s Bureau of Transport Eco- 
nomics and Statistics of freight commodity statistics, statement 
Q-500. Tons originated rose from 292,558,240 to 362,928,366 
while freight revenues jumped from $1,093,363,189 to $1,520,- 
499,799. Increases were shown in all the groups of commodi- 
ties as to tons originated, except less-carload freight which 
decreased 4.3 per cent. 
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Tariff Carload Minima Out 


So as to permit the unfettered operation of O. D. T. gen- 
eral order No. 18, the one under which Director Eastman seeks 
the maximum use of carloading space and motive power, the 
railroads are expected soon to file a tariff or tariffs suspend- 
ing the operation of Rule 15 of the Classification. The general 
effect of such a suspension would be to make the carload 
minima useless. 

Rule 15 forbids higher charges on less-carload shipments 
than on carloads. In other words if the load is less than the 
carload minimum but the charges, at the less-carload rate, 
are higher, then the charges will be computed at the carload 
rate. 

General order No. 18 says no rail carrier shall accept for 
transportation at point of origin, or forward therefrom, any 
carload freight in any freight car unless such freight is loaded 
with one of the requirements under that order. The require- 
ment that is regarded as the controlling one is that the car 
be loaded with a quantity of freight which equals or exceeds 
the marked capacity (not “load limit’) in pounds which is 
stenciled on the car or is shown under the heading “canacity” 
in the Official Railway Equipment Register. Another criterion 
is that a closed car must not be loaded with bulk freight to 
an elevation not lower than 18 inches from the roof of the 
car measured at its side walls, or, if the interior walls of such 
car are partially sheathed or lined, to the utmost elevation 
practicable without overrunning the sheathing or lining. 

Under railroad tariffs a shipper having 40,000 pounds to 
offer would have a carload. But not under general order No. 
18. Under the O. D. T. loading order he could tender that as 
a less-carload at the less-carload rate. But under classifica- 
tion Rule 15 he could demand that the charges be computed 
at the carload rate and collect overcharges; that is, if the 
railroad disregarded the prohibition and moved the car as a 
carload. But, under another O. D. T. rule, the railroad would 
have to move it as a less-carload. Thereby, it is figured the 
intent of general order No. 18 would be defeated, hence the 
expectation that the railroads will file the tariff or tariffs 
necessary to accomplish the desire of Director Eastman. 


U. 8S. Seeks Warehouse Space 


Warehousemen of the nation were told October 23 by 
Samuel G. Spear, of the Office of Defense Transportation, that 
they “may be asked to lease portions or possibly entire build- 
ings to the government for the duration.” 

Speaking at a convention of the Missouri State Warehouse- 
men’s Association in Kansas City, Mo., Mr. Spear, assistant 
director of O. D. T.’s storage division, in charge of merchandise 
9 eg predicted significant changes in the warehousing 
Industry. 


“Nobody knows,” he said, “how much, and when, the 
stopping of production of civilian goods will empty your ware- 
house space. Government-owned goods will no doubt seek 
the space made vacant by the lessening of civilian goods. There 
may be some specialized equipment and technical materials 
— are not suitable for handling by public warehouse per- 
sonnel.” 

In these cases, said he, the government might be forced to 
lease large blocks of storage space from warehousemen. 

Discussing the part warehousemen had in the war effort. 
Mr. Spear said that storage facilities “have the same place 
in the flow of transportation that the reservoir has in the flow 
of water from the mountains to the sea.” Warehousing, he 
declared, “forms a control system holding back the goods so 
that they will not clog the terminals, but will be ready at con- 
venient places to be released to complete their journey.” 

Mr. Spear urged warehousemen who wanted to make their 
maximum contribution to the war effort to participate in the 
federal emergency warehousing program. The program, or- 
ganized by the O. D. T., calls for the formation of some 40 
— warehousing associations at central points over the coun- 
ry. 

War procurement agencies seeking storage space, fre- 
quently in greater blocks than any one or two warehouses are 
able to provide, contract with the association for the necessarv 
Space. If requirements exceed the aggregate facilities of all 
warehouses in a local association, additional space may be 
leased through the emergency program. 


_ Mr. Spear told the warehousemen that cooperation with 
this program would bring them more storage business, improve 
their relations with each other and give the government a quick 
and convenient contact when special needs occur. Most im- 
portant, he said, the program “provides a means of increasing 
Storage space by the leasing of vacant buildings which ware- 
housemen would not be justified in acquiring.” 
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Specifically, Mr. Spear said, “you are to furnish space for 
government goods when, as and if needed; to handle them 
expeditiously and safely; not to let the freight cars or the 
trucks be kept waiting an hour longer than absolutely neces- 
sary, and to load the cars and trucks to capacity so that there 
will be enough transportation to go around.” 

Reviewing problems confronting warehouse operators, Mr. 
Spear said that with price ceilings necessary to combat infla- 
tion, and costs rising the warehousemen would be called on to 
absorb cost increases. He urged them to expand their train- 
ing programs for labor forces and to employ more women in 
their plants. 

Mr. Spear warned the warehousemen against a false sense 
of security and asserted that these developments would effect 
great changes in the industry, adding: 


The tremendous increase in the production of food and war ma- 
terial; reduction of civilian production with much government control; 
the dislocation of points of consumption caused by army camps and 
embarkation port locations; the building of stockpiles of strategic ma- 
terials; cessation of intercoastal shipping and the marked decrease 
of coastwise shipping, and the frequent disturbance of overseas ship- 
ping plans caused by submarines, convoy systems and requisitioning 
of shipping by the army and navy. 


0. D. T. Speed Limit 


“Everything that rolls on rubber, military vehicles ex- 
cepted, October 15 went under the 35-mile-an-hour speed limit 
order of the Office of Defense Transportation,” said the O. D. T. 

The wartime restriction, ordered on September 26 by 
Director Eastman to conserve tires, went into effect for private 
passenger automobiles, taxicabs and delivery trucks on Octo- 
ber 1. The limitation became effective also for busses and 
trucks operating in scheduled regular route service, October 15. 

The 15-day “grace” period for the common carriers was 
provided to allow time for schedule revisions. 

Inter-city bus operators reported that schedule revisions 
had been accomplished largely on major routes, but that in 
view of the thousands of bus connections to be worked out 
over the country the “dove-tailing” of all schedules had not 
yet been completed. There might be some inconvenience to 
the public until connections are thoroughly adjusted, officials 
were advised. 

Meanwhile, Mr. Eastman announced that court records 
of several cases in Philadelphia in which motorists were fined 
for exceeding the 35-mile limit will be examined by a repre- 
sentative of the O. D. T. to determine whether further action 
in individual cases should be taken. 

Mr. Eastman’s statement in connection with the Phila- 
delphia cases follows: 


It has been brought to my attention that a number of motorists 
have been arrested in Philadelphia and fined in the Philadelphia courts 
for violation of the national speed limit of 35 miles an hour. 

An order was issued recently by my office limiting all rubber- 
tired vehicles in the United States to a speed of 35 miles an hour. This 
order was issued following consultation with Rubber Director William 
M. Jeffers and is in accordance with recommendation of the Baruch 
committee. 

At the request of this office, made through the Council of State 
Governments, governors of all 48 states promised to cooperate in en- 
forcement of the new wartime speed limit. One of the first governors 
to take executive action to enforce the 35 mile limit was Governor Ar- 
thur H. James, of Pennsylvania. 

These actions are all part of a sincere and determined effort, on the 
part of state and federal governments, to prevent a breakdown of trans- 
portation during the present war emergency. 

It may be that the fines imposed in Philadelphia for violations of 
the 35 mile speed limit represent sufficient individual penalties. How- 
ever, the time has come when everyone must understand that our stock- 
pile of rubber must not be wasted. 

Therefore, this office will examine the court records of those fined 
in Philadelphia for exceeding the 35 mile limit to determine whether 
representations will be made to the Office of Price Administration for 
further action under the gasoline rationing regulations. 


0. D. T. ON TRUCKING FARM PRODUCTS 


A plan for joint action by producers, carriers and proces- 
sors of farm products, in their respective areas, to conserve 
motor truck equipment in the movement of farm products 
from growing and producing areas to storage and processing 
plants and consumer markets has been worked out by the 
Office of Defense Transportation, according to an O. D. T. 
announcement. 

Noting that, in the marketing of agricultural commodities, 
farmers shipped their products in trucks owned by processine 
plant operators and for “for-hire” haulers as well as in their 
own trucks, Director Eastman recommended that industry 
transportation committees be set up, comprising representatives 
of processing plants, truck operators and producers of farm 
commodities or live stock, and that these committees assume 
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responsibility for the development of joint transportation 
plans in their areas. He outlined procedures for submission 
of such plans to the O. D. T. division of motor transport, 
saying that each plan should contain two parts, one dealing 
with the relocation of routes, the other with the proposed 
zoning of markets. 

About 1,500,000 motor trucks were now engaged in the 
a of farm commodities and livestock, the O. D. T. 
said. 


0. D. T. Motor Certificates 


The Office of Defense Transportation has urged commer- 
cial vehicle operators to make all inquiries concerning the cer- 
tificate of war necessity program in writing, as the result of 
long-distance telephone calls daily flooding its centra!' mail- 
ing office at Detroit, Mich. 

John L. Rogers, director of the O. D. T. motor transport 
division, declared that in addition to cluttering up “war im- 
portant” telephone lines, the deluge of calls was likely to im- 
pede the program of mailing out applications since the Detroit 
office was not set up to handle telephone inquiries. He said 
that questions about the mechanics of obtaining applications 
for certificates should be mailed to Detroit, but any problems 
dealing with the general operation of the program should be 
sent to Washington. 


Commercial vehicle operators who did not receive appli- 
cations in the general mailing, it was stated. should apply first 
to their district motor transport division office for form CWN-4 
and use that form in requesting application blanks. 


In a statement clarifying several points on which inquiries 
had been received, Mr. Rogers explained that organizations 
overating a fleet of passenger cars as well as trucks might ap- 
ply for certificates only for the trucks. Such passenger cars 
did not require certificates and none would be issued unless 
the physical construction of the vehicle was changed to adapt 
it for the primary purpose of carrying property. However, 
Mr. Rogers continued, firms that operated a rental service for 
trucks and passenger cars must obtain certificates for both 
types of vehicles. Applications for trucks and passenger cars 
must be filed separately. Mr. Rogers pointed out that while 
motorcycles used for transporting property, such as delivery 
cycles, were subject to general order O. D. T. 17. governing 
operations of private and contract carriers, they did not come 
under the certificate order. 


In answering questions concerning tire mileage, on appli- 
cation for Certificates of War Necessity, motor carriers should 
be careful to report only the mileage of recapped or retreaded 
tires that was run after the recapping or retreading, according 
to advice issued by the Office of Defense Transportation. The 
O. D. T. said that mileage of such tires set forth on the appli- 


cations should not include mileage prior to the recapping or 
retreading. 


Carriers who wish to photostat, or otherwise reproduce, 
-for the purpose of their own record, their applications for 
Certificates of War Necessity, may do so. the O.D.T. has an- 
nounced. Such reproduction should not be allowed to delay 
the return of the application. The certificate itself, however, 
mav not be photostated, as it is unlawful to reproduce or alter 
a Certificate of War Necessity, says the O.D.T. 

The total mileage each vehicle had run since January 1. 
1941, the amount of gasoline consumed since that time, and 
the total number of individual trips operated were the basic 
items of information reauired of taxicab owners in apvlying 
tn the Office of Defense Transportation for Certificates of War 
Necessity. it was announced October 15. 


After November 15, anyone who leases a commercial motor 
vehicle from another person “for a period of seven or more 
consecutive days” (a “lessee”’) must obtain a Certificate of 
War Necessity to operate the leased vehicle, the Office of 
Defense Transportation has announced. In its announcement, 
it said: 


A ten-day grace period will be allowed the lessee in which to ap- 
ply for his certificate. 

The phrase ‘‘leased for seven or more consecutive days’’ is con- 
strued by the O. D. T. to include also a combination of separate leases 
which may be made by a person to cover operations of seven or more 
consecutive days. 

A person who leases a commercial motor vehicle from another under 
separate leases with short breaks in the period between leases, will also 
be considered as operating under a lease arrangement of seven or more 
consecutive days. 

Certificates of War Necessity obtained by lessees for vehicles leased 
will govern the maximum mileage allowed the lessees in their operation 
but may not be used to obtain gasoline ration coupons from local 
boards. The owner. or lessor. of the vehicle also is required to have a 
certificate after November 15, which will enable the owner to obtain 
gasoline ration coupons or certificates. 
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These ration coupons or certificates should be furnished by the owner 
or lessor to the lessee ‘‘to the extent that the lessee furnishes gasoline,” 

Rresponsibility for seeing that lessees of vehicles of more than seven 
consecutive days’ duration obtain Certificates of War Necessity wil] 
rest with the lessor. The lessee and lessor are jointly responsible for 
the maintenance of tires and equipment and for seeing to it that the 
vehicle is submitted for the required periodic inspections. 

The owner's certificate must be kept on the leased vehicle at ali 


times and the lessee must keep the required vehicle records on this cer. 
tificate. 


After having stated that under terms of general order 
O. D. T. No. 21 all commercial motor vehicles must carry Cer- 
tificates of War Necessity, beginning November 15, Director 
Eastman said in a press conference, on October 22 that mailing 
of the application blanks had been completed, that the applica- 
tions were not being returned as promptly as had been hoped, 
and that many of the applications thus far returned were not 
properly filled out. 

“This presents a serious situation, and I want the operators 
to know and realize just how serious it is,” he said. “In 
order to issue certificates for all commercial motor vehicles 
in the country before November 15, a definite schedule must 
be maintained by my organization.” 

He explained that the operators had instructions to return 
their application blanks, properly filled out, within 10 days 
after receipt of the blanks, and that no operator would be 
denied a Certificate of War Necessity. No operator would 
be able to obtain gasoline, tires or spare parts for his vehicle 
on and after November 15, unless he could show the filling 
station operator his Certificate of War Necessity and present 
his gasoline rationing coupons issued by the Office of Price 
Administration, he said. 

Issuance of the certificates had just begun, he continued. 
He reported that the first Certificate of War Necessity had 
been a that day to William E. Humphries, of Washing- 
ton, D. C. 

Administration of the issuance of Certificates of War 
Necessity was in the hands of John L. Rogers, member of 
the Commission and director of the O. D. T. division of motor 
transport, Mr. Eastman said. Mr. Rogers attended the press 
conference. 


Asked what mechanism had been set up for revocation 
of the O. D. T. certificates in event of violations of O. D. T. 
motor conservation orders, Mr. Rogers said that no machinery 
of that sort had been set up as yet, but that it would be. To 
another question, he said that the O. D. T. certificates showed 
mileage as well as gallons of gasoline that each operator 
would be allowed. Mr. Eastman said that the O. P. A. had 
found that it could not leave the rationing of gasoline for 
commercial vehicles to its local boards and that it had “very 
properly” demanded that the O. D. T. determine what each 
operator should have. 


The O. D. T. motor certificate program covered about 
5.000,000 vehicles, and application blanks had been sent to 
about 2,500,000 owners, Mr. Eastman said. He explained that 
many of the owners operated fleets of trucks, busses or taxi- 
cabs. A. passenger car or station wagon converted for use 
primarily in transporting property would be subject to the 
O. D. T. certificate requirement, he said. A fleet operator 
would receive a master certificate and a certificate for each 
vehicle he operated, he added. 


The certificate plan undertook limitation of the amount of 
mileage in view of opportunities for a commercial vehicle 
operator to team up with somebody else in effecting efficient 
operation, he observed. Asked whether he had authority to 
force a taxicab company in one city, possessing “surplus” cabs, 
to sell the unused cabs to a company in another city, Mr. 
Eastman said that the O. D. T. had such authority with 
respect to all kinds of commercial vehicles. 


Answering an inquiry as to whether there was any likeli- 
hood of requisitioning of trucks by the O. D. T., Mr. Eastman 
said that the O. D. T. could not requisition vehicles, but that 
it could transfer them, if they were idle in one area, to an- 
other area where they were needed. Terms of transactions 
involving such transfers were subject to approval by the O. D. 
T., he said. The O. D. T. had done “something of that sort’ 
with respect to tank trucks, he added. When it placed a ban 
on operation of rail tank cars on runs of less than 200 miles, 
the O. D. T. found that there was a need for additional tank 
trucks in some areas, to provide substitute service, and after 
an inventory of the nation’s tank truck supply it had been 
able to supply those needs, Mr. Eastman said. There had been 
no difficulty in making arrangements for such transfers, because 
the people who supplied the trucks required were people who 
had no use for them in their existing services, he explained. 
He said that the O. D. T. had cooperated closely with the 
Commission with respect to tank truck operations, and that the 
Commission had granted, under authority of the second war 
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wers act, temporary authority “for the duration” for tank 
truck operations. In all, the Commission had granted 4,000 appli- 
cations for temporary authority for motor carriers, including 
tank truck operators, within the last four months, he stated. 

Some motor carriers, under their “grandfather” rights as 
determined by the Commission, had authority to haul certain 
commodities in only one direction, and by exercise of its power 
to grant temporary authority “for the duration” the Com- 
mission had done much to enable the carriers to avoid empty 
pack hauls and make their operations generally more efficient, 
Mr. Eastman said. 

To an inquiry as to whether he contemplated any action 
on a plea of truck and bus operators for an increase of the 
speed limit, now established at 35 miles an hour, to 40 or 
45 miles an hour, Mr. Eastman said no change in the speed 
limit order was being considered. 

The O. D. T. has issued a series of questions and answers 
to assist passenger carriers in filling out applications for Cer- 
tificates of War Necessity. 

Members of the committee on emergency transportation of 
the National Industrial Traffic League, including W. H. Day, 
H. A. Hollopeter, F. F. Estes, John Wood, R. V. Craig, John 
B. Keeler, and Charles W. Braden, accompanied by E. F. Lacey, 
the executive secretary, talked with Director Eastman of 
0. D. T., October 22, about O. D. T.’s Certificates of War 
Necessity. After the meeting it was said that no conclusions 
had been reached. Nothing about the precise questions under 
consideration was disclosed. 


Exemption Order 


Director Eastman, by O. D. T. Order 21-1, effective October 
22, has exempted the owners of certain motor vehicles from the 
necessity of obtaining certificate of war necessity as a condi- 
tion precedent to their purchase of tires, solid or pneumatic, 
as follows: Industrial motor vehicles not designed for use on 
highways, used within industrial plants, warehouses, docks, 
and terminals for intraplant movement; motor graders and 
other similar vehicles used on farms, highways, or in indus- 
trial plants; farm trailers, motorcycles, and motor scooters 
available for public rental. 


0. D. T. in Puerto Rico 


Director Eastman, of the O. D. T., announced October 
20 that in order to stop the waste of rubber and gasoline in 
Puerto Rico and prevent a threatened collapse of the domestic 
transportation system there, he was preparing to apply O. D. T. 
— measures to all phases of transportation on the 
island. 

Mr. Eastman established an O. D. T. regional office in 
Puerto Rico and named M. Garcia de Quevedo, Washington, 
D. C., attorney to serve in Washington as assistant to the 
director, in charge of Puerto Rican affairs. 

A native of Puerto Rico, Mr. Quevedo has been chief ex- 
aminer for the Shipping Board Bureau of the Department of 
Commerce, senior attorney for the U. S. Railroad Administra- 
tion, an attorney examiner for the Interstate Commerce Com- 
mission and more recently a consultant for the O. D. T. 

Mr. Eastman also announced the appointment of Charles 
G. Anthony of Los Angeles as regional director. Mr. Anthony 
has served as president of the Pacific Freight Lines Corp., 
Ltd.; president of the Boulevard Express; president of the Mer- 
chants Express and Draying Company, and vice president of 
the Motor Freight Terminal Company. 


Assisting the regional director will be these assistant di- 
rectors: 


Paul H. Quinn, in charge of railroads. Mr. Quinn has been pres!i- 
dent of the Arcade & Attica Railroad of Attica, N. Y., since 1917. 

Park M. Smith, in charge of passenger transport. Assistant direc- 
tor of the I. C;: C. Bureau of Motor Carriers during 1935 and 1936, 
Mr. Smith more recently has been connected with the Seaboard Air- 
ways, Inc., New York City; the Flamingo Truck Lines, Inc., Jackson- 
ville, Fla.; and the National Association of Motor Bus Operators, Wash- 
ington, D. C. 

Joseph P. Herrin, in charge of motor trucks. Mr. Herrin now is 
secretary-treasurer and general manager of the Herrin Transfer and 


Warehouse Company, Inc., and the Herrin Motor Lines, Inc., of Shreve- 
port, La. 


An assistant director in charge of motor vehicle mainte- 
nance will be appointed later. 

Mr. Eastman also named B. Frank Smith, formerly on the 
Staff of the Soil Conseravtion Service, as regional administra- 
tive officer. 

The five-man investigating commission, which Mr. East- 
Man appointed at the request of the Governor General of the 
island, was composed of Mr. De Quevedo, chairman, William 
Adams, R. A. A. Bogan, H. A. Benton and M. E. Nuttila. It 
recently reported that “unless proper measures are taken with- 
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out delay, collapse of highway transportation (on the island) 
will be a question of but six or eight months.” The collapse, 
said the commission, “would overburden already heavily bur- 
dened railroads.” Continuing, the O. D. T. said: 


Devoting most of its attention to the effect of the rubber and 
gasoline shortage on the island’s transportation, the commission re- 
ported a complete lack of any organized effort to conserve these essen- 
tial materials. Under inflation of tires, it said, is a common practice. 
Overloading, also common, is ‘‘directly traceable, principally, to low 
rates and fares,’’ which result from unregulated competition. 

The commission reported that speed regulations on the island are 
largely ignored, that cross-hauling is prevalent, and that a consider- 
able number of motor vehicles now are idle because of lack of vital 
automobile parts and other factors. Commercial automobile repair 
shops, the commission said, are insufficient in number and are not 
properly equipped or efficiently operated. 

Railroads on the island were reported to be giving ‘‘fairly satis- 
factory service.’’ Even so, said the commission, they ‘‘can render 
greater service with the equipment on hand by expediting car loading 
and unloading, interchanging of equipment, and prompt movement 
of all cars, whether loaded or unloaded, when ready to move.’’ 

Much of the public passenger service on the island is performed 
by licensed jitneys, or ‘‘publicos,’’ which cruise at will and operate 
in full number even during off-peak hours. The commission’s study 
indicated that ‘‘a large number of private automobile owners have 
taken out public licenses in order to obtain a greater amount of gaso- 
line under the rationing system.’’ 

An island on wheels, Puerto Rico in the fiscal year 1940-41 had 
nearly 22 registered motor vehicles for every mile of finished road. 
The island, residents of which are citizens of the United States, is 
primarily agricultural and is populated by some 2,000,000 persons, about 
557 a square mile. This compares with 522 persons per square mile 
in industrial Massachusetts. 

Far from self-sustaining, Puerto Rico has a highly specialized and 
commercial agricultural industry, with sugar its principal crop. Much 
of the island’s produce is exported, largely to the United States, and 
most of its food supplies and other necessities are imported. Conse- 
quently, it is dependent upon shipping to and from continental United 
States and upon its domestic transportation. For this and other rea- 
sons, conservation measures designed to keep the transportation system 
functioning, Mr. Eastman said, are essential. 


Handling of Port Traffic 


“In paragraph D of the executive order creating the 
Office of Defense Transportation, President Roosevelt plainly 
instructed the O. D. T. to cooperate with other appropriate 
agencies in the coordination of domestic traffic movement with 
ocean shipping in order to avoid the disastrous terminal con- 
gestion which occurred during the last war and maintain a 
maximum flow of traffic,” said John W. Montigney, assistant 
director of the O. D. T. division of the traffic movement, in an 
address October 21, before the Foreign Commerce Club of 
New York City. 

“We may safely assume, I think, that what the President 
meant by that injunction was, ‘See that you don’t let it happen 
again.’ Many of you who are familiar with what did happen 
during the last war and with our experience thus far in this 
one surely must be grateful for this provision in the executive 
order.” 

Mr. Montigney explained the operations of the Transporta- 
tion Control Committee. This committee is composed of an 
army Officer, a naval officer, and one representative of each of 
the following: War Shipping Administration, the British Min- 
istry of War Transport, and the O. D. T. This group met 
daily, said Mr. Montigney. 

“Under instructions of those who formulated its funda- 
mental policy, this committee has one job to do,” said he. “That 
is to keep our ports open at all times for the traffic which it 
is scheduled to handle. It must, of course, be prepared to 
handle any emergencies which occur. The committee has the 
authority—and, it might be noted, the definite responsibility— 
to make such reassignments of ports of transshipment as con- 
ditions thereat require, and to accelerate, retard, divert or 
halt shipments, if such action is necessary to prevent congestion 
or delay. O. D. T. will, of course, divert the movements via 
inland carriers.” 

Remarking that the action of the committee had been 
unanimous, he said the O. D. T. had been the only agency 
represented that had found it necessary to resort to any orders. 

Because a small minority group—he said he meant small 
—had sufficient influence to ignore virtually instructions with 
which the O. D. T. had hoped to “get by,” it became necessary 
for the O. D. T. to issue general order O. D. T. No. 16. Con- 
tinuing, he said: 


This control is effectuated through a permit system, under which 
various types of traffic are designated by letters and numbers. The 
block permit, for example, covers government freight. This _ par- 
ticular permit is issued by the Traffic Control Division of the Trans- 
portation Corps of the Army for the Office of Defense Transporta- 
tion. It is based on information given the Transportation Corps’ 
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Traffic Control Division by the committee. All other permits, it 
should be emphasized, are issued by the War Shipping Administra- 
tion, again for the Office of Defense Transportation. 

From all this, you will observe that there are two agencies to 
which application for permits is made. If you have a government 
order, you should apply to the agency which gave you the purchase 
order. This agency will obtain the required permit for you. It is 
useless to handle it in any other manner. 

Commercial shipments—or, in other words, all those which do not 
come under the government agency classification—are handled di- 
rectly by the War Shipping Administration. All applications must 
be made through the WSA office at 39 Broadway, New York City. 
You will recall that originally you made application at the WSA 
office located nearest the port through which your shipment is ex- 
pected to move. Since October 15, however, applications are made 
at the New York office, regardless of the port of exit to be used. 

The sole exception to this procedure concerns shipments of 2,240 
pounds or more destined to the other American Republics. Applica- 
tions for such shipments are to be made directly with the Board of 
Economic Welfare in Washington, D. C., on the form designated 
by that agency. 

You must have a permit for all carload traffic to a point or port 
from which it will move by water. Some shippers and carriers, it 
might be noted, seem to think that this does not apply to them. I 
should like to point out that it does apply to all who are not spe- 
cifically excepted by order. 

I have already told you about the block permit issued on gov- 
ernmental freight and about the unit permit on commercial freight. 
To accommodate the shipper who intends to store his freight at a 
port, and who can obtain the necessary storage space, the commit- 
tee composed of the WSA, BEW, and ODT will, if circumstances 
warrant, grant a permit of the so-called 99 series. Such a permit 
will allow the shipper to bring the freight to the port and hold it 
till he is able to obtain steamship space. Application for permis- 
sion to do this must be filed with WSA in New York. 

In this connection, as you no doubt know, the railroads have 
issued tariff T-1 to cover the storing of this same kind of freight at 
some inland point in the event storage space at the port is not avail- 
able. No ODT permit is necessary as shipment is billed to an inland 
storage point and not to the port. 

Another type of permit, know as the 77 series, is issued to cover 
the shipments which arrive at port without a permit. It also covers 
movements within the port of traffic which originate within that 
port. 

Still another series of permits, the 88 series, covers those ship- 
ments of commercial freight sent to a port for reworking or con- 
solidating with other shipments, and which when reshipped are of 
a different character from the freight which originally arrived at the 
port. 

Less-than-carload shipments for the account of government 
agencies are not covered by the order and therefore do not require 
permits. Other less-than-carload freight for export may be accepted 
by the carriers, provided that the shipper shows on the bill of lad- 
ing the steamship contract number and the BEW license number. 
If this is not done, then the Office of Defense Transportation unit per- 
mit is required. It may be worth pointing out that all shipments 
not moving on truckload or carload rates are L. C. L. shipments under 
the provisions of this order, 

Ships stores do not require any permits, and that takes in dun- 


nage. But you are cautioned that many ship stores do require BEW 
licenses. 


There has been a great deal of discussion about what some gov- 
ernment agencies require before shipments can be made. The Office 
of Defense Transportation has no control over these conditions and 
matters concerning them. These problems should be taken up directly 
with the agency involved and not with the ODT, even though we do 
cooperate with these agencies for the purpose of keeping everything 
as simple as possible. 

I mentioned a moment ago that General Order ODT No. 16 was 
made necessary by the action of a few shippers in violating the in- 
structions issued when controls were first set up to handle traffic 
through the ports. It is unfortunate that Mr. Eastman found it 
necessary last week to issue a press release cautioning the carriers 
to live up to the terms of this order. As in the case of the shippers, 
there apparently are some carriers who seem to feel they can ignore 
the provisions of the order without penalty. I want to assure you 
that there is no justification for violation of the order by any carrier. 
Neither should any carrier be asked to violate it. That, incidentally, 
is one place the shipper can help, by offering no shipments without 
permits. 

Despite these violations by a wilful minority, one of the main 
reasons that this committee has been successful in keeping the ports 
fluid is that we have received the most wholehearted cooperation from 
the carriers, particularly from the railroads, which bear the greatest 
burden. I should like to emphasize this tribute to the railroad’s con- 
tribution to this effort. 

Further, the Office of Defense Transportation is deeply grateful 
to the vast number of shippers who have given us the utmost in co- 
operation. We want you to know that we are always pleased to 
have the viewpoint of the shipper. If the order is not functioning 
to his satisfaction, we want to know about it. We certainly want no 
dissatisfaction either as to procedure or results. 


Some of you can make a substantial contribution to the efforts 
being made to keep open our transportation arteries by using the 
inland and the coastwise and intercoastal waterways to the greatest 
possible extent. By so doing you will help to lighten the burden now 
on our railroads and trucks. 
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As you gentlemen know, we have only so many freight cars ang 
locomotives. The latest information I have is that we are nearing some 
sort of a limit. You can relieve this situation considerably by a more 
rapid release of cars at ports. The fact that you have been given ten 
days’ free time does not mean that you should always consume 
that much time. Neither do we believe it is necessary for you to 
get your releases too far in advance of the steamer arrival, which 
is so uncertain. Anything you can contribute to the reduction of car 
detention at port will help enormously in car supply problems. 

I should like to tell you all about the activities by which the 
ports have been kept fluid, for example to compare situations and 
measures which obtained during the first World War with those now 
existing. I should enjoy telling you in some detail just why the last 
war found some ten times as many cars around the ports as you will 
find there today. This is an accomplishment of ODT Order 16, the 
transportation control committee, and the carriers and shippers who 
cooperated. . 

To Mr. Eastman and our Mr. Henry F. McCarthy, director of the 
ODT division of traffic movement, goes a great deal of credit. Their 
experience and, as a result, their foresight have been a potent factor 
in the solution of these problems. 

When carriers and shippers, the American Association of Rail- 
roads, the Interstate Commerce Commission, the Army, the Navy, 
the War Shipping Administration, the British Ministry of War Trans- 
port and the Office of Defense Transportation pool their efforts as 
harmoniously as they are today on this port control problem, then 
you have a combination difficult to beat. If these agencies continue 
to get the cooperation of shippers and carriers, the transportation 
program to which our whole war effort is inseparably bound will suc- 
ceed, and so—we may be sure—will our war effort itself. 


Control of Exports and Imports 


Provision for the completion of export orders covered 
by Board of Economic Warfare licenses issued prior to Octo- 
ber 1 has been made by the War Production Board in sup- 
plement No. 2 to general export order M-148, according to a 
W. P. B. announcement. The supplement assigns a rating of 
AA-2X to such orders. 

This action was taken, said the W. P. B., because a re- 
cent amendment to M-148 altered the previous system under 
which export orders, in certain cases, were given blanket 
preference. 

The amendment provided, instead, that all deliveries for 
export under B. E. W. licenses, issued after September 30, 
be made subject to the assignment of preference ratings. No 
provision was made at that time, however, for completion of 
export orders covered by licenses issued earlier,” the W. P. B. 
said. 

“Producers and distributors have a considerable number 
of orders on hand for export to other American republics, 
which could not have been filled without assignment of prefer- 
ence ratings,” it added. 

The War Production Board’s director general for opera- 
tion announced, October 19, that several additions to and 
changes in the lists of materials covered by the general im- 
ports order, M-63, would become effective October 21, under 
terms of amendment No. 7 to the general order. The an- 
nouncement continued as follows: 


Red squill, pyrethrum and insect flowers have been added to list I 
(materials which may not be imported by persons other than government 
agencies without special W. P. B. authorization; imports may continue 
under existing contracts, but special authorization to process or move 
the commodities, once imported, must be secured.) 

Red squill, pyrethrum and insect flowers are rare, valuable insec- 
ticides which are in short supply. 

Wools finer than 44s are transferred from list I to list II, since 
conservation order M-73 adequately controls the processing of such 
wools, once they are imported. 

Private importation of silk waste, cocoons, partially manufactured 
silk, and raw silk in skeins, without special W. P. B. authorization, is 
prohibited by the addition of these items to list II of the order. 

Several commodities are added to list III (specific authorization for 
permission to import must be obtained regardless of existing contracts). 
The commodities added to list III are: 

Canned meats, including mutton; gum arabic; gum tragacanth; 
coconuts; carpets and carpeting; pile mats and floor coverings of either 
cocoa fiber or rattan; floor coverings of grass or rice straw and textile 
floor coverings other than wool, cotton, silk and rayon. 

All these items were placed on list III in order to preserve shipping 
space for more essential commodities. 


Exporters and export manufacturers were notified October 
22 by the Office of Exports, Board of Economic Warfare, that 
shipments of related commodities hereafter might be grouped 
under a single application for an export license. Previously, 
cargoes containing a variety of commodities required licenses 
for each commodity included. This authorization for grouping 
of items will bring about a heavy reduction in the number 
of export license applications filed daily with the Office of 
Exports, says the office, adding: 


According to the new export regulations, any combination of com- 
modities within one of 64 selected groups may be entered on a single 
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export license application. The commodities may not be so combined, 
nowever, for purposes of using a single application, if they are not 
within their classifications as specified in export control bulletins. 
For example, a dairy product would not be considered with a meat 
product on the same license application. 

It was suggested that items grouped on one application be similar 
also as to use, essentiatfiy in the country of destination, and availability 
of supply. To expedite administrative procedure, commodities requir- 
ing separate preference rating applications or War Production Board 
commodity releases should not be included in license applications with 
commodities for which rating or release is unnecessary when the ap- 
plication is submitted. 


The Office of Exports retains the right to reject one or more 
commodities described on a single application, but the license issued 
will be valid for the remainder if they are approved for export. On 


specific request of the applicant, the application will be approved or 
rejected as a whole. 


If one or more items on an application are rejected, it is the privi- 
lege of the exporter-applicant to appeal with respect to any one com- 
modity, a combination, or all the commodities listed in his application. 

Not all forms, conversions and derivatives of group commodities may 
be included in the combination application, since some of them may 
be considered too critical as to supply, or may be deleted from the 
grouped lists because of strategic importance. Details of the 64 com- 
modity groups affected are listed in the Current Export Control Bulle- 
tin which is being mailed to exporters today. One of the groups, 
Chemicals and Related Products, is given below as an example: 

Chemicals and Related Products 

Coal-tar products; medicinal and pharmaceutical preparations; chem- 
ical specialties; industrial chemicals; pigments, paints and varnishes; 
fertilizers and fertilizer materials, soap and toilet preparations. 

Additional commodities and new groupings may be added from 
time to time when it is found that such action may be advantageous 
to exporters and manufacturers and that it will not have an adverse 
effect upon supplies needed for the prosecution of the war. 


The Office of Exports has issued current controls bulletin 
No. 53 covering the subjects: Multiple commodities application, 
appeal procedure for multiple commodities application and 
list of related commodity groupings . 


REMOVAL OF VA. STATE BARRIER 


The recent action of the Virginia legislature in enacting 
emergency legislation to remove a state traffic barrier was 
praised October 21 by Director Eastman of the Office of De- 
fense Transportation, according to the O. D. T. It said: 


Meeting in emergency session, the Comonwealth’s General Assembly 
amended a law in order to permit a motor vehicle drawing one other 
vehicle by tow bar to move within or across the state. Trucks belong- 
ing to the armed forces and other war agencies had frequently been 
delayed in their movement through the state. 

An agreement had been worked out by the O. D. T. by which ap- 
proval for trucks to cross the state was granted individual units after 
the O. D. T. requested specific permission in each case. The agreement, 
however, proved sO cumbersome that at the requst of O. D. T. and 
Frank Bane, executive director of the Council of State Governments, 
the Virginia legislative body passed the amendment. 

Mr. Eastman described the action as ‘‘a good example of the excel- 


lent cooperation the states have given the O. D. T. in the abolition of 
state barriers.’’ 


The act voted by the Virginia legislature and signed imediately 
by Governor Colgate W. Darden, Jr., declared that ‘‘an emergency exist- 
ing, this act shall be in torce from its passage.”’ 


Oo. D. T. APPOINTMENTS 


J. E. Nusz has been appointed supervisor of rail terminals, 
division of railway transport, O. D. T., with office at 1002 Van 
Antwerp Building, Mobile, Ala. 

The Office of Defense Transportation has announced the 
appointment of Elis T. Longenecker as chief of the section of 
operations of the O. D. T. division of motor transport, in 
charge of for-hire carrier operations. The O. D. T. said Mr. 
Longenecker was one of the original supervisors with the 
Commission’s Bureau of Motor Carriers and that he held that 
position at the time he joined the O. D. T. staff. Previously, 
he had been associated with the Pacific Freight Lines in Los 
Angeles, Calif.. and had served as that company’s superin- 
tendent of operations for 7% years, the O. D. T. stated. It said 
he succeeded Edward J. Buhner, with whom he had served as 
assistant director of the section of operations for several 
months. Mr. Buhner has returned to private industry, ac- 
cording to the announcement. 

_ Bernard A. Wahle, of Chicago, has been appointed as act- 
Ing chief of the inter-city bus section of the O. D. T. division 
of local transport. He succeeds Robert E. Maxwell, former 
treasurer of the Greyhound Corporation, who is joining the 
armed forces. Before joining the O. D. T. Mr. Wahle was 
executive secretary of the National Trailways Bus System. In 
IS new capacity he will head the section within the division 
of local transport in charge of the program for the conserva- 
tion of mileage of all bus lines in inter-city operation. 

_._ Olin C. Castle, formerly assistant director in the O. D. T. 
division of railway transport, has been made associate direc- 
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tor of that division, in charge of freight operations. Mr. Castle 
came to the O. D. T. from the Southern Pacific Lines. 

Joseph B. Hattendorf, of Chicago, chairman of the South- 
ern Ports Freight Committee, has been appointed deputy di- 
rector of the railway transport division, with headquarters in 
Washington. 


FLORIDA ASKS FOR MORE TRAINS 

A delegation of Florida citizens, headed by Governor Hol- 
land of that state, and Florida members of Congress, called 
on O. D. T. Director Eastman October 19 to ask Mr. Eastman 
to relax his order freezing the number of passenger trains that 
might be operated to and from Florida to the schedules in ef- 
fect September 26. They indicated they would be satisfied if 
each railroad operating trains between New York and Florida 
points were permitted to add one train to the schedule in effect 
on the freezing date. 

The Floridans said they were not asking more trains so as to 
increase the number of persons desiring to take a holiday trip 
to the state lasting two or three days. Their plea was in be- 
half of those northern people whose custom it is to spend a 
good part of the cold season there. Such persons, it was 
pointed out begin coming about November 15. The freezing 
order, it was declared, would make it impossible for the rail- 
roads to afford the customary service for that class, the last 
of whom arrived about December 15. They requested adequate 
return service, also. They said the order freezing schedules 
as of September 26 would not afford the needed service for 
what might be termed old customers. 


Director Eastman said he would think about the matter, 
but made no commitments. 


EASTMAN ON CROSS-HAULS 


Answering a question as to what steps the Office of 
Defense Transportation was taking to eliminate cross-hauls, 
Director Eastman, in a press conference October 22, cited 
statements he had made in an address at Boston (see Traffic 
World, October 10, p. 867), and commented that the cross- 
hauling situation was one in which there could be some saving 
of transportation, that he would not hazard a guess as to how 
large the saving would be, but that he did not think the saving 
would be very large. 

As yet, he said, the matter was not in the stage of restrict- 
ing hauls. He added that there were notable cases in which 
particular industries had acted to eliminate cross-hauls, and 
noted that such work had been done by the pulp and paper, 
newsprint, alcohol, and chlorine industries. The “cement 
people” were working on their cross-haul stiuation now, and 
on October 21 he had talked to the “chemical people” about 
their efforts to reduce cross-hauls, Mr. Eastman said. 


Oo. D. T. MOTOR DISTRICT OFFICES 


The Office of Defense Transportation announced, on Oc- 
tober 17, the names of managers and addresses of 26 additional 
district offices set up by its division of motor transport. These, 
together with those previously announced (see Traffic World, 
October 10, p. 868) brought the total of such offices estab- 
lished to 133, leaving nine managers and office addresses yet 
to be designated, said the O. D. T. 


EASTMAN ON PASSENGER TRAVEL 


When a reporter asked Director Eastman, of the O. D. T., 
after a press conference October 22, what the O. D. T. was 
doing with respect to a “don’t-go-by-rail” program, Mr. East- 
man said the O. D. T. was “shaping up” such a program. He 
did not elaborate on details of such plans. Later, when asked 
for further information about this matter, he indicated that 
steps would have to be taken to reduce non-essential passenger 
travel. He said he had discussed the passenger travel situation 
on several recent occasions, in speeches he had made. He said 
the O. D. T. was not now contemplating rationing of railroad 
passenger travel, but that there was a possibility that such 
rationing would become necessary. However, he added, when- 
ever the O. D. T. found travel rationing necessary, it would 
allow ample time for advance notice. 


0. D. T. AND POOLING OF TRUCKS 


An order approving the second joint-action plan submitted 
by common carriers engaged in over-the-road operation has 
been issued by the Office of Defense Transportation in its pro- 
gram to conserve rubber and equipment through the coordina- 
ye motor transport service (see Traffic World, October 10, 
p. : 

The order (supplementary order O. D. T. No. 3 Revised-2) 
directs the R-B Freight Lines, Inc., of Aberdeen, S. D., and the 
G & P Transportation Co., of St. Paul, Minn., to coordinate 
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their transportation of less-than-truckload freight between Min- 
neapolis or St. Paul and Aberdeen. Indirectly involved is the 
Western Transportation Co., to which certain traffic was or- 
dered diverted. } 

The O. D. T. directed R-B Freight Lines to discontinue 
its service on such freight moving the complete distance, either 
way, between those two points and divert such traffic to the 
G & P company. R-B was directed, also, to accept from G & 
P all such shipments originating at or moving through those 
two terminals destined for the intermediate points of Redfield, 
Clark and Watertown, S. D., on U. S. Highways 212 and 281. 

G & P was ordered to discontinue its service on less-than- 
truckload freight from Aberdeen and St. Paul or Minneapolis 
to all intermediate points. Such shipments destined for Red- 
field, Clark and Watertown were ordered diverted to R-B, 
and freight consigned to all other intermediate points to the 
Western Transportation Co. 


The order also directed G & P to accept from R-B all such 
freight moving the complete distance between Aberdeen and 


Minneapolis or St. Paul. 


Under provisions of the order, effective October 17, the 


carrier to whom a shipment is diverted will forward it on the 
billing of the carrier issuing the bill of lading. ‘Tariff rates, 


rules and regulations that will apply also will be those of 


the carrier issuing the bill. 


The two carriers were directed to publish and file with the 
Commission and appropriate state regulatory bodies the tariffs 
or supplements to tariffs setting forth any necessary changes 
in fares, charges and practices. They also were ordered to 


apply to the Commission and the state bodies for special per- 


mission to make tariffs or supplements effective on one day’s 


notice. 


KEEPING AMERICA’S TRUCKS ROLLING 

The Office of Defense Transportation in its campaign to 
keep America’s trucks rolling has issued information relating 
to reboring of cylinder blocks and fitting of pistons in recon- 
ditioned cylinder—important conservation measures it says 
should be followed by every truck operator. The statement 
gives practical answers to problems encountered in the recon- 
ditioning of pistons and cylinders. It was prepared by the 
transportation and maintenance activity section of the Society 
of Automotive Engineers at the request of the vehicle main- 
tenance section, division of motor transport, O. D. T. 


RAILROAD PERSONNEL AND WAR 


The Office of Defense Transportation had drawn up a pre- 
liminary list of railroad occupations suitable for women, and 
its division of transport personnel now obtaining reports from 
all parts of the country “from which we hope it will be pos- 
sible to determine what the manpower needs of the railroads 
will be in the coming year,” said William Edward Hayes, of 
the O. D. T. division of informatiton, in an address October 15 
at a meeting of railway labor magazine editors in Louisville, 
K 


y: : . 
The O. D. T. planned to help the federal training agencies 
of the War Manpower Commission to assist the railroads in 
solving the problem of training new workers, he said. 


BUS COORDINATION ORDERS 

The Office of Defense Transportation has issued an order 
further coordinating bus service between Salisbury, Md., and 
Cape Charles, Va. 

The order (special order O. D. T. B-27), supplements an 
earlier one (special order O. D. T. B-7) coordinating service 
between Salisbury and Philadelphia, and orders cooperative 
action by the Pennsylvania Greyhound Lines, Inc., and the 
Eastern Shore Transit Co., Inc., according to the O. D. T. It 
added: 


In the transportaton of passengers between Salisbury and Cape 
Charles, the carriers, under provisions of the order, will honor each 
other's tickets, divert to each other certain traffic routed between these 
points, adjust their schedules to eliminate duplication of service, and 
wherever possible use joint depot facilities and ticket agencies. The 
order effective October 24, directs each of the carriers to operate a 
through service of not more than three round trips daily. 


ELIMINATION OF CROSS-HAULS 

In a discussion of plans of War Production Board officials 
for concentration of industrial production in the United States, 
Joseph L. Weiner, deputy director of the W. P. B.’s Office of 
Civilian Supply, in addressing the Chicago Association of Com- 
merce October 21, said that the pulp and paper industry fur- 
nished an illustration of the operation of some of the considera- 
tions involved in the task of concentrating on industry. 

“In ordinary times,” he said, “the pulp and paper industry 
ships a great deal of pulp produced in the Pacific northwest 
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to the east for processing. This long continental haul of pulp 
and paper over heavily trafficked roads from the Pacific coast 
must be reduced as much as possible. In addition, the need 
for labor in war industries in the Pacific northwest area is a 
growing consideration in the selection of nucleus plants. Labor 
in the woods can provide us with saw logs or pulp logs. For 
some of its labor the pulp and paper industry competes with 
shipbuilding and aircraft. 

“When there is conflict between various considerations af- 
fecting concentration, we must decide which are the narrowest 
bottlenecks and relieve them first. After consultation with those 
competent to advise on all these aspects of the problem, the 
War Production Board will decide upon the list of plants to 
be kept in production.” 

Mr. Weiner said that if production was concentrated so 
as to minimize transportation, steps might be necessary to see 
that transport was in fact reduced to the minimum necessary 
amount, and that some of the potential gains from transporta- 
tion were not dissipated by wasteful practice. 

“We are departing from the spirit of the antitrust laws 
and must keep in mind the possibility that monopolies will be 
fostered,” he said. 

He added that “the choice before us is a choice between 
evils,” and that “the sacrifices which concentration of produc- 
tion will require are necessary to save us from much greater 
sacrifices stretching far into the future.” 


L. C. L. LOADING ORDER 


The Office of Defense Transportation has announced sus- 
pension with respect to Hawaii, Alaska and the Panama Canal 
Zone of the provisions of general order O. D. T. No. 1 reg- 
ulating the loading of less-than-carload freight by common car- 
riers by rail. The suspension was effected by an order (sus- 
pension order O. D. T. 1-1). The general order applies only 
to less-carload freight loaded in closed cars. It requires 
rail carriers to observe a minimum load of 10 net tons a car 
of such traffic. 


Oo. D. T. CIRCUS-CARNIVAL ORDERS 


The Office of Defense Transportation has announced it 
has taken steps to allow circuses and carnivals to operate until 
they can go home for the winter. It said: 


The O. D. T. issued a permit (general permit O. D. T. 24-2) to al- 
low the movement of such companies who on or previous to October 5 
owned or leased the cars they now are using. The permit is good only 
until December 1, by which time circuses and carnivals should be in 
winter quarters. O. D. T. officials stated that there would be no further 
permits of this type after that date. 

The permit was issued under a general order (general order O. D. T. 
No. 24) which froze passenger schedules and services as of September 
28. The freeze effected by prohibiting railroads, with certain excep- 
tions, from adding any new schedules, or providing any extra sections 
to regular trains unless the sections had been operated at least 20 per 
cent of the time in the 90 days preceding September 28. 

Under the terms of the general permit, which was made effective 
retroactively to October 5 in order to cover certain cases in which spe- 
cial permission had been granted, the railroads may furnish only the 
motive power to move the entertainers’ equipment, together with a car 
suitable for the train crew’s accommodations. 


MAXIMUM RAIL LOADING ORDER 

The Office of Defense Transportation has issued a corrected 
text of special direction O. D. T. 19, Revised—2, calling atten- 
tion to the last sentence in paragraph (a) of section 520.479 
of the corrected text and of the text of multilith copies of 
the special direction that was attached to the O. D. T. announce- 
men of the revision of general order No. 18, dated October 14. 
As corrected, the sentence referred to reads: 

When two or more cars have been used in transporting one con- 
signment of freight to the point where transfer has been made by a rail 
carrier to a water carrier, the same number of cars may be used in 


transporting such consignment of freight from the point where transfer 
is made by such water carrier to a rail carrier. 


CHICAGO INFORMATION BOARD 

The Chicago Joint Information Board had only enough 
funds to continue operating 15 days, said Earl Girard, Fred 
Olson and Sons, chairman of the board of directors, reporting 
on affairs of the board at a mass meeting of approximately 
1,000 truck operators at the Morrison Hotel October 16. He 
said truckers in the Chicago area had neglected adequately to 
support the board, pointing out that in the week of September 
28 to October 3, for example, the truckers had registered only 
104 empty trucks with the board, of which only 30 could be 
made available for loaded trips. The board had collected only 
$50 for its services in the week, he said. Unless the truckers 
in the next 10 days greatly increased their use of the board's 
facilities by reporting their needs for available traffic, the 
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poard would cease to function, he said. He warned that the 
Office of Defense Transportation had leaned over backward 
in an effort to enable the trucking industry to solve its own 
problems, but would probably take upon itself the task of re- 
quiring truckers to report needs for return loads unless the 
truckers made greater use of the board, said he. 

Harry Gormley, regional director at Chicago for the O. 
p. T.’s division of motor transportation, voiced a similar warn- 
ing. He said the district office of the Commission’s bureau 
of motor carriers had, at the request of the O. D. T., surveyed 
recently the extent to which truckers in the area were op- 
erating empty returned trucks. ‘You would be surprised” at 
the extent of such operations as shown by the report, he said. 
The only adequate method to obtain return loads was registra- 
tion of empty trucks with the information board, he said. 

Robert Stockton, transportation specialist for the O. D. T.., 
explained at length how truckers should fill out petitions for 
certificates of war necessity authorizing them to continue op- 
erations, as required by general order No. 21. 


ODT No. 21 INTERPRETATION 

Automotive equipment, such as hoists, cranes, winches, 
tanks, bodies, etc., are considered “parts” for the purpose of 
general order ODT No. 21, Jack Garrett Scott, general counsel 
of the Office of Defense Transportation, said in an interpreta- 
tion issued October 20. 

Under the provisions of order No. 21, no person may pur- 
chase, or have installed or mounted on a commercial motor 
vehicle, any “part” after November 15, 1942, without having a 
Certificate of War Necessity for the vehicle on which the part 
is to be installed or mounted. 

The order is equally binding on the person who “transfers, 
mounts, installs or delivers” the part and requires him to see 
that the purchaser of the part presents a valid certificate for 
the vehicle for which the part is intended. 


oO. D. T. CONTROL OF LAKE VESSELS 

The Office of Defense Transportation has revised suspen- 
sion provisions under general order O. D. T. No. 25, requiring 
permits for the movement of Great Lakes commercial vessels 
eng = domestic transportation (see Traffic World, Oct. 
10, p. 4 

An order (suspension order O. D. T. 25-2) revises an 
earlier one (suspension order O. D. T. 25-1) in respect to 
vessels transporting two types of commodities. These are 
blast furnace fluxstone or open hearth stone intended for use 
in the manufacture of iron or steel, and limestone intended 
for use in the manufacture of chemicals. 

The new order suspends permit requirements for “vessels 
of the self-unloader belt type” used in moving these two types 
of materials, whereas the earlier order suspended the pro- 
visions for “vessels, other than the self-unloader belt type,” 
used in moving the same materials. 

The new suspension order, effective October 19, revokes 
the earlier one. 


TRUCK INFORMATION OFFICES 


Joint information office to assist truck operators in 
complying with O. D. T. motor equipment conservation orders 
has been established at 1218 Standard Building, Cleveland, O., 
the Office of Defense Transportatiton has announced. This 
was the eleventh office of its kind to be set up since the O. D. T. 
called for action to prevent empty return hauls by truckers, it 
was stated. The O. D. T. said Edwin C. Reminger would be 
manager of the Cleveland office and that the members of its 
board of governors would be C. R. Allison, Thomas A. Bren- 
nan, Elmer C. Brewer, Paul J. Cummins, Matthew J. O’Brien 
and James H. Hilling. 


oO. D. T. PERMITS FOR CHARTERED CARS 

The Office of Defense Transportation has issued special 
permits O. D. T. Nos. 24-1, 24-2, 24-3 and 24-4, granting 
exceptions from the provisions of its general order No. 24, 
freezing passenger train schedules and services (see Traffic 
a, October 3, p. 789), in cases requiring special considera- 

on. 

One of the special permits, O. D. T. No. 24-3, was issued 
to the Chicago & Eastern Illinois and other carriers so as to 
authorize the use of a chartered car to transport Frederick B. 
Snite, infantile paralysis victim and “iron lung” patient, from 
Chicago, Ill., to Miami, Fla., the O. D. T. announced. Special 
Permit O. D. T. No. 24-2 authorized use of a chartered car 
to transport Mrs. Robert H. Morse, invalid wife of the president 
of the Fairbanks Morse Co., from Chicago to West Palm Beach, 
Fla. Special permit O. D. T. 24-1 authorized the Baltimore & 
Ohio to provide a train for movement of employes of the 
American Rolling Mill Co. from Hamilton, O., to Middletown, 
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O., for presentation of an army-navy “E” award, and special 
permit O. D. T. 24-4 provided for special trains to handle 
employes of the U. S. navy depot at Bayonne, N. J., over the 
Central of New Jersey between New York, N. Y., and Bayonne, 
with schedules sufficient to afford adequate transportation for 
the employes to go to and from their jobs. 


Oo. P. A. MOVE TO REDUCE CROSS HAULS 


Changes in sugar delivery zones to be served by primary 
distributors in Savannah, Ga., and Louisiana have been made 
by the Office of Price Administration to effect distribution of 
sugar from the incoming cane harvest in Louisiana and Florida 
(see Traffic World, September 26, p. 728). 

Freight hauls would be decreased in length by changing 
the zones, and increased use of barge facilities will be possible, 
the O. P. A. said, adding: 


Consequent changes in adjoining zones, and further definition of 
zones has brought the present total to 12. Zone 12 now includes all 
the continental United States not in the first 11 zones, and corresponds 
roughly to former zone 11, except for the removal of Kentucky and 
Tennessee. 

Under second revised zoning order 1, under rationing order No. 3, 
the following territory will be served out of Savannah, and is known 
as zone 6: South Carolina, Georgia, and North Carolina, except points 
in North Carolina included in zone 5. (The part of North Carolina in 
zone 5 includes points where the base freight rate is based on shipments 
out of Baltimore.) 

Territory to be served by Louisiana distributors, and known as 
zone 8, includes: Arkansas, Alabama, Kentucky, Louisiana, Mississippi, 
and Tennessee; Florida west of the Apalachicola River, and several coun- 
ties in Missouri, Illinois, Indiana and Ohio bordering on the Mississippi 
and Ohio Rivers. The revised order is to be effectve October 20. 


PETROLEUM MOTOR TRANSPORT 


Problems of wartime transportation of petroleum by motor 
carriers will be discussed at the annual meeting of the Amer- 
ican Petroleum Institute at the Palmer House, Chicago, Nov- 
ember 9. Leo Huff, Pure Oil Company, Chicago, will preside 
at an evening meeting at which the following will speak: S. F. 
Niness, O. D. T., Washington, D. C., “Wartime Regulation of 
Motor Transport Petroleum Carriers”; R. S. Williams, O. D. 
T., Chicago, “Wartime Automotive Maintenance”; J. F. Win- 
chester, Standard Oil Company of New Jersey, New York, 
“Wartime Problems of Motor Transport Petroleum Carriers”. 


Petroleum Transportation 


Deputy Petroleum Coordinator Ralph K. Davies, in a 
statement issued by the Office of Petroleum Coordinator for 
War, expressing concern over the sharp drop in the number of 
industrial fuel oil conversions being made on the Atlantic 
seaboard, said that there was a current nationwide shortage 
of residual fuel oil and a falling off of tank car shipments 
to the east coast. He said there was no immediate assurance 
that these shipments would reach the 900,000-barrel daily 
= goal that had been hoped for some time back, and 
added: 


Tank cars were not built for the high speeds they have maintained 
during the past few months. Consequently, there is need for continued 
repairs. Then, there have been accidents which have cut into the east 


coast’s tank car shipments, and there can be no assurance that there 
won't be others. 


Tank car shipments of oil to the east coast area averaged 
766,410 barrels daily in the week ended October 10, a decline 
of 2,514 barrels from the daily average of the preceding week, 
the Office of Petroleum Coordinator for War announced. 

Deputy Coordinator Davies, in discussing factors that had 
contributed to the decline in oil shipments, said that there had 
been an unavoidable delay in the return of between 1,800 and 
2,000 empty tank cars to the west for reloading, those cars 
having been held up because of “traffic congestion on a par- 
ticular railroads which was handling certain special move- 
ments.” He said it was possible that an O. D. T. order requir- 
ing that all tank cars of less than 7,000 gallons capacity be 
remove from service to the east coast area had caused cars 
to be withdrawn from the eastern movement and that these 
had not been replaced by larger cars. 

“In shipping 766,410 barrels each day last week,” said Mr. 
Davies, “41 oil companies reported loading 25,306 cars. An 
actual count of the total number of cars in service as of Octo- 
ber 1 showed that 70,576 cars, of an average capacity of 212 
barrels, were then engaged in the movement to the east 
coast.” 

The through-scheduling of 600 carloads of home heating 
oil and other refined petroleum products daily, direct from 
Gulf Coast and mid-western refineries to New England termi- 
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nals and industries, was announced October 20 by Petroleum 
Coordinator Ickes. Said he: ’ 


Agreement to ship this number of cars each day in solid trains 
was reached in meetings in New York between representatives of the 
oil industry and the transportation division of O. P. C. 

As a result, nine and one-half trainloads of refined products will 
be made up daily at the larger western refineries and consigned direct 
to the principal terminals in New England. Some of the movements 
have already been started and the remaining trains are expected to be 
in operation within the next few days. 

Shipments of refined products have not up to now been handled on 
a through-train basis from point-of-origin to New England. Only crude 
oil shipments have been handled on this basis heretofore, the practice 
in connection with refined products movements having been to break 
up trains at the railway gateways into New England and to move the 
cars on in smaller lots to scattered destinations. 


It was expected, Deputy Coordinator Davies said, that the 
through-scheduling of trains would cut at least two days from 
the time it took a tank car to make the round-trip from refinery 
to New England receiving terminal and return. 

“The Office of Petroleum Coordinator.” Mr. Davies said, 
“has asked the Office of Defense Transportation and railroad 
officials to supervise the performance of these trains very closely 
in order that we may determine exactly what benefits can be 
expected in the way of reduced turn-around time by handling 
products in solid trains from the big refineries direct to ter- 
minals in New England. It is our hope that it may be possible 
eventually to move at least another 200 cars daily in similar 
fashion.” 

O. P. C. plans for supplying New England’s requirements 
in the coming few months contemplate the daily arrival in that 
area of approximately 1,300 tank cars, including at least the 
600 scheduled to move in the through-products service and 
250 in the through-crude oil service. The balance will continue 
for the present to move in broken lots direct to consumers and 
to small terminal points incapable of handling trainload ship- 
ments. 

Petroleum Coordinator Ickes, in a press conference Octo- 
ber 22, announced that the tank car movement of petroleum 
and its products to the east coast area in the week ended 
October 17 averaged 838,163 barrels daily, an increase of 71,753 
barrels a day over the everage for the preceding week. 

Mr. Ickes said that trainload movements of oil and the 
pooling of oil company terminal and storage facilities were 
having a beneficial effect on the oil movement to the east, 
and added that he thought the full benefit of these stimulative 
efforts would be felt “probably next week.” 

A question about the progress of construction of a 
petroleum pipeline across Florida was referred to Major J. E. 
Parten, transportation director for the petroleum coordinator’s 
office, who said that 12 miles of the line, with the use of pipe 
taken up from abandoned lines, had been welded, and that 
the project would be completed about December 15. He noted 
that the Florida pipeline would have a capacity of 35,000 
barrels a day, that it would be about 200 miles long, and that 
Jacksonville would be its eastern terminus. He said he an- 
ticipated that converted steel barges would be available to 
bring the petroleum to the western end of the pipeline and to 
transport it northward from Jacksonville. The Defense Plants 
Corporation, he said, was actually converting 130 barges for 
transporting oil, out of a scheduled total of 259. The 130 
barges mentioned would suffice to handle the intake and output 
of oil moving through the Florida pipeline, he said, adding that 
it had been contemplated that the other 129 barges scheduled 
to be converted would be used in movement of oil up the 
Mississippi and Ohio Rivers. The “limiting factor,” said Major 
Parten, was power equipment. 

Mr. Ickes observed, in that connection, that pumps for the 
“big pipeline,” now under construction between Longview, Tex., 
and Norris City, Ill., were “held up” because of priority diffi- 
culties. He said that, although laying and welding of the pipe 
in this 24-inch line probably would be completed early in 
December, it was not anticipated that any oil would flow 
through it until the middle of January, when, he hoped, the 
pumping equipment would have been installed. He said the 
half-way mark in construction of the Texas-Illinois pipeline 
had been passed, as construction crews, on October 16, had 
welded and laid 289 miles of the 531-mile line. The pipeline 
would have a daily delivery capacity of 300,000 barrels or crude 
or heating oils, he observed. 


REQUISITIONING OF TIRES 


The Office of Price Administration has issued a series of 
questions and answers about the federal government’s idle 
tire purchase plan, under which owners of passenger cars are 
required to sell to the government all tires in excess of five 
for each car owned. The O. P. A. presentation included the 
following: 
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Question: What about tubes? Answer: You will not be refuse 
gasoline because you possess idle tubes but they are urgently needed, 
The government will buy all usable tubes that are offered. 

Question: Must truck tires be turned in? Answer: The gasoline 
refusal does not apply to idle truck-type tires, or tubes, but the govern. 
ment will welcome the patriotic action of truck owners who offer idie 
truck tires or tubes. However, idle passenger type tires must be turned 
in, even if set aside for use on trucks if the owner applies for a pas. 
senger car gas ration. 


Petroleum and Rubber Controls 


“So far as I’m concerned, and make no mistake about it, 
I am not going to be influenced by anybody, any time, any- 
where,” said Rubber Director Jeffers in testimony before 
the Senate agriculture committee, when southern senators 
interrogated him with respect to a War Production Board 
order providing for use of rayon instead of cotton in making 
heavy tires. 

Mr. Jeffers told the committee “we have gambled too 
damned long already on the rubber problem.” He said that 
he favored cotton, if cotton would do the job, but that he 
was taking no chances with the army, and if it said rayon 
would do a better job, then he was for rayon. 

Senator Smith, of South Carolina, chairman of the com- 
mittee, told Mr. Jeffers he had the sympathy of everybody 
in his effort to solve the rubber problem, and that he hoped the 
director would proceed without fear or favor and succeed. 

“I don’t want your sympathy, I want your confidence,” 
said Mr. Jeffers. 

“There is an old saying, ‘I want you behind me, not after 
me,’” he continued. 

“There is another old saying, ‘Whose bread I eat, his 
song I sing,’” said Senator Smith. 

“T resent that statement, because I’m not that kind of a 
fellow,” said Mr. Jeffers. 

Senator Smith said he had not intended the remark as a 
personal reference, but the witness said he was looking at him. 

In answering questions by Senator McKellar, of Tennes- 
see, Mr. Jeffers asked whether committee members were ask- 
ing him to continue to hold up the rubber program for 60 to 
90 days while tests were made on cotton. Senator McKellar 
said that so far as he was concerned the answer was yes. Mr. 
Jeffers replied that somebody was going to have to do some- 
thing to stop him, because otherwise he was going to authorize 
rayon because he thought that was the best thing to do. He 
said the view of the chemists and the practical fellows as 
well was that in synthetic rubber tires cotton heated more 
than rayon. Mr. Jeffers said he had only one job to do, and 
that was to get the rubber out to win the war, and that he was 
going to use anybody needed to do that job, monopoly or no 
monopoly. 

At another time, Mr. Jeffers told the senators that our 
job now was to win the war, and “let’s quit talking about 
what’s going to happen after the war.” 

The proposal under consideration, he explained, was to 
use rayon in heavy duty tires for army vehicles and not for 
ordinary tires. He hoped cotton would prove suitable for such 
tires. He told the committee members that his objective 
was to keep this country on rubber as far as possible. 

“To correct an erroneous impression in the public mind, 
the Office of Price Administration emphasized that the agency 
designated to collect the tires which motorists wish to sell 
under the idle tire purchase plan is Railway Express Agency, 
and not the American Express Company,” said the O. P. A,, 
adding: 


At the same time O. P. A. made plain that the actual purchases are 
being made not by Rubber Reserve Company but by Defense Supplies 
Corporation, which has made $150,000,000 available for the purpose. 

The recently announced idle tire purchase plan provides a way for 
passenger car owners to sell all tires over five per car, which they are 


required to do to qualify for gasoline under the nationwide rationing 
program which begins November 22. 

To sell a tire or tube, all the owner has to do is phone or write 
the Railway Express Agency office nearest him to send one of its 
trucks. Where a motorist lives outside a Railway Express Agency 
pick-up zone, he should take his excess tires and tubes to the nearest 
office, usually at a railway station. 


Senator Willis, of Indiana, on behalf of the Senate agri- 
culture and forestry committee, has reported S. Res. 294, 
requesting interval reports from the federal rubber adminis- 
trator concerning rubber supplies and production (see Traffic 
World, Oct. 3, p. 793). 

The report said that the motive in requesting that the 
rubber director submit a report to the Senate at 60-day in- 
tervals on the progress of U. S. rubber production was “to 
insure that the Senate has first-hand information from time 
to time regarding the rubber program so that they may ac- 
quaint themselves with the condition of the United States in 
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respect to rubber and be in a position to discuss among them- 
selves What legislative action might be necessary to expedite 
the rubber program.” 

Attempting to ascertain by whom and why the advice had 
been transmitted to Rubber Director Jeffers that high tenacity 
rayon fabric rather than low-gauge cotton should be used in the 
manufacture of tires for army vehicles, the Senate agriculture 
committee conducted a hearing October 21 in which it heard 
testimony by several War Production Board Officials and 
two army officers. 

Witnesses were: Charles S. Reynolds, chief of the tech- 
nical section of the W. P. B. rubber and rubber products 
branch; W. P. Holland, counsel for that branch of the W. P. B.; 
Harry E. Dalton, chief of the W. P. B. rayon and nylon sec- 
tion, a dollar-a-year man on “loan” to the federal government 
from the American Viscose Corporation; Ralph E. Loper, con- 
sulting engineer, chief of the conversion section in the W. P. 
B. textile branch, also a dollar-a-year man; Sheldon P. 
Thatcher, chief of the rubber section of the conservation branch, 
Army and Navy Munitions Board; Captain Richard Bolton, of 
the army ordnance department, and Brigadier General Lucius 
B. — in charge of the materials division, army service of 
sunvly. 

Senator Ellendar, of Louisiana, served as chairman at the 
hearing. 

Mr. Reynolds said a W. P. B. requirements committee and 
a technical advisory committee representing the entire rubber 
industry had recommended the use of rayon instead of cotton 
fabric as a means of saving rubber in the making of tires for 
military purposes. A. L. Freelander, a consultant in the War 
Department, president and general manager of the Dayton 
Rubber Manufacturing Co., had prepared a report to the effect 
that use of rayon would effect such a saving, and Will Green, 
of the W. P. B. division of civilian supply, had asked the re- 
quirements committee to make a study of the matter, he said. 

Mr. Dalton testified that the high tenacity rayon program 
called for production of 50,000,000 pounds of such rayon. Not 
all of that amount would be used for tires, however, he said. 
He stated that a directive had been issued “about a month 
and a half ago” by Frank Walton, deputy chief of the textile 
branch, to proceed with this program, but that it had been held 
up until after Mr. Jeffers had testified before the committee, 
October 13. Mr. Walton, he said, had been in the cotton busi- 
ness. He said he did not know whether Mr. Jeffers had in- 
structions from the War Department to proceed with the pro- 
gram for conversion of rayon plants to the manufacture of high 
tenacity rayon. 

Senator Ellender said he had received a letter from Mr. 
Jeffers, with a letter from General Somervell, chief of the 
army service of supply, attached to it, advising Mr. Jeffers to 
go ahead with the rayon program. The letter from General 
Somervell was dated October 15, said Senator Ellender. Later, 
he said that, on authorization from the army, he would insert 
this correspondence in the record of the hearings. 

Testimony of other witnesses at the hearing developed that 
the army had found the “standard” or conventional cotton fab- 
tie suitable for smaller tires—those used on non-combat-service 
vehicles of up to 2% tons—but that rayon had been found 
to be the desirable fabric for the heavier vehicles used in combat 
service and for army planes. Planes equipped with rayon fab- 
tie tires could make 400 to 700 more landings with such tires 
than with cotton fabric tires, said General Clay. He said that 
low-gauge cotton fabric had not been tested for use in the heav- 
ler tires in army combat service, but that it had proved satis- 
factory on smaller tires. His position was that, by using rayon 
fabric in the heavy duty tires, the army was taking no chances, 
Whereas tires of that kind made with the use of low-gauge cot- 
ton would be experimental. To inquiries by senators from the 
southern states as to why the army had not made tests with 
lires of the latter variety, he said the idea of use of low-gauge 
cotton in such tires was a new one and that tests simply had not 
been made. 

The Office of Price Administration has announced that 
regulations covering the gasoline rationing plan effective 
nationally, November 22, will provide special rations for auto- 
ists caught away from their permanent homes on the day 
that the plan becomes effective. Such special rations will pro- 
brn enough gasoline to get the car home, says the O. P. A., 
adding: 

If both the place of residence and the car are in the eastern area 
on November 22, a special ration may be obtained if the car has been 
continuously away from the place of residence since August 22. This 


is the date that the last extension of gasoline rationing in the eastern 
area became effective. 


Gasoline allowances will also be made to permit an owner to move 
his car in the event.of a bona fide change of residence. 
These provisions will not allow gasoline rations for motor travel 


ro summer homes to winter residences used primarily for vacation 
rposes, 
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Railway Building Association 


The American Railway Bridge and Building Association 
held its annual meeting October 20, 21, and 22, at the Hotel 
Sherman, Chicago. R. E. Dove, assistant engineer, Milwaukee 
Road, Chicago, president, presided. ' 

C. E. Johnston, chairman, Western Association of Railway 
Executives, Chicago, speaking on “The Problems That Confront 
Us” at the opening session, October 20, said the railroads’ most 
important problem, helping to win the war, had been met satis- 
factorily to the present time and probably would be met suc- 
cessfully in coming months despite difficulties in maintaining 
equipment and retaining employes. In the past, he said, bridge 
and building men, in common with other rail employes, had 
had “breathing spells” caused by fluctuations between light 
and peak loading periods, but in the war period ahead the de- 
mand for railroad freight and passenger service would rise 
steadily month by month. Material shortages were already an 
actuality, and the manpower problem would soon be equally 
as difficult, he said, but predicted that the problems would be 
met just as well as lesser problems had been met before by the 
railroads. 

Similar warnings that “more and more must be done with 
less and less,” were voiced at the session by H. R. Clarke, chief 
engineer, maintenance of way, Burlington Route, Chicago, presi- 
dent of the American Railway Engineering Association; E. L. 
Banion, roadmaster, Santa Fe System, Topeka, Kan., president, 
Roadmasters’ and Maintenance of Way Association; and Mr. 
Dove. 

At the afternoon session, B. R. Kulp, chief engineer, Chi- 
cago and North Western, Chicago, spoke on “The Protection of 
Railway Structures in Time of War.” He suggested the use of 
improved lighting facilities, fencing around vital areas, removal 
of fire hazards, and complete cooperation with the Federal Bu- 
reau of Investigation as principal methods for safeguarding 
structures and equipment. 

Reports by the following committees were presented: Pre- 
vention of accidents among bridge and building employes, by 
E. H. Barnhart, division engineer, Baltimore and Ohio, Gar- 
rett, Ind., chairman, in which the responsibility of safety work 
foremen was emphasized; cleaning of masonry structures, W. 
A. Huckstep, general building supervisor, Missouri Pacific, St. 
Louis, chairman; meeting demands for increased water supplies 
in fast freight service, J. P. Hanley, water service inspector, 
Illinois Central, Chicago, chairman. The reports, and other re- 
ports presented later, were adopted by the members. 

Methods for blacking out railroad operations in war areas 
were demonstrated in the evening. 

At the morning session, October 21, Edwin M. Fitch, assist- 
ant director, division of transport personnel, Office of Defense 
Transportation, Washington, D. C., spoke on “The Outlook for 
Labor in Bridge, Building and Water Service.” He said a recent 
study made by the Association of American Railroads indicated 
that approximately 5,000 additional bridge, building and water 
section employes were needed by Class I railroads at the present 
time, a figure that he said represented one-ninth of all bridge 
and building employes. A more serious shortage of workers 
would develop in the future, he said, urging that that shortage 
be met by taking the following steps: Pooling workers em- 
ployed by maintenance of way and bridge and building sections; 
employment of older men, of Negroes, and possibly of women; 
increased resort to obtaining exemptions for men called for 
service with the armed forces. 

Reports were presented by the committee on wearing sur- 
faces for building floors, platforms and roadways, T. H. Strate, 
division engineer, Milwaukee Road, Chicago, chairman, and the 
committee on conservation of bridge, building and water serv- 
ice supplies, F. G. Campbell, assistant chief engineer, Elgin, 
Joliet and Eastern, Joliet, Ill., chairman. 


Ralph Budd Speaks 


Ralph Budd, president, Chicago, Burlington and Quincy 
Railroad, spoke at a luncheon session, October 21, attended by 
approximately 300 members and guests. He said railroad men 
were fortunate that their industry could play a great part in 
the war effort. Two general problems confronting the railroads, 
he said, were the need for care in the use of scarce materials 
and the need for maintaining an adequate personnel. The per- 
sonnel problem, he said, was apt to become the more important. 
Emphasizing the need for careful training of new workers, 
particularly in safety matters, he pointed out that accidents 
among railroad employes increased 25 per cent in 1941 over 
1940, and had further increased this year. He said, however, 
that the 1941 accidents were 56.9 per cent fewer than in 1927. 
He then discussed the need for planning, in the war period, to 
the end that in the post-war period, the railroads would get 
comparatively free rein to resume technological progress that 
had been curtailed in the war period. To bring about progress 
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by such service organizations as the railroads after the war, a 
well-defined policy of ending government restrictions estab- 
lished in the war period should be discussed now, he said. The 
railroads would not lack inventiveness and ingenuity to take 
care of themselves and the public if they were not too stringently 
regulated, he said. He added that he believed ‘expenditures 
of funds by government can never take the place in a free gov- 
ernment of expenditures by private enterprise . . . and the em- 
phasis must be on private enterprise with a minimum of gov- 
ernment.” He said the industry was fortunate in having Direc- 
tor Eastman in charge of transportation for the government, 
because he knew “how much the railroads can do and when it 
is absolutely essential to the war effort to give them more 
material.” 

At the afternoon session, D. P. Beach, assistant chief, main- 
tenance equipment section, War Production Board, Washing- 
ton, speaking on materials needed in bridge and building work, 
said that almost all materials needed in such work were in the 
so-called “critical list’ and would not be made available to the 
railroads to the extent desired. He said bridge programs must 
be prepared on the basis of repairing and patching present 
structures only to the extent necessary to keep those structures 
serviceable. He recommended the use of concrete to replace 
steel whenever necessary. 


The following members discussed methods for increasing 
the use of available equipment: 


J. B. Huntley, engineer of structures, lines west of Buffalo, New 
York Central, Chicago; A. L. Sparks, architect, Missouri-Kansas-Texas 
Lines, St. Louis; G. E. Martin, superintendent, water service, Illinois 
Central, Chicago. R. P. Hart, bridge engineer, Missouri Pacific, St. 
Louis, spoke on ‘‘The Possibilities for Reclamation and Salvage of 
Bridge, Building and Water Service Materials.’’ 


A dinner was held in the evening, at which Sam Campbell, 
naturalist, spoke. 

At the morning session, October 22, W. D. Beck, district 
manager at Chicago for the A. A. R. car service division, urged 
the members to unload promptly cars containing company ma- 
terial ordered by them. Latest available figures on cars con- 
taining company material showed that approximately 57,000 
cars, were being used by the railroads for hauling and temporarily 
storing their own material. He said the railroads had not 
equaled the shippers in prompt handling of cars, and urged that 
bridge and building section foremen redouble their efforts to 
persuade their district supervisors to speed the handling of 
company material. The traffic load in 1943 would probably 
exceed 1942 loadings by 10 or 15 per cent, he said. He urged 
that prompt handling of cars should be increased even in cases 
where increased speed in handling resulted in extra cost. 

Reports were presented by the following committees: 


Rail fastenings on bridges, pits and turntables, J. S. Hancock, 
bridge engineer, Detroit, Toledo and Ironton Railroad, Dearborn, Mich., 
chairman; repair of steel bridges, A. R. Harris, assistant engineer of 
bridges, Chicago and North Western, chairman; piles and pile driving, 
W. F. Martens, general foreman, bridge, building and water service, 
Santa Fe System, San Bernardino, Calif., chairman. 


At the closing business session, the following were elected 
as officers and members of the board of directors: 


President, G. S. Crites, division engineer, Baltimore and Ohio, 
Punxsutawney, Pa.; first vice-president, R. E. Caudle, assistant en- 
gineer, structures, Missouri Pacific, Houston; second vice-president, 
A. M. Knowles, assistant engineer, structures, Erie Railroad, Cleveland; 
third vice-president, N. D. Howard, managing editor, Railway Engi- 
neering and Maintenance, Chicago; fourth vice-president, J. L. Varker, 
supervisor, bridge and building, Delaware and Hudson, Carbondale, 
Pa.; secretary, L. Kindred, Chicago; treasurer, F. E. Weise, chief 
clerk, engineering department, Milwaukee Road, Chicago; member of 
the board to fill the unexpired term of Mr. Varker, L. K. Miner, gen- 
eral supervisor, New York Central; members of the board for two 
years, F. G. Campbell, assistant chief engineer, Elgin, Joliet and 
Eastern, Joliet, Ill.; Mr. Hancock; L. C. Winkelhaus, engineer of 
buildings, Chicago and North Western, Chicago. 


IDLE TIRE PURCHASE PLAN 


J. F. Glover, general manager, Railway Express Agency, 
has announced details of the “idle tire purchase plan” put in 
effect by the agency which has been designated by the Office 
of Price Administration to collect and ship surplus tires to 
regional warehouses. Under the plan, automobile owners who 
possess more than five serviceable tires may telephone the 
nearest office of the Railway Express Agency. The Agency 
will then pick up the tires and give receipts for them. After 
inspection at the warehouse, checks or war bonds or stamps 
in payment will be sent to the seller. Payment will be at 
retail ceiling prices, with deductions for repair cost of such 
tires as require repairs for continued service. No deduction 
will be made for the services performed by the Express 
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Agency. Tires fit only for scrap should besold to scrap deslers 
at scrap prices. Serviceable tires accumulated under the plan 
will be made available for rationing to keep essential passe niger 
automobiles in service. 

The O. P. A. order requires the reporting of tires in 
excess of five for each passenger automobile on November 9, 
when registration for mileage rationing will begin. Gasoline 
rationing cards will be refused to those with more than the 
alloted five tires for each car. 


Electric Railway Statistics 


Electric railways reporting to the Commission for the full 
calendar years of 1941 and 1940 had a deficit in net income of 
$1,971,032 for 1941 as compared with a deficit of $5,269,748 for 
1940, according to a Commission compilation of selected finan- 
cial and operating statistics from annual reports of electric 
— for the year ended December 31, 1941, statement No. 
4270. 


The total number of electric railways reporting in 1941 
was 88—a decrease of 2 from the number reporting in 1940. 
Miles of road operated by the railways reporting for the full 
two years totaled 3,545 for 1941, as compared with 3,896 for 
1940. For the comparative years, operating revenues rose 
from $45,655,514 to $51,523,626, an increase of 12.85 per cent: 
operating expenses increased 5.72 per cent, from $40,207,863 
to $42,506,634; taxes assignable to railway operations increased 
17.4 per cent, from $4,047,951 to $4,752,101; and operating in- 
come increased 199.41 per cent, from $1,467,742 to $4,394,615. 
Notwithstanding the fact that the net deficit after fixed charges 
for 1941 was $1,971,032, or 3.83 per cent of the operating rev- 
enues, Some companies declared dividends. Dividends declared 
totaled $1,355,226 for 1941 as compared with $619,252 for 1940. 
The average number of employes increased 1.87 per cent, from 
13,831 to 14,089; and total compensation increased 7.75 per cent, 
from $21,695,151 to $23,376,556. The number of car-miles in 
rail-line operations was .24 per cent greater in 1941 than in 
1940 and the car-miles in motor bus and motor truck opera- 
tions was 5.52 per cent greater in 1941 than in 1940. 


The decrease in the number of electric railways reporting 
in 1941 under 1940 was the result of one addition to the num- 
ber of reporting companies, one company reclassified as a steam 
railway, and 2 cases of abandonments and tariff cancelations. 
Some electric railways that were subject to the Commission’s 
jurisdiction were engaged in interstate commerce only to a 
slight extent, and on that ground had been excused from filing 
annual reports. At the close of 1941 there were 28 companies of 
that class. Seven of the companies reporting in 1941 were in 
receivership or trusteeship at the close of the year, a decrease 
of 3 from the previous year, of which one company was sold, 
one receivership terminated, and one company reorganized as 
a new company. 


BILLS OF LADING SURETY 

E. F. Lacey, executive secretary of the National Industrial 
Traffic League, has brought to the attention of members of 
that organization correspondence between the League and the 
Association of American Railroads about the surety the rail- 
roads shall have in instances when they surrender freiht 
without delivery of the straight or order bills of lading. The 
correspondence has been between E. S. Gubernator, chairman 
of the Leagues bill of lading committee, and A. F. Cleveland, 
traffic vice-president of the railroad association. 

The correspondence turns around the position taken by 
the railroads that shippers should furnish corporate surety 
bonds. Mr. Lacey said the subject was brought to the atten- 
tion of the membership, as information, so as to afford them 
opportunity to register their objections to the latest proposal 
of the railroads, in the form of a revised rule, in which not- 
withstanding the objections of the League committee, the 
corporate surety idea was still retained. Mr. Lacey suggested 
that members send their objections to the chairman of the 
bill of lading committees who are A. H. Greenly of the official; 
E. H. Dulaney, the southern, and R. C. Fyfe, the western, with 
copies thereof to Mr. Gubernator and to him. 


WHEELER RAILROAD INVESTIGATION 


A resolution authorizing continuance by the Senate inter- 
state commerce committee of the so-called Wheeler railroad 
investigation originally authorized in the Seventy-fourth Con- 
gress—the present Congress is the seventy-seventh—has been 
introduced by Senator Truman and ‘referred to the committee. 
It would authorize use of funds heretofore authorized. The 
committee has been publishing, from time to time, reports on 
the investigation. 
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A. T. A. Annual Meeting 


Manpower, Equipment, and Pooling Problems Discussed at St. Louis—Rogers and Beyer Among 
Featured Speakers—Near-Record Attendance—Ted V. Rodgers Reelected President 


By Rosert J. Bayer, Staff Correspondent at St. Louis, Mo. 


e Highway vehicle operators attested their interest in war- 

time transportation problems by attending, 1100 strong, 

the ninth annual convention of the American Trucking Associa- 

tions, Inc., at St. Louis, October 19 and 20. It was said by 

some that the registration was the largest in the association’s 

history, though others insisted that it was short by a few of 
the 1938 meeting in Chicago. 

Apparently, the operators came to hear leaders in their 
industry and officials of the federal government having to do 
with transportation rather than to take action on problems 
confronting the industry. Most of the resolutions adopted at 
the final general session were broad in their terms. An indica- 
tion of an apparent disinclination to take definite and force- 
ful action was the absence, noted by many, of any expression 
from the association on the current anti-trust investigation into 
truck rate-making activities. The matter was by long odds 
the one most frequently and feelingly discussed in corridors 
and over luncheon tables, but, as far as could be learned, no 
resolution on the subject was even submitted to the resolutions 
committee for consideration. Before the meeting of the policy 
committee, held October 18, it was said that the investigation 
was to be discussed and some action recommended. After 
that meeting, however, J. B. Spaenhower, chairman of the 
committee, said the matter had not been brought up. 


Resolutions 


The most important of the resolutions submitted and rec- 
ommended for adoption by the resolutions committee, Frank 
Smith, Ohio, chairman, was one dealing with the Office of 
Defense Transportation General Order No. 23, restricting the 
maximum speed of highway vehicles to 35 miles an hour. The 
resolution instructed the president of the association to ap- 
point committees in the thirteen regions of the association to 
“gather, compile and present to the federal authorities facts, 
figures and studies to support the industry’s contentions” on 
the subject. Those contentions were that highway trucks were 
constructed to operate most efficiently at more than 35 miles 
an hour and that “to operate at 35 miles means extra wear 
on equipment and destruction of vital parts hard to replace’; 
that the slower maximum speed would “not result in ap- 
preciable reduction of tire wear”; that the lower speed would 
require changes in division points, “force many drivers to 
change the location of their homes and increase the number 
of drivers required at a time when there is a great scarcity of 
competent manpower”; that it would reduce the transportation 
capacity of existing equipment and “require the use of addi- 
tional equipment to handle the amount of traffic now trans- 
ported, which equipment is not available,” and that the slow- 
ing down of service would cause “public inconvenience and a 
delay in war production.” The resolution instructed the as- 
sociation’s executive committee to direct a public relations 
campaign “toward informing the public of the reasons and 
purposes of this resolution.” It was adopted. 

There was also a resolution calling for the appointment 
of a committee to study the needs of the industry for equipment 
for 1943 and to make presentations of such needs to the O.D.T. 
The resolution, which was adopted, was the result of a number 
of discussions, notably one in the meeting of the policy commit- 
tee, in which it was pointed out that, of the 190,000 new trucks 
In the pool “frozen” by W. P. B. order when civilian produc- 
tion ceased, 120,000 had already been allocated, more than 
40 per cent to the armed forces. It was argued by some that, 
since the Army and Navy were now getting the entire current 
truck production, a production line devoted to the manufac- 
ture of trucks to replace for civilian use those taken from the 
pool by the Army and Navy ought to be put in motion. There 
were a number of references to the fact that the railroads 
had not been “slow or bashful” about asking for materials for 
new freight cars and locomotives and that the highway trans- 
portation industry might well follow their aggressive example. 

A number of speeches and discussions on the shortage of 
manpower were brought to a head in another resolution, which 
was adopted, condemning the “pirating” of the highway trans- 
portation industry’s employes by other industries, calling at- 
tention to its loss of men to the armed forces, and authoriz- 
ing the association’s staff to cooperate with federal agencies 
and Congress “with a view to retaining for the industry, in the 


prosecution of its essential services to the nation, all the 
trained manpower possible.” 

Except for the usual resolutions of thanks to those re- 
sponsible for arranging the convention, and condolence to the 
survivors of recently deceased members, the only other resolu- 
tions adopted were a pledge on the part of the industry to “di- 
vert at least ten per cent of its payroll to war bonds,” and in- 
structions to the association’s staff to attempt to obtain a clarifi- 
cation of the Commission’s accounting rules so as to make more 
comparable the revenue and expense accounts of truckers 
doing pick-up and delivery service for themselves and those 
who have that service performed under contract. Both were 
adopted. 


Election of Officers 


Ted V. Rodgers was elected to his tenth consecutive term 
as president of the association. The four vice-presidents at 
large—H. D. Horton, North Carolina; Mr. Spaenhower; Henry 
E. English, Texas, and C. J. Williams, Wisconsin—were also 
reelected, as were the secretary, Chester G. Moore, Illinois, 
and the treasurer, James B. Godfrey, Michigan. 

Several new names appeared on the slate of regional 
vice-presidents as presented by the nominating committee, of 
which Mr. Spaenhower was chairman. By accepting unani- 
mously that report and casting a single ballot for the candi- 
dates nominated in it, the association elected the following: 


Region 1, Moe Savin, N. H., and Dana Clark, Jr., N. H.; Region 
2, Robert Jackson, N. J., and D. L. Sutherland, Conn.; Region 3, 
Ted N. Moyers, W. Va., and Fred K. Geiger, Pa.; Region 4, C. Fair 
Brooks, Va.; and Harry L. Spring, Ga.; Region 5, E. J. Buhner, Ky., 
and Ray B. Gill, Tenn.; Region 6, W. F. Mullady, Ill., and Maurice 
Tucker, Ind.; Region 7, Fisher Dorsey, Texas, and H. A, Tune, Ark.; 
Region 8, John W. Blood, Kan., and C. F. Weilbacher, Mo.; Region 
9, Earl N. Cannon, Wis., and Stanley L. Wasie, Minn.; Region 10, 
Elton Cooley, Col., and Ray Lilenquist, Utah; Region 11, J. O. Cotant, 
Ida., and Leland James, Ore.; Region 12, A. J. Eyraud, Cal., and C. M. 
Martin, Ariz.; Region 13, W. J. O’Donnell, O., and Don Smith, Mich. 


General Sessions 


George R. Goode, chairman of the St. Louis convention 
arrangements committee, presided at the opening general 
session, October 19. President Rodgers presided at other general 
sessions. The invocation was by the Rev. Walter B. Lemp, pas- 
tor, Western Presbyterian Church, St. Louis, and the welcoming 
address by Mayor William Dee Becker. President Rodgers, 
in his annual report, said that the O.D.T. had worked well 
toward the full utilization and conservation of trucking equip- 
ment but that “a few errors of procedure” had been made. 
So far, he said, compliance with O.D.T. orders had been 
voluntary, but he believed the war certificate order, O.D.T. 
No. 21, “definitely had teeth in it,” and that compliance with 
it would “not be left to the will of the operator.” He com- 
plained mildly of the rules, regulations and questionnaires of 
the O.D.T., some of which, he said, fell ‘somewhat short of 
practical application.” 

He spoke at length of the part played by the association 
in protecting the interests of the truckers and said that, 
specifically, the abandonment of the intention to promulgate 
a 300-mile limit on truck transportation had been due to its 
efforts. There was no disposition on the part of the highway 
operator to avoid the fullest sacrifices for the winning of the 
war, he said, but there was necessity for watchfulness to keep 
those not acquainted with the importance of highway trans- 
portation from doing things to the industry that would actually 
hamper the war effort. 

Wade T. Childress, deputy director general for field 
operations, W.P.B., was pessimistic about the possibilities for 
building new trucks for civilian use until after the war. Ex- 
cept for special vehicles for use in the lumber and copper in- 
dustries there would be none, he said flatly, and, therefore, 
highway operators would have to continue to concentrate on 
maintenance and preventive maintenance of their present 
equipment. So important was that, he said, that all thought 
of labor cost for such work ought to be discarded. . 

John L. Rogers, member of the Commission and director 
of the division of motor transport, O.D.T., spoke extempo- 
raneously at the second general session. His tone was also one 
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of great seriousness. Truckers, who were having a tough time, 
he said, were going to have much tougher times in the months 
to come. Speaking of General Order No. 21, he pleaded with 
those in his audience to carry the message of the serious in- 
tention of O.D.T. to enforce it back to the small businessmen 
in their communities with limited numbers of delivery trucks, 
who might be inclined to feel that it did not apply to them- 
selves. There would be no postponement or modification of the 
order, he said, adding that the O.D.T. wasn’t “fooling” about 
requiring every commercial vehicle to have a war operating 
certificate before it could get- gasoline with which to operate. 
Truck operators now had in their possession certificates 
from rationing boards covering 240,000 non-existent tires, he 
said. There seemed little prospect for improvement in the 
rubber situation, particularly as applied to heavy truck tires, 
for use in which no adequate synthetic had as yet been devel- 
oped. Truckers might expect further reductions in crude 
rubber allocations for tires in the coming months, he added. 
He discussed at length the plan of the O.D.T. for voluntary 
pooling of equipment between key traffic points. A series of 
meetings was under way at which groups of truckers operating 
between points common to all were being guided in pooling 
their equipment and traffic, he said. Such action would have 
to be taken by the operators themselves, he added, or ‘“some- 
body else will do it.” He said that there was also in the 
planning stage the further coordination of rail and truck 
operations. While the 300-mile distance limit order for truck 
operations was in abeyance, he said, it was “not yet dead.” 
It might well be revived in a somewhat modified form, he said. 


Manpower Problems 


Otto S. Beyer, director, division of transport personnel, 
O.D.T., spoke on “A Manpower Program for the Trucking 
Industry.” Although occupational bulletin No. 21 of the 
Selective Service System named essential workers in various 
classes in the transportation industry, it in no sense instructed 
draft boards to exempt such workers, he said. That was a 
matter for discretion with the local boards. As a matter of fact, 
he said, the government wasn’t trying to run business and 
the manpower problem was one for which business itself would 
have to accept the responsibility “in spite of what seems 
obstacles in the path.” The government merely said there were 
limits within which business might act, he said, adding: 

“But in the last analysis you are in charge of the opera- 
tions in your industry. You are doing the hiring and training, 
not we. You are determining the details of how you shall 
operate. We can help, but we do not think that you expect 
us to do your job for you, even if we were so foolhardy as 
to think we could.” 

The War Manpower Commission, with rare exceptions, 
had made no detailed orders, said he. It had merely laid down 
broad policies ‘“‘with respect to recruiting, training, selective 
service, labor pirating, and other similar matters.” It hoped 
that “strict control over every aspect of the labor market will 
not be necessary,” he added, but if such control became neces- 
sary it would be put in effect. 

“I can safely prophesy that some of you who are asking 
for stricter control aren’t going to like it any better than 
the rest of us when and if you get it,” said he. 

The United States Employment Service surveys indicated 
that, up to July of this year, truck transportation had been 
“reasonably successful in meeting problems of manpower.” 
Only 26 out of 555 operations reporting in that month reported 
critical personnel shortages, he said. He admitted the situation 
had become worse in the months since then. 

Truckers should realize that “except for a relatively few 
key positions” they could not expect ‘“‘to keep able-bodied 
employes without dependents in their service.” An even 
heavier drain on manpower than the armed forces, he added, 
was labor turnover. He suggested the exploration by truckers 
of several sources for replacements. These included older men 
with dependents; a “revolutionizing of thinking as far as 
women workers are concerned”; negro workers and workers not 
now engaged in the services essential to the war. As to the first, 
he said, he still received complaints of truckers with age limits 
for hiring workers. 

There was a “tremendous opportunity for increased use 
of women in automobile maintenance,” he said, but, while there 
might come a time when it would be necessary to employ 
women as truck drivers, he was not urging operators “as yet 
to attempt to use women as drivers of heavy vehicles.” There 
were still many male clerks in the industry who could be re- 
placed by women, he said. 


He spoke at length of various federal, state and local 
training programs out of which might soon be expected to 
emerge replacement for lost skilled workers. He advised 
operators to make “personnel inventories” and to provide for 
the training of such replacements. Where such replacement 


. with the draft boards and the appeal boards. 
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was possible, there should be no request for exemption, he 
added, but where exemption was considered necessary, the 
possession of such an inventory and records of unfulfilled req- 
uisitions on the federal employment service would have w ight 


Finally, he pleaded for “labor-management cooperation,” 
Workers were “not pawns on a chess board to be moved at 
someone’s will,” he said and their support and loyalty should 
be enlisted by the operators. 

“Your employes want to know that you are not taking 
advantage of the war situation to further some interest which 
is not essential to the war,” said he. “You, in turn, want to be 
sure that your employes are not trying to use the necessities 
of war time for ends which have no relation to the war pro. 
gram. If you will sit down with your employes in the spirit 
of the programs of labor-management cooperation that I have 
seen successfully at work in a good many companies, I am 
sure that you will find more common aims than you at first 
thought possible. You will also find a smoother path and a 
shorter one toward a more satisfactory handling of your man- 
power problems.” 


Safety Trophies 


Mr. Beyer made the presentations of the trophies for safe 
operations of motor truck fleets for the year. The winners 
were: 


Local transportation, under 100,000 miles, Monmouth Ice Cream 
Company, Asbury Park, N. J.; 100,000 to 300,000 miles, Clayton R, 


Exner, Easton, Pa.; over 300,000 miles, Castle Ice Cream Company, 
Garfield, N. J. 


Road haul transportation: Under 100,000 miles, W. D. Minniam, 
Lewisburg, Pa.; 100,000 to 300,000 miles, G. B. Homan, Rutherford, 
N. J.; 300,000 to 500,000 milés, Silver Eagle Company, Portland, Ore.: 
500,000 to 1,000,000 miles, L. W. Falwell, Lynchburg, Va.; 1,000,000 
to 2,500,000 miles, Pierce Auto Freight Lines, Medford, Ore.; over 
2,500,000 miles, Consolidated Freightways, Portland, Ore. 


The safety trophy for divisions of the association, went to 
Texas. The Trailmobile trophy for safety and courtesy went, 
rood the second time, to Consolidated Freightways, Portland, 

re. 

J. V. Lawrence, managing director of the association, re- 
ported briefly on its activities in the year just past. Mr. 
Godfrey, as treasurer, reported that the association had operat- 
ed at a profit for the first time in its existence, the net for 
the year being $32,838.74. His report and Mr. Lawrence's 
remarks indicated that much of this was due to increases in 
profits from the association magazine, “Transport Topics,” 
which it untruthfully promotes as the ‘only weekly newspaper 
in the motor carrier field.” 


Robert Sanford, Texas, chairman of the association Busi- 
ness development section, reported on meetings held at Wash- 
ington, Kansas City and Chicago. Vice-president Horton and 
Milton Biow, New York, spoke on the association’s industry 
advertising campaign. Mr. Horton asserted such a campaign, 
to which each operator was asked to contribute %4 of 1 per 
cent of his 1941 earnings, was necessary, among other reasons, 
because of a “deliberate and premeditated campaign against 
the trucking industry by the railroads.” 


Common Carrier Sessions 


B. D. Davidson, Maryland, vice-chairman, presided at 
sessions of the regular route common carriers’ conference of 
the association, in the absence of the chairman, L. B. Brown, 
Texas, because of illness. There were reports from Chairman 
Brown; Robert McBride, general manager, and J. Manley Head, 
assistant general manager. Major Morris S. Schwartz, man- 
power director, national headquarters, Selective Service 
System, in a speech, also stressed the necessity for hiring 
women in the trucking industry. He said they would make 
good truck drivers for distances up to 100 miles. He urged 
truckers not to be hesitant about asking for exemptions for 
td employes and described the steps to be taken along those 
ines. 

Ellis G. Longenecker, chief, section of operations, property 
carriers, O.D.T., spoke of the operations of truck joint infor- 
mation offices, which he said were not cooperative pools, but 
merely “return load bureaus.” He said the chief bottleneck 
in the trucking industry today was manpower, with replace- 
ment parts second and rubber third. Rubber however, he said, 
would soon become the major problem. All this meant increased 
efficiency in the use of equipment. That there was room 
for improvement, he said, was proved by the surprising fact 
that the empty mileage of trucks today was 5 per cent highter 
than five years ago. 


The speaker submitted to a questioning period, but most 
of those asked were shunted off by the chairman as “em- 
barrassing.” One of them was as to why the O.D.T. “did not 
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force the railroads to live up to its General Order No. 1.” 
Another was as to when someone in the government was going 
to begin “‘to educate the leaders of local labor unions.” The 
latter question brought applause, but all the speaker would 
say was that he didn’t think local labor leaders “needed edu- 
cation from anyone.” 

Lt. Col. John O. Gottlieb, former Chicago truck operator, 
now assistant chief, traffic control division, Army Transporta- 
tion Corps, spoke in general terms of the value of truck trans- 
portation in the war effort and the manner in which his divi- 
sion was handling the movement of war traffic. He told of 
the establishment of “consolidating stations,” and the alloca- 
tion of traffic from and to them among all operators who were 
equipped to render efficient service. The Chicago consolidation 
station, in its first week of operation, he said, had given to 
trucks 3,000,000 pounds of freight not before hauled by high- 
way. He pleaded with truckers to merge their individualities 
in their association, through which they were in the best 
possible position to offer to their country the utmost service 
in time of war. 


The conference reelected Mr. Brown chairman; Mr. David- 
son, vice-chairman; Alex Sherrer, Ill., secretary, and Morgan 
Parlin, Ky., treasurer. 


Other Conference Elections 


Other conferences elected the following chairmen, each 
of which by such election became a conference vice-president 
of the American Trucking Associations and a member of its 
board of directors. 


Automobile transporters, W. F. Carey, Michigan; cartage opera- 
tors, Joseph Robertson, Cal.; irregular route common carriers, Jack 
Stanley, Va.; contract carriers, Charles P. Clark; film carriers, James 
P. Clark, Pa.; household goods carriers, Ernest Wheaton, Md.; oil- 
field haulers, A. R. Duke, La.; petroleum carriers, Fred Suddath, 
Mo.; private carriers, John A. Hassey, Mass. 


There were two luncheon meetings. At the first, October 
19, Col. C. D. Earp, state director, Selective Service System, 
speaking for the director of the system, Major General L. B. 
Hershey, delivered a patriotic address. At the second, October 
20, the speaker was Harry S. Truman, senator from Missouri, 
who furnished some relief from the pessimism of other 
speakers. He said that, with teamwork, the highway industry 
would come out of the war in good shape and that the effort 
would bring some permanent benefits, such as the wiping out 
of state highway barriers. 

There was a dinner the evening of October 20, at which 
more than 1300 were in attendance. There was a program of 
entertainment and dancing, but no speeches. 


Carrier Counsel Association 


The National Association of Motor Carrier Counsel held 
its annual meeting coincident with that of the truckers. Subjects 
discussed included the enforcement of O. D. T. General Order 
No. 21. By resolution the association pledged its members to 
accept invitations to speak on the technicalities of the order 
to groups of truckers. Another resolution offered to the truck- 
ing industry and the government the services of member 
counsel in the event of unforeseen interruptions of highway 
traffic. Where such interruptions occurred—due to labor trouble 
or natural causes—the resolution said, the members of the 
association would hold themselves ready for immediate service 
in the rerouting of traffic where legal advice might be neces- 
sary in obtaining exemption from state regulations. 

The association elected the following officers: 

President, August W. Heckman, Jersey City, N. J.; first vice- 
president, Carll V. Kretsinger, Kansas City, Mo.; second vice-president, 
B. W. LaTourette, St. Louis; third vice-president, Paul Goldstein, New 
Haven, Conn.; fourth vice-president, Franklin Overmeyer, Chicago; 


treasurer, Jacob Josselson, Cincinnati, O.; secretary, S. Harrison Kahn, 
Washington, D. C. 


c. S. M. F. B. MEETINGS 


Regular monthly meetings of the Central States Motor 
Freight Bureau, held at the Blackstone Hotel, Chicago, since 
its earlier meeting place, the Stevens Hotel, was taken over 
by the U. S. Army, will be held in November at the Drake 
Hotel. They include a meeting of the board of governors, 
November 10; the central rate committee, November 11, and 
the regular monthly hearings of the standing rate committee, 
November 12, 13 and 14. 


Cc. M. F. A. CLAIM PREVENTION SECTION 


A claim prevention section of the Central Motor Freight 
Association will be organized at a meeting at the Morrison 
Hotel, Chicago, November 2. There will be no formal speaker, 
ut a round-table discussion is expected to lead to the formula- 


= Seg plans for a program of freight claim prevention ac- 
1tlés. 
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Highway Maintenance Problems 


Financial difficulties confronted by state and federal gov- 
ernments in maintenance of highways, brought about by de- 
creased gasoline tax receipts due to a present decline in use of 
passenger cars together with increased “wear and tear’ on 
highways because of heavier loading of trucks and more ex- 
tensive operations of busses, might be surmounted were it 
not for the facts that manpower demands or war industries are 
reducing the number of highway maintenance workers, that 
road maintenance materials are becoming difficult to obtain, 
and that the supply of road maintenance equipment is limited. 

After having made this observation, in an article in Do- 
mestic Commerce, publication of the Commerce Department, 
Richard H. Rush, of the department’s research staff on trade 
barriers, recommended, among other things, that the states 
attempt to equalize road wear by rerouting traffic at various 
times. The article by Mr. Rush is entitled, “Will Our High- 
ways Fail Us?” 

Mr. Rush showed that there had been an average increase 
of 19.2 per cent in the total tons of freight handled by trucks 
in various regions of the United States in May, 1942, compared 
with May, 1941, and that there had been, at the same time, an 
increase of 1.9 per cent in miles operated by the trucks. He 
tabulated the tonnage increases as follows: 


Eleven western states, 34.2 per cent; four southwestern states, 25.7 
per cent; eight midwestern states, 1.7 per cent; four central states, 0.6 
per cent; nine southern states, 81 per cent, and twelve mid-Atlantic 
and New England states, 6.1 per cent. 


Increases in truck mileage in May, 1942, compared with 
May, 1941, were tabulated in the article as follows: 


Eleven western states, 16.8 per cent; four southwestern states, 16.1 
per cent; eight midwestern states, 2.4 per cent; four central states, 7.5 
per cent; nine southern states, 9.8 per cent, and twelve mid-Atlantic 
and New England states, 15 per cent. 


Construction Limited by W. P. B. 


“The primary systems of state highways consist of 329,000 
miles,’ Mr. Rush said. “Out of this total 104,000 are of a high 
type (bituminous concrete and sheet asphalt, portland cement 
concrete, brick and block). * A further 198,000 miles are me- 
dium and low type (bituminous penetration, mixed bituminous, 
bituminous surface treated, gravel, stone and soil surfaced). 
All the rest (27,000 miles) are unsurfaced. 

“The construction of new roads and the reconstruction of 
old roads for the rest of the war period are practically out 
of the question. In the last few years the average annual new 
construction of high-type roads has amounted to 12,000 miles. 
So far this year the War Production Board has authorized 
the construction of only 4,500 miles and expects to authorize 
only 5,500 for the entire year. After this year, authorization 
a. ad high-type roads will probably decline sharply from 

“During the past two years Congress has appropriated 
$250.000,000 for the construction of access roads to industrial 
plants and military sites of various kinds. The states, coun- 
ties, cities and towns have likewise concentrated on this type 
of construction. 

“New construction will not be a major consideration of 
anyone as long as the war continues. The major consideration 
is making what roads we have stand up. . .” 

Reports now coming in from industrial areas in California, 
Maryland, New York and Pennsylvania gave evidence that 
roads in such areas were showing increased deterioration be- 
cause of the war program, said Mr. Rush. He added: 


The negative showing of the great central industrial area can be 
partly explained by the fact that up until the last few months the auto- 
mobile industry was being changed over to war production and was for 
a time in the doldrums. In addition, the policy of decentralizing both 


industry and military sites increased the relative traffic in the less in- 
dustralized areas. 


The 19.2 per cent average increase in tons handled as compared 
with only 1.9 per cent average increase in miles operated can be partly 
explained by the recent order of the Office of Defense Transportation 
which tends to encourage loading for capacity for every trip. . . 


Sees 28 Per Cent Drop in Revenue 


A comparison of gasoline tax receipts of last July with 
those of July, 1941, said Mr. Rush, showed a decline of 18.5 
per cent. He noted that the Baruch committee’s report pro- 
posed a limitation of average mileage of all passenger cars 
to 5,000 miles a year, and that it estimated the present average 
mileage as 6,700 miles, compared with an average of 9,000 
miles before the advent of gasoline rationing or tire rationing. 

The entire decline of both gasoline tax and vehicle regis- 
tration fees, he estimated, would amount to $461,316,000, “or 
around 28 per cent of the total receipts for highway purposes.” 

As to the supply of highway maintenance equipment, Mr, 
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Rush said that, “fortunately,” the War Production Board’s 
bureau of governmental requirements had made a complete 
running inventory of all highway equipment in the country 
and had arranged for governmental bodies having a shortage 
of equipment to use equipment of governmental bodies having 
a surplus. The W. P. B. bureau anticipated no shortage of 
such equipment for two years, he said. In conclusion, he said: 


The main problems facing us are these: (1) A shortage of main- 
tenance materials; (2) a shortage of maintenance labor; (3) an in- 
creasing maintenance job as roads were out more rapidly than nor- 
mally because of wartime trucking; (4) an increasing maintenance 
job as roads reach the normal end of their lives but cannot be replaced. 

To counteract these tendencies it is suggested that: 

1. Preventive maintenance be done now while labor, materials and 
equipment are available. 

2. Some thought be given to using the army to do maintenance work 
as labor becomes scarce and as the roads require more maintenance 
to meet military demands. 

3. The use of heavy military equipment (such as tanks) on the high- 
ways be kept to a minimum, at the discretion of the army. 

4. States are to be urged to try to equalize road wear by rerouting 
traffic at various times. 

5. Maintenance which is difficult because of a lack of materials, labor 
or equipment, be deferred until the end of the war, provided the high- 
ways will still carry truck and bus loads and essential passenger cars. 


TRUCK WEIGHTS IN CLASSIFICATIONS 


Director Blanning, of the Commission’s Bureau of Motor 
Carriers, has directed attention of freight classification pub- 
lishers to the fact that minimum weights for truckloads in 
many instances are in excess of the physical capacity of motor 
vehicles to carry. That is particularly true, he indicated, of 
railroad tariffs which motor carriers are parties. He called 
attention to the Commission’s decision in I. and S. No. M-1216, 
decided August 11, 1942, wherein the Commission reached a 
definite conclusion as to the method of determining the min- 
imum weight to be used when there was published in connection 
therewith rates to apply on truckload or volume shipments. 

The director said he would appreciate it if the recipient 
of his letter would advise him as to what method the pub- 
lisher proposed to follow to accomplish the desired result, 
that is, the fixing of possible minimums for loading within a 
reasonable time. 


U. S. ACQUISITION OF VEHICLES 


Senator Reynolds, of North Carolina, for himself and Sen- 
ator Downey, of California, has introduced S. 2847, a bill to 
authorize the President to acquire vehicles and other transporta- 
tion equipment and supplies necessary for the successful pros- 
ecution of the war. The bill includes a provision that owners 
of vehicles or other transportation equipment or supplies 
acquired under its terms shall be paid, immediately on being 
deprived of such property, such sum as the President shall 
determine to be fair and just, and a further provision that if 
the owner is unwilling to accept such payment, he shall receive 
50 per cent of the sum thus offered and shall be entitled to 
sue the United States for such additional sum as he may con- 
sider fair and just compensation. The bill authorizes the 
appropriation of not to exceed $500,000,000 to carry out its 
provisions. The provisions of the bill would remain in effect 
until December 31, 1944, “or until such earlier time as the 
Congress, by concurrent resolution, or the President, may 
designate.” 


TRUCK DELIVERIES ON SATURDAY 


The board of directors of the Detroit Board of Commerce 
has voted to ask all Detroit receivers of truckload shipments 
to accept deliveries on Saturdays—all day. 

“We took this action because we determined great waste 
of equipment was occurring,” said Raymond H. Berry, presi- 
dent. “With no new trucks being built and with tires and 
parts precious we knew such waste should stop. Trucks arriv- 
ing Friday afternoons have remained idle under load for as 
long as the following Tuesday. With motor vehicles actually 
serving as an extension of assembly lines—feeding material 
from plant to plant until finally fashioned into fighting weapons 
—we must insure their fullest use.” 

Allen Dean, manager of the board’s transportation bureau, 
said this was intended as the opening shot of a “truck effi- 
ciency” program that would parallel the “car efficiency” pro- 
gram “we have been running for the railroads during the past 
year.” Reports are to be made where Saturday loads are 
turned down by an industry and where an operator does not 
provide Saturday delivery where the receiver desires it. 


Il. C. COMMITTEE MEMBER 
Representative John B. Sullivan, of Missouri, has been 
made a member of the House committee on interstate and 


foreign commerce. He succeeds Representative McGranery, of 
Pennsylvania. 
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Taxes and Transportation 


A tax of 3 per cent on freight and express charges, except 
as to coal, on which a tax of 4 cents a short ton was imposed, 
was included among provisions of the new tax bill, H.R. 7378 
approved by Congress and sent to the President October 29, 
The House and Senate on that day adopted a conference re. 
port restoring the freight tax proposal as a new revenue source, 
The bill as passed by the House contained a provision for a tax 
of 5 per cent on amounts paid for transportation of property, 
with an exception as to coal, on which the House bill called 
for a tax of 5 cents a ton. The Senate finance committee 
eliminated the freight tax provision. 

As passed by Congress, the bill provides for an increase jn 
the tax on amounts paid for transportation of persons from 5 
per cent to 10 per cent. The Senate finance committee amended 
that provision so as to expand an exemption from tax with re. 
spect to personnel of the U. S. armed forces when traveling in 
uniform at their own expense when on official leave, furlough, 
or pass, by bringing within that exemption members of the 
military or naval forces of any of the United Nations traveling 
in uniform of such nation. The conferees accepted the Senate 
amendment and made no further change in the passenger tax 
proposal. 


The new tax bill includes an increase of the present tax 
of 4% cents a gallon on lubricating oils to 6 cents a gallon, 
Certain other provisions relate to discharge of indebtedness 
and reorganization of railroad corporation (see Traffic World, 
October 10, p. 834). 


President Roosevelt signed the bill October 21. The tax 
on freight and express charges will become effective Decem- 
ber 1. The passenger tax will become effective November 1. 


Senator Thomas Urges Repeal 


Senator Thomas, of Idaho, issued a statement in which 
he said that “the substantial amount of revenue involved out- 
weighed all other considerations when conferees of the Senate 
and House restored the tax on freight and express traffic in 
the final draft of the tax bill.” As an opponent of this tax, 
he suggested that, inasmuch as another tax bill was in pros- 
pect in a few months, “the interested organizations should 
prepare to seek repeal of this tax at that time.” 

“The percentage tax on freight and express traffic dis- 
criminates against farm, mine and forest products of a state 
like Idaho, more distant from central markets than its com- 
petitors,” he said. 

“Even at a rate of 3 per cent it is estimated that the tax 
will produce about $158,000,000 in revenue annually. This fact 
caused the conferees to ignore the action of the Senate in voting 
unanimously to accept the Senate finance committee amend- 
ment for elimination of this item from the House bill. 


“The tax had no support whatever ... No one appeared 
in behalf of the tax in the hearings of either the House ways 
and means committee of the Senate finance committee. The 
tax was opposed because of its certain inflationary effect by 
both Secretary of the Treasury Morgenthau and Price 
Administrator Henderson. 


“Overconfidence on the part of opponents of the tax based 
on unwarranted statements that the matter had been disposed 
of by the adverse action of the Senate finance committee a 
month and a half ago probably contributed to the final result. 
If pressure had continued to be applied by farm and _ business 
organizations to the members of the conference committee they 
might have acted otherwise.” 


In debate in the Senate on the conference report, Senator 
McNary, of Oregon, expressed his “displeasure” at the action 
of the Senate conferees in agreeing to the transportation tax 
on freight and express. The tax would work a very great 
hardship on western timber owners and converters of timber 
and forest products because their market was in the east and 
had competitors in the south, Great Lakes states and east, 
said he. 

Senator George, of Georgia, chairman of the Senate finance 
committee, said the House conferees had insisted on the com- 
promise tax. 


ARMY TRANSPORTATION SCHOOLS 


The War Department has announced it will establish soon 
two new schools for the training of Transportation Corps offi- 
cers and one for the instruction of officer candidates for the 
same service. Under the control of the Chief of Transporta- 
tion, Services of Supply, one school for the training of com- 
missioned officers will be at Fort Slocum, New Rochelle, N. Y., 
and the second will be at Camp Stoneman, near Pittsburg, 
Calif. Officer candidate courses will be given at the Adminis- 
trative Officer Candidate School, Mississippi State College, 
Starkville, Miss. 
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October 24, 1942 


Marketing and Transportation 


A review of the transportation situation in relation to 
farm marketing is contained in a bulletin entitled “The 
Marketing and Transportation Situation” issued by the Bureau 
of Agricultural Economics of the U. S. Department of 
Agriculture. . 

“We are approaching the limits of our capacity to expand 
the transportation system as a whole,” says the bureau. “In 
addition, the efficiency of the agricultural trucking system 
may decline at a greatly accelerated rate, at the very time 
that our railway transportation system will find it most diffi- 
cult to take on new burdens. 

“Thus far during the war the marketing and transporta- 
tion system has done a good job in meeting increased require- 
ments, while at the same time reducing the over-all per unit 
charges for its services, although freight rates have been 
increased.” 

The general outlook for marketing and transportation 
in 1943 and as long as the war lasts points to the need for 
vigorous action by producers, middlemen, consumers and 
government agencies in order to anticipate bottlenecks before 
they arise and bring about their solution, says the bureau. 

The live stock marketing and transportation system must 
be adjusted to a volume of operations never before achieved, 
says the bureau, with the critical period coming in 1943-44 
when marketings are expected to reach a wartime peak and 
truck transportation facilities will have been depleted. 

Volume of rail traffic in 1942 will probably exceed that 
in 1941 by 30 per cent for freight and 50 per cent for pas- 
senger traffic, says the bureau. It says there is every indi- 
cation that the volume will continue to rise in 1943 but that 
the rate of increase will not be as great in 1942. The various 
factors entering into the railroads’ problem are discussed— 
diversion of traffic to railroads, increased troop movements, 
decline of use of motor vehicles. The bureau thinks a net 
increase of 15 per cent in rail traffic in 1943 over 1942 is 
likely. Agricultural traffic is expected to be somewhat larger 
on the average in 1943 than in 1942. Continuing, it says: 


Many uncertainties are involved in making this prediction of the 
volume of traffic the railroads will have to carry in 1943. A zoning 
or certificate system which will deprive sellers of distant markets 
and cut down ton miles may be used. The production of civilian 
goods may be concentrated in such a way as to minimize the de- 
mands upon the transportation system. Production in the war plants 
may be rearranged with an eye to lessening the volume of traffic. 
Also, many goods have moved to their destination and need not be 
replaced in the future. This category includes capital goods, lend- 
lease materials, and building materials. Passenger car traffic may 
also level off in 1943. The armed forces will doubtless increase their 
personnel, but at the same time increasing numbers will be stationed 
abroad, thus offering no demand for rail service at home. Possibly 
aircraft will be used to carry an increasing number of passengers, 
especially government officials and military personnel. 


Routing Over Direct Lines 


The rolling stock situation is “tight,” says the bureau, 
the locomotive outlook being more unsatisfactory than that 
of the freight cars. 

A partial solution, it says, would be to use the exisiting 
motive power more efficiently. 

“By loading cars and trains to capacity wherever possible 
and by routing traffic over the most direct lines, it would be 
possible to increase the number of tons hauled per locomotive 
mile,” it says. “Steps should also be taken to increase the 
number of miles traveled each day by freight locomotives. 
Some railroads obtain in much greater mileage per day from 
their locomotives than others do and this is only partly 
attributable to the nature of the traffic burden. One way to 
bring about better use of locomotives would be to redistribute 
the motive power (or traffic) among the several railroads. 
Another way would be to adopt on all railroads the operating 
practices of those railroads which excel in locomotive per- 
formance. Perhaps some redistribution of technical personnel 
would be helpful. A contribution has been made by the 
Suspension of state laws limiting the length of freight trains. 

“The freight car supply seems adequate to handle the pros- 
bective volume of traffic this autumn. The greatest present tight- 
hess is in open-top cars, which are not important in the haul- 
ing of farm products. If difficulties in the movement of farm 
products should occur in the weeks immediately ahead, they 
will probably materialize because the burden of the citrus 
fruit traffic proves to be too great for the refrigerated car 
supply. The situation in 1943 will generally be less favorable 
than at this time, and agricultural traffic will have to share 
locomotives and cars (except highly specialized equipment) 
with other kinds of traffic. 


Priorities May Be Necessary 


_ “Tf shortages should materialize in the period ahead in 
Spite of all efforts to utilize cars and locomotives fully, shippers 
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and travelers should be prepared for a system of priorities 
which might bar certain traffic from the railroads altogether. 
Where commodities can be shipped at off-peak periods instead 
of on-peak, this should be done to free equipment for more 
important traffic or for shipments that can not be moved up 
or retarded because of perishability.” 


Motor Transportation 


The bureau says that, in common with the railroads, the 
motor carriers have hauled a steadily increasing volume of 
freight and passenger traffic since the outbreak of the war 
in 1939. The chances are good, it believes, that motor carriers, 
operating at or beyond their rated capacities, will not be able 
to haul as much traffic in 1943 as in 1942. The situation will 
not be clarified, it believes, until policies toward gasoline, tire 
and equipment rationing are finally determined and applied. 


The report discusses the difficulties that will confront 
farmers in 1943 because of lack of parts and tires for their trucks. 
It says a considerable proportion of farm trucks may have 
to cease operation altogether by the end of 1943. This will 
throw an added burden on other farm trucks and on for-hire 
trucks, as well as on railroads, it points out, and adds: 


Under the circumstances, steps should be taken at once to co- 
ordinate the movement of agricultural products, particularly the move- 
ment of live stock and fresh fruits and vegetables. Cross-hauling of 
farm products should be minimized and the present excessive long- 
distance hauling of farm products by trucks should be greatly reduced. 
Some existing state laws regulating trucks will need to be suspended, 
and reciprocity privileges promoted. (It is reported that despite paper 
agreements between some states on these points, truck operators 
have been fined by local authorities for violations of these old regu- 
lations.) Cooperation of farmers using privately-owned trucks may 
have to be more actively promoted, possibly under government super- 
vision. Farm trucks returning from markets should bend every effort 
to secure return loads through pooling arrangements with other 
farmers or carriers. It may be necessary to accomplish this result 
by compelling farmers to lease their trucks on return trips. Even on 
farm-to-market trips, farm trucks may be pooled for use by all 
farmers in the community. 


Rates and Charges 


Reviewing the general increases in rail rates and charges 
made early in 1942, following the granting of increased wages 
to railroad employes late in 1941, the bureau said that, in 
view of the recent price and wage stabilizing policy adopted 
by the government, further significant increases in rail costs 
probably would not develop and horizontal rate increases 
would not be necessary. 


Motor carrier costs and rates also had risen in recent 
months, said the bureau. 


“This trend may be arrested, unless increased working 
hours and overtime pay resulting from reduced highway 
speeds and general increases in rates of pay for trucking labor 
to keep it from going into war industries should become 
necessary. 


“Truck operating costs are a very high proportion of 
their total costs and any set of economic conditions which 
increases such costs soon necessitates revisions of rates on 
most classes of traffic. In this respect, the motor carriers differ 
from the railroads, whose operating costs are a much smaller 
percentage of total costs than are motor operating costs. The 
railroads are accordingly in a better position than the motor 
carriers to avoid or at least delay rate increases when their 
variable costs go up.” 


Perishables and Live Stock 


The refrigerator car supply should be adequate to handle 
the prospective volume of traffic this fall and winter unless 
the proportion of perishable foods shipped fresh rather than 
processed, or the proportion shipped by rail instead of by 
truck, is materially increased, says the bureau, adding that 
the possibility of a refrigerator car shortage in 1943-44 is 
stronger. 


Discussing the transportation of live stock the bureau 
says: 


Even though transportation facilities for moving live stock are 
expected to be adequate this fall and winter, it is important that they 
be used as efficiently as possible in order to conserve trucks for next 
year. Live stock trucks can be conserved by any of the following 
methods: (1) Enforcing a more efficient pick-up service in the country 
so as to require less travel to complete loads; (2) minimizing cross- 
hauling; (3) using small trucks for assembling live stock from farms 
for delivery to appropriate points, where transfer is made to larger 
trucks or railroads for transportation to markets; (4) limiting pick- 
up service in a community to one or a few days per week; (5) estab- 
lishing truck. associations in communities where they can transport 
live stock more economically than private truckers; (6) avoiding un- 
necessary inter-market movements of live stock, and (7) insuring ca- 
pacity loads for liwe stock trucks and return loads from market. If 
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the transportation situation becomes critical, the zoning of territory 
may be necessary despite the difficulties involved. 


1943 Agricultural Outlook 


In its October “The Demand and Price Situation” bulletin, 
the U. S. Department of Agriculture indicates that there will 
be considerable impact on the country’s transportation system 
by a supply of foods which will probably be of record size in 
1943. The bulletin said that the transportation system was 
already beginning to groan under the war load. Added to this, 
it points out, a higher average level of domestic consumer in- 
come, more than sufficient to offset any probable increase in 
individual taxes; a smaller volume of nonagricultural products 
for consumers to buy, which will leave an abnormally large 
portion of income which may be spent for agricultural prod- 
ucts; and large increases in military and lend-lease require- 
ments for agricultural products, will further strain transporta- 
tion. 

As contributing factors, the bulletin pointed out that coastal 
traffic had been reduced sharply by the war, and that the use 
of motor vehicles was being drastically curtailed in all except 
the most necessary lines of activity. Since the traffic load had 
increased considerably, further gains of much consequence 
in railway traffic would require the manufacture of more new 
equipment than war demands for strategic materials would 
permit. Even if materials and labor should be available in 
greater quantities than expected in 1943, the bulletin stated 
that the transportation situation probably would prevent much 
further rise in industrial activity than was now anticipated. 


W. P. B. Transportation Change 


A. I. Henderson, deputy Director General for Industry 
Operations of the War Production Board, has announced crea- 
tion of a new division of stockpiling and transportation. 


In this division, said he, responsibility would be consoli- 
dated for all transportation priorities, domestic as well as im- 
port. 

Included in the division is the W. P. B. transportation 
committee. That committee was charged with the determina- 
tion of commodity transportation requirements and prepared 
priority or preferences regulations to assure that vital trans- 
portation requirements were met (see Traffic World, October 
10, p. 866). The committee has sought voluntary action by 
industry to minimize its use of transportation by eliminating 
cross hauls and reducing length of hauls, among other things. 
Establishment of a priorities system has been promised, how- 
ever, if voluntary action does not accomplish desired results. 


The new division will have authority to advise the Office of 
Defense Transportation as to the issuance of directives with 
respect to the relative importance of commodities for storage. 


Dr. W. Y. Elliott, former chief of the stockpile and ship- 
ping imports branch, will be director of the division, while 
A. F. Shafter, who has been chairman of the W. P. B. Trans- 
portation committee, becomes director in charge of transpor- 
tation and storage. Conant Brewer, who has been deputy chief 
of the stockpile and shipping imports branch, has been ap- 
pointed director in charge of stockpile and shipping in the new 
division. Functions and staffs of the branch and committee 
have been merged into the new division. 


Creation of the division centralizes all functions and re- 
sponsibilities of W. P. B. relating to import priorities, stock- 
piling, stock protection, storage, and domestic transportation 
by truck, rail, waterways, and all other methods. 

The division will have these main objectives: 


1. To make determinations with respect to transportation needs 
for the movement of commodities and materials essential to the war 
effort. 

2. To establish schedules of priorities of movement in transporta- 
tion of commodities and materials. 

3. To insure through appropriate action that essential commodi- 
ties are imported for consumption and stockpiling. 

4. To guide other government departments and agencies with re- 
spect to the most effective use of warehouse facilities. 

5. To promote the safety of stocks of strategic and critical mate- 
rials in storage. 


The administrative order establishing the division, Mr. 
Henderson points out, assigns to it the responsibility of work- 
ing with O. D. T. to obtain greater efficiency in use of trans- 
portation facilities by recommending curtailment or elimina- 
tion of unnecessary long hauls, uneconomical routing, cross 
hauls, etc. 

“The division has the authority to work out systems of 
transportation priorities, if it becomes necessary to do so,” 
Mr. Henderson said. 

“In the event of actual or anticipated acute transportation 
shortages, the division will recommend programs to appropriate 
government agencies for the curtailment or elimination of 
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transportation for certain traffic considered unessential to the 
war effort. 


Storage Facilities 


“Powers assigned to the division also recognize the impor. 
tance to the war effort of storage facilities. The director cop. 
tinues to be charged with the responsibility for protection of 
stocks of critical commodities, a function previously exerciseq 
by the stockpile and shipping imports branch. 

“In addition, however, the director will advise O. D. T 
with respect to the relative importance of commodities for 
storage, and where appropriate, issue instructions to other goy- 
ernmental departments or agencies or other units of the War 
Production Board with respect to action required to effectuate 
the storage of commodities in the interest of the war effort. 

“The new division will continue to exercise the responsi- 
bilities relating to control of imports and establishment of 
shipping priorities previously handled by the stockpile and 
shipping imports branch. The division also will bear the same 
relationships to the Board of Economic Warfare, the War Ship- 
ping Administration, and other government agencies as did the 
stockpile and shipping imports branch.” 

Dr. Elliott has been connected with the defense adminis- 
tration since June, 1940. Prior to coming to Washington, he 
was chairman of the Department of Government at Harvard 
University. 

Mr. Shafter, a resident of Decatur, Ill., is general man. 
ager of the United States Manufacturing Corporation. He 
came to W. P. B. last May as a special assistant to Phillip 
Reed on transportation problems. He was appointed chairman 
of the transportation committee last month. 

Mr. Brewer was a partner in the shipping firm of A. L. 
Burbank & Co., New York City, until he came to Washington 
in September, 1941. He had been deputy chief of the stockpile 
and shipping imports branch since February, 1942. 


Railroad Earnings 


Preliminary reports from 86 Class I railroads, represent- 
ing 81.0 per cent of total operating revenues, made public by 
the Association of American Railroads, showed that those rail- 
roads, in September, 1942, had estimated operating revenues 
amounting to $554,787,382, compared with $396,316,391 in the 
same month of 1941, or an increase of 40.0 per cent. 

Freight revenues of the 86 Class I railroads in September, 
1942, amounted to $435,085,504 compared with $331,773,850 
in September, 1941, or an increase of 31.1 per cent, says the 
association, adding: 

Passenger revenues in September, 1942, according to these pre- 
liminary reports from the 86 Class I railroads, totaled $84,135,078 com- 
pared with $36,277,888 in September, 1941, or an increase of 131.9 per 
cent. 

Eastern District 


Thirty-three Class I railroads, representing 89.3 per cent of total 
operating revenues in the eastern district in September, 1942, had es- 
timated operating revenues of $277,974,985 compared with $212,546,359 
in September, 1941, or an increase of 30.8 per cent. 

Freight revenues of those railroads in September, 1942, amounted 
to $214,867,380 compared with $176,054,401 in September, 1941, or an 
increase of 22.0 per cent. 

Passenger revenues of those roads in September, 1942, totaled 
$44,728,177 compared with $21,278,332 in September, 1941, or an increase 
of 110.2 per cent. 

Southern District 


Seventeen Class | railroads, representing 67.1 per cent of total op- 
erating revenues in the southern district, had estimated operating rev- 
enues in September, 1942, of $62,740,497 compared with $40,381,946 in 
September, 1941, or an increase of 55.4 per cent. 

Freight revenues of those railroads in September, 1942, amounted 
to $48,835,976 compared with $34,373,901 in September, 1941, or an in- 
crease of 42.1 per cent. 

Passenger revenues of those roads in September, 1942, totaled 
$10,634,209 compared with $3,610,557 in September, 1941, or an increase 
of 194.5 per cent. 

Western District 

Thirty-six Class I railroads, representing 75.2 per cent of total 
operating revenues in the western district, had estimated operating 
revenues in September, 1942, of $214,071,900 compared with $143,388,086 
in September, 1941, or an increase of 49.3 per cent. 

Freight revenues of those railroads in September, 1942, amounted 
to $171,382,148 compared with $121,345,548 in September, 1941, or an 
increase of 41.2 per cent. 

Passenger revenues of those railroads in September, 1942, amounted 
to $28,772,692 compared with $11,388,999 in September, 1941, or an in- 
crease of 152.6 per cent. 


CONSOLIDATED CLASSIFICATION DOCKET 


Consolidated Classification Docket No. 93, covering heal- 
ings to be held at 101 Marietta St., Atlanta, Ga., November 4; 
Union Station, Chicago, November 12, and 143 Liberty St., New 
York, November 17, is included with the October 24 Traffic 
Bulletin. 


Octo 


until 

ning 
anti-t 
postp 
leged 
Octok 


the n 
as to 
"I 


postp 
laws 

were 
exeCl 
Such 
being 


it is 
the \ 
ber ¢ 
the h 
(See 
empl 


retar 
Fahy 
ing ¢ 
trust 
inter 
riod 


Secr 
Atto! 
subje 


ama 
suits, 
and ¢ 
In th 
will | 
some’ 


has ¢c 
prose 
postp 
divid 
must 
ing i 
the g 
cutio: 


to yc 


or su 
as So 
of tl 
and 
concl 
serio 
torne 
if, ai 
lette 
that 
inter 
decis 
howe 
befor 
each 
Ls 


tion 

pora 
pear: 
Gene 


limit 
of tl 


ment 
ment 


inter 


date 
war 
cour 
else 
as j, 


RLD 


O the 


mpor- 
" Con- 
on of 
rcised 


je 
Ss for 
r gov- 
> War 
etuate 
effort, 
pOnsi- 
nt of 
e and 
Same 
' Ship- 
lid the 


minis- 
on, he 
arvard 


- man- 
1. He 
Phillip 
1irman 


A. L. 
1ington 
ockpile 


resent- 
blic by 
se rail- 
Venues 
in the 


tember, 
773,850 
rys the 


ese pre- 
78 com- 
31.9 per 


of total 
had es- 
2,546,359 


mounted 
l, or an 


totaled 
increase 


total op- 
ting rev- 
81,946 in 


mounted 
yr an in- 


. totaled 
increase 


of total 
operating 
43,388,086 


amounted 
is or an 


amounted 
or an in 


- 
ig heat- 
mber 4; 
St., New 
. Traffic 


October 24, 1942 


Anti-Trust Laws and Rate Making 


Approval by the President of S. 2731, the act suspending 
until June 30, 1945, or as otherwise provided therein, the run- 
ning of the statute of limitations applicable to violations of the 
anti-trust laws, opens the way for the Department of Justice to 
postpone action in its investigation of rate-making practices al- 
leged to be in violation of the anti-trust laws (see Traffic-World, 
October 10, p. 849). 


Officials at the Department of Justice, questioned about 
the matter, admitted that that was true but had nothing to say 
as to what might be done about the rate investigaion. 

The legislation was enacted to enable the department to 
postpone investigations and prosecutions under the anti-trust 
laws in cases it was decided that the department’s activities 
were interfering with the war effort by taking up the time of 
executives and employes of corporations engaged in war work. 
Such postponement, under the act, will not prevent action 
being taken later within the time specified by the act. 


Director Eastman, of the Office of Defense Transportation, 
it is pointed out, has said trasportation is an integral part of 
the was production program. He told the Cleveland Cham- 
ber of Commerce June 9 that transportation was more than 
the handmaiden—it was the 100 per cent partner of production 
(See Traffic World, June 13, p. 1539). In other addresses he has 
emphasized the importance of transportation in the war effort. 


On August 18, 1942, Secretary of War Stimson, Acting Sec- 
retary of the Navy Forrestal and Acting Attorney General 
Fahy wrote the Speaker of the House of Representatives, urg- 
ing enactment of legislation to permit postponement of anti- 
trust court investigations, prosecutions, or suits “which might 
interfere with the production of war materials during the pe- 
riod of such interference.” 


Previously Attorney General Biddle, Secretary Stimson, 
Secretary Knox, of the Navy, and Thurman Arnold, Assistant 
Attorney General, had written to President Roosevelt on the 
subject. In part, they said: 


In the present all-out effort to produce quickly and uninterruptedly 
a maximum amount of weapons of warfare, such court investigations, 
suits, and prosecutions unavoidably consume the time of executives 
and employes of those corporations which are engaged in war work. 
In those cases we believe that continuing such prosecutions at this time 
will be contrary to the national interest and security. It is therefore 
something which we seek to obviate as quickly as possible. 


On the other hand we all wish to make sure: (1) That no one who 
has committed a violation of law shall escape ultimate investigation and 
prosecution; (2) that no such person shall even now be permitted to 
postpone investigation or prosecution under a false pretext that his un- 
divided time is necessary to the war effort; in other words, that it 
must be preponderantly clear that the progress of the war effort is be- 
ing impeded; and (3) that no one who has sought actually to defraud 
the government shall obtain any postponement of investigation or prose- 
cution in any event. ‘ 

Accordingly we have worked out the following procedure, subject 
to your approval. 

Each pending and future federal court investigation, prosecution, 
or suit under the antitrust laws will be carefully studied and examined 
as soon as possible by the Attorney General, and the Secretary of War 
of the Secretary of the Navy, respectively. If the Attorney General 
and the Secretary of War or the Secretary of the Navy come to the 
conclusion that the court investigation, prosecution or suit will not 
seriously interfere with the all-out prosecution of the war, the At- 
torney General will proceed. If they agree that it will interfere, or, 
if, after study and examination they disagree, then, upon receipt of a 
letter from the Secretary of War or the Secretary of the Navy stating 
that in his opinion the investigation, suit, or prosecution will seriously 
interfere with the war effort, the Attorney General will abide by that 
decision and defer his activity in that particular matter; providing, 
however, that he shall have the right, in such event, to lay all the facts 
before the President whose determination, of course, shall be final. In 
each case the action finally taken will be made public. 

] The deferment or adjournment of the investigation, suit, or prosecu- 
tion will not, however, mean the exoneration of the individual or cor- 
poration, or the discontinuance of the proceeding. As soon as it ap- 
pears that it will no longer interfere with war production, the Attorney 
General will proceed. 

: To make sure that no one escapes by the running of the statute of 
limitations we shall request Congress to pass an appropriate extension 
of the statute. 

Under no circumstances will there be any suspension or postpone- 
rt of prosecution for any actual fraud committed against the govern- 

ent. 


ai We feel that this arrangement will adequately protect the public 
interest 


Replying, President Roosevelt said: 


I approve of the procedure outlined in your memorandum to me 
dated March 20, 1942. If it is true that any substantial slowing up of 
war production is being occasioned by antitrust suits, prosecutions, or 
Court investigations, then the war effort must come first and everything 
else must wait. For unless that effort is successful the antitrust laws, 
as indeed all American institutions, will become quite academic. 
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No one, of course, should be permitted to escape ultimate prosecu- 
tion for any violation of law. I am sure that the Departments of Jus- 
tice, War, and Navy will all cooperate so that the needs of the war will 
not be hampered by these court investigations, suits, or prosecutions, 
but that at the same time the crisis of war will not be used as a means 
of avoiding just penalties for any wrongdoing. In other words, it must 
be made very clear that the war effort is being impeded. No right- 
minded person, or anyone who is conscious of what is at stake, should 
use the Nation’s extremities as an excuse to violate any statute. 

Nor indeed should there be any deferment or adjournment of any 
court investigation, prosecution, or suit unless, after a study and exami- 
nation with the Attorney General in each specific case, the Secretary 
of War or of the Navy is satisfied that the war effort will be jeopar- 
dized at this time unless such course is followed. 

I note from your meorandum that proper steps will be taken to 
avoid the running of the statute of limitations in any case; and that 
under no circumstances will there be any delay in the prosecution of 
acts involving actual fraud upon the government. 

I also heartily approve your intention of making public each de- 
termination arrived at by you in accordance with your memorandum. 
The American people should be informed of each step in their war 
effort, excepting, of course, any information which may in any way 
help the enemy in his attempt to destroy us. 

While every precaution will be taken to prevent anyone from es- 
caping prosecution if he has violated the antitrust statutes, whether 
he is now engaged in war work or not, we must keep our eyes fixed 
now upon the one all-important primary task—to produce more materials 


at a greater speed. In other words, we shall give our attention to 
first things first. 


At a press conference, October 22, Mr. Eastman was asked 
whether, in view of the recent enactment of legislation extend- 
ing for three years the statute of limitations, he thought the 
Justice Department should postpone its investigation of rate 
bureaus. 


“That’s a matter I’m not prepared at this time to discuss,” 
he said. 


Grand Jury Grinds On 


With the grand jury before which the anti-trust division 
of the Department of Justice is conducting its investigation in 
the activities of rate bureaus at Chicago in recess most of the 
week of October 16, apparently with all of the material cov- 
ered by subpoenas theretofore served on the railroad bureaus 
and their members before it, interest shifted to the motor 
oo phase of the inquiry. (see Traffic World, October 17, 
p. ; 

The date for the return of the subpoena served on the 
Central States Motor Freight Bureau, postponed last week 
from October 15 to October 23, was again postponed to No- 
vember 5. The return date for the nine constituent bureaus 
of the C. S. M. F. B. was postponed to the same date from 
October 22. In addition, in the week, subpoenas were served 
on many individual trucking companies. None of these, so far 
as could be learned, was returnable before November 5. 


Officials of the C. S. M. F. B. estimated that, to comply 
with the demands of its subpoena would require the production 
of about 200,000 separate documents and pieces of correspond- 
ence. Among them are the charter, the certificate of incorpora- 
tion and the by-laws of the bureau; lists of its officers, present 
and past, and of representatives of the bureau in other organi- 
zations and bureaus, and on committees and conferences; 
documents bearing on bureau procedure in publishing rates and 
rules; exchanges of correspondence with constituent bureaus, 
individual operators and railroads, and complete files on about 
a hundred rate matters handled by the bureau, ranging from 
such widespread proceedings as those covering the general 
truck rate adjustment on iron and steel, to over fifty indi- 
vidual dockets mentioned in the subpoena merely by number. 
The demand also covers a number of general files and minutes 
of meetings and conferences as well as specified correspondence 
with a long list of individual operators not members of the 
constituent bureaus but participants in one or more of the 
bureau’s tariffs. 


Appearance of chairmen of the Western Trunk Line Com- 
mittee and the Central Freight Association briefly before the 
jury last week, led to the assumption that railroad members 
of those bureaus would be required to submit papers bearing 
on their relations with those bureaus, as was the case with the 
members of the Illinois Freight Association, questioned earlier. 
At the end of this week, however, it could not be learned 
whether or not subpoenas had been served individually on any 
Western Trunk Line or C. F. A. railroads. 

It was learned that the anti-trust division had “borrowed” 
from the Office of Defense Transportation a rate man to assist 
in the investigation. The man is Paul Coffey, formerly an 
assistant to Arthur Goelling in the rate branch of the Com- 
mission’s motor carrier bureau. He is said to have had several 


years of railroad rate experience before becoming connected 
with the Commission. 
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Gulf Intercoastal Waterway 


The supplemental defense appropriation bill passed by 
the House and sent to the Senate contains provision for making 
existing river and harbor appropriations available for the 
improvement of the Gulf intercoastal waterway in accordance 
with the provisions of the act of July 23, 1942. The total 
cost of the project, including the widening to a width of 125 
feet and obtaining a uniform depth of 12 feet, extending from 
Apalachee Bay, Fla., to Corpus Christi, Tex., is $21,150,000. 
The amount contemplated to be used in the coming calendar 
year is $6,485,000 from existing available funds, according to 
the report of the House appropriations committee. It said 
this amount would be sufficient to provide project dimensions 
from Carrabelle, Fla., westward to New Orleans and complete 
that section, and to do considerable widening and deepening 
from the Calcasieu River to Morgan City, and between Beau- 
mont and Galveston. Completion of the section of waterway 
between Florida and New Orleans would increase the capacity 
by approximately 30 per cent and would permit deeper loading 
of barges and more rapid handling. This waterway, the com- 
mittee explained, connected with the pipeline being built across 
Florida by the Defense Plants Corporation, estimated to be 
completed in December. The improvement of this waterway, 
it continued, would facilitate and increase the volume of gaso- 
line to be transported from the refinery areas around Baton 


Rouge and New Orleans to the Atlantic Coast via the waterway. 


and the pipe line. 

In the course of Senate debate on H. R. 7672, Senator 
Vandenberg, of Michigan, observed that the Senate appropria- 
tions committee proposed an amendment providing that un- 
expended rivers and harbors funds be made available for “the 
prosecution of all of the navigation projects authorized by the 
act of July 23, 1924” (see Traffic World, July 25, p. 219). The 
bill as passed by the House had provided for expenditure of 
such funds on improvement of the Gulf intercoastal waterway 
between Corpus Christi, Tex., and Apalachee Bay, Fla. 

Senator Vandenberg read from the Senate committee’s 
report on the bill a statement that “the effect of the change 
is to make any unobligated balance of appropriations for rivers 
and harbors available for the prosecution of all of the navi- 
gation projects authorized by the act of July 23, 1942,” and 
added that this meant expenditure for construction of “the 
Florida ship canal.” The act of July 23 authorized an appro- 
priation aggregating $93,000,000 for a barge canal across 
Florida, for improvement of the Gulf intercoastal waterway 
and extension of it to Corpus Christi, and for construction of 
certain pipelines. 

“The only project which this amendment would add to 
the direct appropriations,” said Senator Vandenberg, “is the 
Florida ship canal, without admitting it. I wish to know if 
that is the purpose of the amendment...” 

“T am afraid the senator is correct,” 
McKellar, of Tennessee. 

Senator Vandenberg said he was amazed that such a thing 
should be done “‘in this form, in this kind of a bill,’”’ and Senator 
McKellar said he, too, was amazed. 

Senator Pepper, of Florida, said it was “grievously untrue” 
that the added authority in the Senate committee’s amendment 
would apply only to the Florida ship canal. He said it would 
apply either to the extension of the coastwise waterway on 
the Gulf to Corpus Christi, about 100 miles, or to “the Florida 
end of it.” 

Senator Connally, of Texas, said that, as he understood it, 
the attitude of the Bureau of the Budget was that the unob- 
ligated rivers and harbors funds should be used primarily for 
the deepening of the channel from Corpus Christi to Apalachee 
Bay, but that the Senate committee’s amendment would make 
it possible for the army engineers, if they saw fit, to allocate 
the money for other purposes. He said he thought the recom- 
mendations of the Bureau of the Budget should be followed. 


Senator Pepper said he thought the amount of unobligated 
rivers and harbors money was about $10,000,000 and that the 
improvement of the waterway from Corpus Christi to Apalachi- 
cola Bay would cost about $6,200,000. He affirmed an observa- 
tion by Senator Burton, of Ohio, that as the bill passed the 
House, about $6,000,000 might be available for that improve- 
ment, but, when Senator Burton asked whether it was correct 
that with the Senate amendment in the bill, up to $44,000,000 
would be available, and only then, for the Florida barge canal, 
Senator Pepper said: 


said Senator 


If the money were unobligated and available, if the Bureau of the 
Budget allocated it for these purposes, if the President found the 
situation such as to justify and require the expenditure, and if he 
gave a directive that it be done—yes, with all those ‘‘ifs.’’ 


Later in the debate, in answer to an inquiry by Senator 
Aiken, of Vermont, as to how long it would take to construct 
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adequate pipeline capacity for a 12-foot barge canal across 
Florida, Senator Pepper said: 


The estimates vary all the way from 13 months up to 3 years. 
Of course, the senator is not losing sight of the fact that the canal 
between Corpus Christi and Apalachee Bay is already 9 fec. deep 
and already over a hundred feet wide, and already moving great 
volumes of oil. As a matter of fact, it is already capable of moving 
all the oil that can be moved through the pipeline that is now being 
built. They have authorized its enlargement so that we have a greater 
capacity to furnish oil to the peninsula of Florida. Perhaps they in. 
tend to build larger pipelines; I do not know. It is already capable 
of moving all the oil that can move through the pipeline that is now 
being built or that is presently contemplated. However, if we coulq 
get a greater capacity in the inland waterway, then, of course, jt 
would move more oil through any additional pipeline or through tank 
cars or by trucks across the narrow peninsula, so that it could get 
through the 12-foot-deep intercoastal canal on the east coast, which 
runs as far north as Trenton, N. J. 


Senator Overton, of Louisiana, thought Senator Vanden- 
berg could rely on it that the money authorized by the bill 
would not be used to build the Florida barge canal. The 
Michigan senator said that, of course, he accepted Senator 
Overton’s statement at “face value,” but that in spite of “his 
persuasive, mollifying, and anesthetizing observations, I wish 
to observe that the pending amendment is the first appropria- 
tion to start the Florida barge canal, so far as the language 
upon which we are to vote is concerned.” He referred to the 
testimony of Maj. Gen. Robins, Assistant Chief of Engineers, 
that work on the barge canal was not likely to be begun before 
the end of the war. He argued if that were the case why the 
language in the bill to which he took exception. 

Senator Andrews, of Florida, speaking in support of the 
amendment, said its adoption would permit the beginning of 
the barge canal project. 

“My judgment is that if the project is allowed to begin, 
it = develop that it can be completed very easily and soon,” 
said he. 

The Senate agreed to the amendment by a vote of 32 for 
and 25 against. The bill was passed and sent to conference be- 
tween the House and Senate for adjustment of differences in 
the bill as passed by the House and by the Senate. 

The conferees agreed to a report in which the Senate 
receded from its amendment providing for the construction 
of the Florida barge canal, Representative Cannon, of Missouri, 
informed the House. Construction of the canal, said he, had 
been found impossible at time because of lack of priorities 
for material and labor. The House adopted the report Octo- 
ber 21. The Senate adopted the report October 22. 


Merchant Marine Addresses 


War problems had “obviously” necessitated a considerable 
governmental control and direction of private business, but a 
return of that control to private business when the war 
emergency no longer existed was “a definite part of our pro- 
gram,” said Admiral Land, war shipping administrator and 
Maritime Commission chairman, in an address before the six- 
teenth annual convention of the Propeller Club of the United 
states and the American Merchant Marine Conference, in New 
York City. 

Admiral Vickery, deputy war shipping administrator and 
vice-chairman of the Maritime Commission, was another 
speaker at the convention. 

It was evident, said Admiral Land, that post-war plans 
for a greater merchant marine must be based on the premise 
that control of ship lines would be returned to the private 
owners. It was equally evident, he said, that the American 
merchant marine must serve as the mainstay of transportation 
in the economic restoration of world commerce when the victory 
had been won. He recommended, among other things, support 
of the President and the high military and naval command in 
the tactics and strategy of the war, and refusal to support 
“organizers, ‘needle boys’ and back-stage intriguers”. 

Admiral Vickery advised that, in the face of the rapid 
aeronautical development now taking place, it would be a short- 
sighted policy for surface shipping to be antagonistic to air 
transportation. He said ship owners might do well to consider 
the use of air transport for passenger and express service in 
conjunction with regular berth routes. 

“Do you want to make air transportation your competitor, 
or do you want to make it your partner?” he asked. 

He noted that in September, 1941, only nine ships in the 
Maritime Commission’s ship construction program were deliv- 
ered, whereas in September, 1942, 93 ships, equivalent to 89 
per cent of the entire 1941 output, were delivered. By January, 
1943, ship deliveries at the rate of four a day could be expected, 
he added. 

In a discussion of prospects for the future, he said that 
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one question for post-war consideration would be the disposi- 
tion of the Liberty ships that would constitute one-fifth of the 
world’s merchant ship tonnage. 

“We should be under no delusion that they will be able 
to hold their own in the highly competitive conditions sure to 
return,” he said. 

He observed that a ship in port or one with half-filled 
holds was a liability, and that it was imperative that wasteful 
practices be eliminated. After the war, improvement in shore 
facilities should be the first step, he said. He added that there 
should also be improvement in the packaging of freight— 
“call it ‘prefabrication of cargo’ if you like’—and that a strong 
and independent American marine insurance fmarket was 
needed. Operators must constantly provide superior service, 
he said. 


Ocean Rate Regulation Power 


A finding that the General Atlantic Steamship Corpora- 
tion, respondent, knowingly and willfully violated rules and 
regulations prescribed in Section 19, Investigation, 1935, 1 U. S. 
S. B. B., 470, requiring steamship lines operating in foreign 
commerce to file rates “after transportation” with the Mari- 
time Commission, has been recommended by Examiner C. O. 
Arthur in a proposed report in No. 618, Rates, Charges and 
Practices of General Atlantic Steamship Corporation. 

Mr. Arthur said respondent’s contention that the com- 
mission had no power under the shipping act to require rate 
flings by carriers in foreign commerce was originally and 
unsuccessfully argued in the Section 19 Investigation. The 
commission requires the filing of rates after transportation 
under section 19 of the merchant marine act, 1920. The ex- 
aminer said respondent, in its contentions, manifestly con- 
fused “rate filings before transportation, such as required 
of interstate carriers, with rate filings after transportation 
as required by the instant rules and regulations to be filed by 
carriers in foreign commerce.” 

The examiner also said the commission should find that 
respondent had unduly preferred certain shippers and unduly 
prejudiced other shippers, had discriminated between ship- 
pers, and had allowed persons to obtain transportation at 
less than its regular rates by unjust and unfair means, all in 
violation of provisions of the shipping act. 

Prior to existing war conditions, said the examiner, re- 
spondent operated chartered vessels between U. S. ports 
and ports in England and Eire. He said it continued to main- 
tain its organization and stood ready to resume active trans- 
portation whenever it might be able to charter a vessel or 
vessels. 


LAND ON MARINE INSURANCE 


In the years preceding the present war, a substantial do- 
mestic hull insurance market had been established, but in 
the future there should be an American marine insurance mar- 
ket capable of fulfilling all the insurance needs of the American 
merchant marine, said Admiral Land, administrator of the War 
Shipping Administration, in an address October 22 before the 
American Institute of Marine Underwriters, meeting in New 
York City. 

He said there would be many new American ships after the 
war and that they would be safe and well-manned—‘“a fresh 
start in the shipping world.” 

“Then let your plans be based on a fresh start, too,” he 
said. “Figure on nothing less than making our merchant 
marine all American!” 


BOOKING CARGO PRACTICE 

Officials of the War Shipping Administration, discussing 
a protest made by Representative Hebert, of Louisiana, against 
the W. S. A. ordering that all cargo for export be booked at 
New York instead of at other ports, including New Orleans, 
said the order did not affect the movements of traffic through 
New Orleans, but was simply a move to simplify “paper” 
work, O. D. T. permits, said they, would continue to be issued 
at New Orleans and other ports. 


W. S. A. WAR RISK INSURANCE 

_ The War Shipping Administration has issued supplement 
No. 4 to its general order No. 6, containing additional rules 
and regulations for the underwriting of cargo war risk in- 
surance under the W. S. A. “warshipopencargo” policy form. 

By revision No. 2 to its general bulletin No. 1, the W. S. A. 
has announced rules and regulations relating to underwriting 
y the W. S. A. of war risk insurance on cargoes, hulls and 
Crew interests. 

In letters to Chairman Bailey, of the Senate commerce 
Committee, and Chairman Bland, of the House merchant marine 
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committee, Admiral Land, as head of the War Shipping Admin- 
istration, has stated that “substantial” liabilities have accrued 
to the W. S. A. as a result of the war risk insurance -policies 
issued by it, but that reports on the exact amounts of the 
liabilities will not be available to the W. S. A. or to Congress 
before the latter part of October. Admiral Land stated that 
the W. S. A. had appointed as its underwriting agents 117 
companies authorized to do business of marine insurance in one 
or more states of the United States and that it had authorized 
those agents to issue on its behalf automatic policies of insur- 
ances covering all shipments made by importers, or by ex- 
porters to U. S. territories and possessions. 





INLAND WATERWAY CONSTRUCTION 

Chairman Mansfield, of the House rivers and harbors 
committee, and Representative Ploeser, of Misouri, have 
inserted in the Congressional Record the text of a resolution 
adopted by the Propeller Club of the United States at its 
annual meeting in New York City, urging immediate con- 
struction of the New Jersey and the Ohio-Lake Erie canals 
to accelerate the movement of oil, coal, cotton, sulphur and 
other bulk commodities to the east. The resolution said that 
those waterways were “the two missing links which, when 
completed, will afford safe inland water routes to New York 
and New England from the Atlantic Coastal Waterways and 
from the Ohio-Mississippi River System.” 


COTTON—SUEZ TO BOSTON 


In a report in No. 616, Rates and Practices of Maurice 
Benin (Shipping) Ltd., and Sigma Trading Corporation, the 
Maritime Commission has found that respondents, obtaining 
the allocation of cargo space for the transportation of cotton 
from Suez to the United States and then disposing of it to 
others on bases far exceeding the rate accorded them, were 
not subject to the shipping act, 1916, as amended. 

Respondents contended they were acting solely as traders 
in cotton and not as carriers, forwarders, or other persons 
subject to the shipping act, 1916, and that, therefore, the Com- 
mission had no jurisdiction. On the other hand, it was con- 
tended that respondents functioned as “other persons subject 
to this act.” 

The Commission said that, despite its finding that respond- 
ents were not subject to its jurisdiction on the record in this 
proceeding, it was possible they had engaged in a transaction 
which, it it had been found to have been repeated with some 
frequency, might well have brought them within the scope of the 
statute, and that, furthermore, they acted in serious opposition 
to the efforts of the government to keep freight rates within 
reasonable bounds. It said in the future, if respondents or 
others should attempt to profit by disposing of cargo space in 
the manner indicated in this case, those approached should com- 
municate such fact to the Commission without delay. 


W. S. A. BILL OF LADING CLAUSE 


By supplement No. 5 to its general order No. 16, the War 
Shipping Administration has issued a requirement that the 
following clause be conspicuously printed or stamped on all 
bills of lading issued by W. S. A. agents pursuant to general 
order No. 16: 


If the goods herein covered are carried on a vessel which is a public 
vessel of the United States, War Shipping Administration, on behalf 
of the United States, hereby assumes all liabilities it would have with 
respect to the carriage of such goods if the vessel were a merchant 
vessel except with respect to cargo owned by the United States or 
any agency or department thereof and lend-lease cargo. This clause is 
to be construed only as an agreement that such cargo carried on a pub- 
lic vessel shall be treated as though the carrying vessel were a mer- 
chant vessel with respect to liabilities for loss or damage to such cargo. 


ST. LAWRENCE WATERWAY PROJECT 


Representative Fish, of New York, speaking in the House 
of Representatives, said the people of his district were aroused 
over the attempts of the administration, and of the Democratic 
party in New York state, in accordance with a specific plank 
in its 1942 platform, to urge the construction of the St. Law- 
rence ship canal. Among the groups in his district which have 
petitioned him to oppose the project are the railroad brother- 
hoods. Representative Fish gave as reason for the opposition 
the diversion of trade and commerce from New York state to 
Canada. It would be most harmful to the thousands of railroad 
employes, merchants, and businessmen in his district, said 
Representative Fish. He added that it was a duty not to per- 
mit Congress to spend a dollar of American money on projects 
nonessential to winning the war, and “particularly when it 
would destroy the commerce and prosperity of eastern rail- 
roads and shippers” and “cause financial and trade losses to 
our merchants and unemployment among our railroad employes 
when peace is restored.” 
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Frank S. Davis, chairman of the National St Lawrence 
Project Conference, organized to oppose the St. Lawrence 
waterway and power project, has written members that the 
executive committee has decided to suspend indefinitely the 
normal activities of the conference. 

This action was taken, said he, because it had become 
“quite evident that there was no serious prospect of the St. 
Lawrence waterway and power project coming before the pres- 
ent session of Congress for action.” 

“As a matter of fact,” said he, “it seems altogether un- 
likely that any serious attempt will be made to authorize com- 
mencement of construction until after the war. On the other 
hand, it is always possible that it may be incorporated in a 
post-war reconstruction program with a view to securing au- 
thorization for the project so that it may be started when the 
boys commence coming back from the war.” 

Mr. Davis said the present officers and members of the 
executive committee would continue in charge of the affairs 
of the conference with the thought of swinging into action 
again whenever an occasion might require it. Commending the 
work of Tom J. McGrath as executive director of the confer- 
ence, Mr. Davis said Mr. McGrath would resume the general 
practice of law in Washington but would remain as executive 
director. 

“We believe that the members of the conference should be 
alert to detect any evidence of renewed activities in support 
of the project and to communicate any information that be 
obtained to Mr. McGrath,” said he. 

President Roosevelt has stated twice recently that, because 
of the war needs, it appeared the project could not be under- 
taken until after the war. 


BIDS ON BARGES 

Ninety-three bids from contractors in 21 states for the 
construction of knocked-down wooden barges have been an- 
nounced by the Maritime Commission. 

California contractors led the offerings with 11 bids. Ore- 
gon and Florida came second, furnishing eight biddels each. 
Minnesota and New York were third with seven bids each. The 
bids ranged from approximately $8,000 a barge to $49,000 a 
barge. 

Bidders were instructed to bid on not less than 30 barges 
and not more than 50, unassumbled at any shiping point in 
the United States. The vessels are to be 78 feet in length. 
Each contractor bid on a fixed lump sum basis and the amount 
of the bid also included the cost of crating and delivery F. O. B. 
railroad cars at place of manufacture. 


Seatrain and Texas Ports 


H. B. Cummins, general manager of the Houston Port and 
Traffic Bureau, Houston, Tex., has taken exception to the pro- 
posed report on further hearing by Chief Regulation Examiner 
G. O. Basham, of the Maritime Commission, in No. 573, Port 
Commission of City of Beaumont, Tex., et al. vs. Seatrain 
Lines, Inc., et al., involving the question whether or not Sea- 
train, a steamship line that elects to serve the port of Texas 
City, lawfully may absorb railroad rates from Houston, Gal- 
ey and Beaumont to Texas City on export traffic destined 
to Cuba. 

In the original report it was found that Seatrain’s absorp- 
tion practice in Texas-Cuban trade resulted in undue prejudice 
and discrimination against Houston, Galveston and Beaumont. 
But, on further hearing, it was proposed that that finding be 
eliminated as to Houston and Galveston (see Traffic World, 
October 3, p. 770). The effect of the latter finding, according 
to _ Cummins, was that the three ports were one as a matter 
of law. 

“The triune port theory is the purest of pure fiction,” say 
the exceptions. ‘Ports, like other localities, properly may be 
grouped for certain purposes, just as Houston, Galveston and 
Texas City have been grouped by the railroads and the I. C. C. 
in relation to inland origins—destinations lying beyond a zone 
line drawn 150 miles around Houston; and, ports may be 
grouped with respect to rates on the oceans; but, these prac- 
tical, every-day problems in rate making do not destroy the 
separate and independent status of any single port, nor, do they 
justify absorption of inland rates by steamship lines that elect, 
for reasons that seem good to them, to confine their water serv- 
ices to a single port. . . The rights of all ports and each port are 
explicitly recognized and protected by section 17 of the ship- 
ping act, 1916, and the broad purpose of this part of the law 
has been adhered to by this commission in the original deci- 
sion of this case and in City of Mobile, et al. vs. Baltimore 
Insular Line, et al., No. 567... “If the law administered by 
this commission (sections 16 and 17 of the shipping act, 1916) 
is as weak and useless as Seatrain seems to think it is, we 
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think it would be well for Seatrain to prove its case in court 
so that the Congress, this commission, and the ports and the 
public at large could have their eyes opened to the need of 
further legislation.” 

“We most respectfully submit that it would be a travesty 
on justice should this commission adopt the fiction that one 
port exists in law where three exist in fact, and thereby aid 
Seatrain in the establishment of the monopoly which it 50 
assiduously seeks.” 

_ The exceptions said the commission should reject the ex. 
aminer’s report in its entirety and find that the evidence ad. 
duced at the further hearing did not justify reversal of the 
original deci8ion. Oral argument is requested. 


SEAMOBILE CONSTRUCTION 


E. R. Stettinius, Jr., lend-lease administrator, announced 
October 22 that the contract for the construction of the first 
full-scale Seamobile had been let by Cargoes, Incorporated, 
to U. S. Shipbuilding Corporation. Said he: 


As stated in the sixth lend-lease report, Cargoes, Incorporated, is 
the instrumentality through which the Office of Lend-Lease Administra- 
tion is carrying on the development of the Seamobile, or re-designed 
Sea Otter. The experimental Seamobile will be about the same size as 


the Sea Otter II. The most important change is that the propellers 
will be moved to the stern. 


The directors of Cargoes, Incorporated, advised me, that the con- 
tract calls for completion of the vessel within 90 days after delivery of 
the structural steel for the hull. When the vessel has been completed 
and thoroughly tested, we will know whether more Seamobiles ought 


to be built or not. Our aim is to give this novel type of vessel every fair 
chance to prove its worth. 


The yard of U. S. Shipbuilding Corporation is at Yonkers, N. Y. 


MERCHANT MARINE INSPECTION OFFICE 


Vice Admiral Waesche, commandant of the coast guard, 
has issued an order abolishing the merchant marine inspection 
office at Grand Haven, Mich., and establishing such an office 
at Ludington, Mich., effective November 2. 


MERCHANT MARINE LAW AMENDMENTS 


The House has passed and sent to the Senate without 
debate, H.R. 7424, a bill to amend and clarify certain provi- 
sions of law relating to the functions of the War Shipping 
Administration. 

The House merchant marine committee, in its report on 
the bill, said that because of the fact that seamen employed 
directly by the W.S.A. on vessels owned by or bareboat- 
chartered to it had the status of government employes, the 
war shipping administrator had not been able under existing 
law to carry out entirely his intended policy of maintaining 
the peacetime status of seamen insofar as seamen’s rights to 
compensation for injuries, etc., wage credits and other benefits 
to which they were entitled were concerned. One purpose of 
the bill, said the committee, was to correct that situation so as 
to permit “the complete extension into this area of the basic 
policy of maintaining the private status of merchant seamen 
for the duration of the war.” The committee observed, further, 
that since seamen constantly changed from one vessel to 
another, their rights in event of death, injury or illness also 
constantly changed, depending on the relationship of the 
W.S.A. to the vessel. It said this fluctuation and lack of 
uniformity of rights led to dependency of vital rights on 
chance, with a result of confusion and inequities, and that 
the bill was designed to remove such confusion and inequities. 

Among other provisions of the bill, as stated in the com- 
mittee report, are provisions broadening the insurance coverage 
for seamen in the merchant marine, remedying problems of 
procedure in administration and conduct of litigation under 
the war risk insurance act, and remedying difficulties involved 
in various procedural problems in connection with administra- 
tion of the ship requisition law. The bill also contains 
provisions to clarify and place beyond controversy the right 
of the federal government to limit liability in ship operations 
conducted for it by agents. 


SHIP CONSTRUCTION PROGRESS 

Representative Crawford, of Michigan, speaking in the 
House, said the country should realize that the Maritime 
Commission’s ship construction program was inadequate and 
that the ships required would not be built and successfully 
operated under “Admiral Land and his direct assistants.” 

Representative Bland, of Virginia, chairman of the House 
Merchant marine committee, took issue with Mr. Crawford’s 
declarations, and pointed out that ships were now being com- 
pleted at the rate of three a day. 

Mr. Crawford said that at the beginning of the war the 
United States had about 8,000,000 tons of shipping. Acquisition 
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foreign ships in U.S. ports and _ production of new ships 
| ooaal the tonnage to about 11,000,000 tons, he said, adding: 


Since then we have lost perhaps 400 ships of our own, with an 
average tonnage of about 6,000, or let us say roughly, 2,500,000 tons. 
I understand from the Maritime Commission that in the year ending 
September 27, last, we built about 5,400,000 tons of shipping, so we 
have approximately 13,900,000 tons of shipping at the present time. 

The responsibility for building and operating these ships... is 
directly on the Maritime Commission. . . . It takes about 17 tons of 
deadweight shipping to move a man 3,500 miles and about 3.4 tons 
to maintain him. Multiply that by 5,000,000 men being moved and 
maintained and see what you have. You probably have a shortage of 
around 75,000,000 tons of shipping if you are to do the job on such 
a grand scale as is often talked and at such distances as are involved 
to reach the military fronts. . . . How can you build a merchant 
marine that will do the job under the leadership of naval men who 
are accustomed to dealing with Bethlehem Steel and such companies 
as that on strictly naval equipment?. . 


Mr. Bland said that American shipyards had produced 
460 ships in 1942, that the program started out with an in- 
sufficient number of trained men, largely men who knew 
nothing about ship construction, but that “in a short time 
they have reached the number of three ships a day.” 


W. S. A. RATE ORDERS 


The War Shipping Administration has issued rate order 
No. 126 prescribing rate and surcharge on petroleum and pe- 
troleum products in bulk from Netherlands West Indies ports 
to Puerto Rico and the Virgin Islands. 


W. S. A. COAL VESSEL CHARTER RATES 
Administrator Land of the War Shipping Administration 
has announced charter rates on all vessels engaged in the coast- 
wise transportation of coal. The rates are set out in supple- 
ment No. 5, amended, to W. S. A. general order No. 8 (revised). 


W. S. A. TUG-BARGE OPERATIONS 


Maximum utilization of the services of American seagoing 
tug and barge owners for wartime transportation is sought 
by Admiral Land, War Shipping Administrator. _ in 

Indicating that the operations of War Shipping Adminis- 
tration were of such a scope as to require the use of established, 
experienced American tug and barge operators, Admiral Land 
said that the skilled operating personnel of the industry was 
needed to handle the tugs and barges now under control of 
War Shipping Administration and those about to be placed in 
service as a result of the Maritime Commission’s vessel con- 
struction program. 

The War Shipping Administration has asked about 45 tug 
and barge operators engaged in offshore trades to submit 
their qualifications with the view of becoming general agents 
for W. S. A. craft. ; ; 

According to the statement of policy regarding the alloca- 
tion of equipment to general agents, the War Shipping Admin- 
istration will make a full investigation of operating personnel 
and efficiency, financial responsibility, and other pertinent data 
regarding each established operator for W. S. A. 

In the allocation of vessels, consideration will be given 
to the foregoing factors as well as to the ultimate requirements 
of the American shipping program. 

In September, the War Shipping Administration set up a 
barge and tow boat section to have complete supervision over 
the opperations of this type of transportation. The section 
is concerned with the prompt and efficient movement of cargoes 
by barges and all towing operations of the W. S. A. 


RAILROADS AND WAR BONDS 


The war saving staff of the Treasury Department has 
issued a “railroad edition” of “War Bond Payroll Savings 
News,” in which it announces that railroads “speed towards 
the 10 per cent bull’s eye with a ‘highball’ on all lines for 
bonds.” American railroads, it said, were headed toward the 
goal of getting 10 per cent of the monthly payroll of $270,- 
258,000 subscribed for the regular purchase of war savings 
bonds for the duration of the war. 

The staff announced that one large railroad system—the 
Boston and Maine—had reached the goal with 10 per cent of 
its payroll, with over 16,000 officials and employes signed up. 
The “railroad edition” tells the story of how the Boston and 
Maine did it. 


WHEAT STORAGE 
Secretary of Agriculture Wickard has authorized the Com- 
modity Credit Corporation to sell available wooden storage 
bins to warehousemen and elevator operators for the storage 
of wheat in areas where storage facilities are not sufficient 
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to take care of this year’s near-record production. Several thou- 
sand of these bins are available, principally in the Datotas. 
Heretofore, the selling of bins has been restriced to wheat 
producers cooperating in the 1942 agricultural conservation pro- 
gram of the AAA. The authorization provides also that where 
surplus steel and wooden bins owned by the CCC are available, 
county committees may purchase from eligible producers wheat 
grading No. 2 or better, with moisture content not in excess 


of 13% per cent, for the account of CCC for storage in such 
bins. 


BULLETIN FOR “OVERS” SHIPMENTS 


The committee on prevention of loss and damage of the 
freight claim division, Association of American Railroads, is 
making arrangements to issue fortnightly, for distribution 
among member lines, a bulletin containing descriptions of over 
shipments of defense materials and other articles of impor- 
tance and value. Railroads have been asked by the committee 
to report to it over shipments of unusual importance and value 
or scarcity, “especially machinery or other articles of apparent 
need in the war effort.” It is hoped, by the circulation of de- 
scriptions of such articles in the committee’s bulletin to identify 
the consignees and to put the missing articles in their hands 
promptly. The plan was adopted, on recommendation of the 
division’s general committee, because of the increasing volume 
of over and astray freight under current heavy traffic conditions. 


COAL DEMURRAGE RULES SUSPENSION 


The Commission, by division 3, has issued amendment No. 
1 to service order No. 87, suspending demurrage rules in 
Trunk Line Tariff Bureau tariff No. 139-C I. C. C. No. A-751 and 
reducing free time on coal and coal products (see Traffic World, 
Oct. 10, p. 861), so as to provide that: 


This suspension and reduction of free time shall not apply to cars 
of coke delivered to vessels at Newport News, Lambert Point or Se- 
walls Point, Va., having destination outside the Capes of Virginia, 
and to points on the Albemarle, Pamlico, and Currituck Sounds, and 
tributaries thereto; and shall not apply on cars of coke delivered to 
vessels at Canton, Curtis Bay, Locust Point or Port Covington (Bal- 
timore), Md., for movement to points beyond the Capes of Chesapeake 
Bay, or delivered to vessels at Port Richmond or Greenwich Piers (Phila- 
delphia), Pa., for movement to points beyond the Capes of Delaware 
Bay, the average free time on such cars being ten (10) days as pro- 
vided in Rule 2 of said tariff. 


TRACY TO WAR DEPARTMENT 
Resignation of William B. Tracy as W. P. B. chief of the 
farm machinery and equipment branch to accept a position in 
the motor transport division, War Department, was announced 
by A. I. Henderson, deputy director general for industry 
operations. 
Mr. Tracy was vice-president of the Pontiac Motors Divi- 


sion, General Motors Corporation, Detroit, before coming to 
the War Production Board in March. 


Short Line Convention 


The American Short Line Railroad Association, at its 
twenty-ninth annual meeting October 8 and 9 at Atlanta, Ga., 
reaffirmed the presently effective legislative policies of the 
association. Approximately 150 representatives of 140 mem- 
ber lines attended. Approximately 100 visitors were regis- 
tered. Among the speakers were Director Eastman, of the 
Office of Defense Transportation, who spoke extemporane- 
ously; J. B. Hill, president, Louisville and Nashville Rail- 
road; Colonel W. J. Williamson, chief, traffic control division, 
War Department; Bert C. Bertram, salvage director, railroads, 
War Production Board, and Andrew Stevenson, chief, W. P. B. 
transportation equipment branch. 

The Eastern Region elected to the board of directors, in 
addition to Regional Vice-President Nance, Messrs. Graham, 
Jones, Thomas, Tilly, Trageser, Lyford, and Lord. 

The Southern Region elected Regional Vice-President 
H. W. Purvis, and Directors Bohr, Bruco, Enochs, Hamblen, 
Kirkman, Parker, Pidcock, and Streyer. 

The Western Region elected Regional Vice-President 
Friedsam and Directors Benjamin, McCaffrey, Shafer, Wright 
and Davies. 

The Southwestern Region elected Regional Vice-President 
Cobban and Directors Ramsay, Roane, Sommer, Steffens, and 
Tidabock. 

The Pacific Region elected Regional Vice-President White 
~~ Directors Bradford, Bunney, Gamble, MacLeod, and Bam- 
erger. 

In the Western and Pacific Regions, by reason of the 
absence of quorums, the results of the regional elections will 
be submitted to the members in those regions for ratification. 

There was proposed by the members of the Eastern Region, 
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recommended by the board of directors and adopted unanimous- 
ly by the lines represented, subject to ratification by two-thirds 
of the membership by letter ballot, in accord with Section 14 
of the Constitution, revision of the Constitution so as to 
authorized 32 instead of 30 directors, and 9 instead of 7 direc- 
tors to be elected in the Eastern Region. 

The board of directors reelected all officers. 


TRANSPORTATION AND MANPOWER 


In its sixth interim report, the House special committee on 
national defense migration has recommended action by Congress 
to establish an Office of War Mobilization, with “a realignment 
of existing agencies to eliminate duplication and to create a 
central direction for our war economy.” The committee said 
the President should enunciate at once the principle that for 
the duration of the war the nation’s manpower and woman- 
power was to be used where it was deemed most useful to 
winning the war. It would then be clear, said the commit- 
tee, that occupational deferment must become the chief instru- 
ment for organizing the nation’s manpower supply. Continu- 
ing, it said: 

This will require early promulgation of a schedule of occupations 
essential to war industry, agriculture, transportation, and other sec- 
tors of our war economy. Deferments by occupation will be tempo- 
rarily required for the most critical industries and occupations pend- 
ing the reorganization of occupational deferment, and the perfecting 
of the machinery for inspecting labor utilization, and the organization 
of a transfer and training division. . . 


ARMY WAREHOUSE SPECIALISTS 


The War Department has announced establishment of a 
training program for civilians having experience in commer- 
cial and industrial warehousing for the purpose of relieving 
military personnel from depot operations in this country. 
In its statement, it said: 


A school in army warehousing will be conducted at Camp Lee, 
Virginia, by the Quartermaster Corps as part of the program of making 
the selected civilians available to all Supply Services. The program is 


being coordinated by the Plans Division of Operations, Services of- 


Supply. 

The first class composed of approximately 100 businessmen chosen 
from the many who have volunteered their services will report to Camp 
Lee for an intensive coursé in depot operations. Those successfully com- 
pleting the course will be appointed in the Army Specialist Corps in 
grades ranging from second lieutenant to major, depending upon ex- 
perience and aptitude shown at the school. These officers will be as- 
signed to depot duty with the various Supply Services in order to re- 
lieve army officers for field duty and to meet the ever increasing de- 
mands placed upon the army supply facilities. 

Special emphasis is being placed in the training on the conservation 
of space and manpower, and the efficient handling of supplies. In addi- 
tion, the training is designed to give the army specialists an under- 
standing of the army methods; and to give the army personnel officers 
a chance of picking their men for the jobs they are best able to fill. 
It is expected that more than 1,000 persons will pass through the school 
before the present demand for this type of personnel is met. 


SEALING OF ARMS CARLOADS 


The committee on prevention of loss and damage of freight 
claim division, Association of American Railroads, has issued 
a circular calling attention to numerous carloads of freight 
arriving at defense plants “with seals changed in transit or with 
end doors not properly fastened from the inside or sealed from 
the outside.’’ Missing side door seals occur less frequently, the 
circular says, continuing: 

Authorities In charge of receiving freight at defense plants are 
taking every possible precaution to avoid accepting shipments that 
might have been sabotaged in transit, or which might explode, ignite, 
or be otherwise damaged at time car doors are opened for unloading. 
Cars that are unsealed, or explosives with seals having been changed 
in transit are isolated and carefully inspected before they are allowed 
to move into the restricted territory, as there is always a chance of 
such shipments having been tampered with en route and explosions 
or fires might result from the opening of car doors. 


The circular calls attention to Section 598 (a) of Bureau 
of Explosives tariff No. 4, which places the responsibility on 
railroads to inspect the lading of cars of explosives, and to 
Section 689 (q) (1) of Supplement 3 to that tariff, which re- 
quires notation on waybills of numbers of seals removed and 
replaced, the reasons for the changes, and the identification 
of the persons making changes. This is necessary, it says, to 
assist receivers in deciding whether the changes were made 
in the ordinary course of transportation “or whether sabotage 
might be involved.” 


ILLINOIS CENTRAL SCRAP “MINES” 
The general scrap committee of the Illinois Central System, 
under the chairmanship of W. S. Morehad, general storekeeper, 
is producing considerable quantities of scrap iron, steel and 
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other metals by “mining” old dumping places, car cleaning 
areas, and places where facilities have been moved. Shee 
metal, steel strapping, wire rope and other materials, not con. 
sidered worth saving at the time of dumping, make up many 
tons of current scrap collections. In one car cleaning area 
40 tons of scrap were unearthed; at the site of an old rail saw. 
393 tons of steel borings were “mined,” and 130,000 feet of pipe, 
left in the ground where facilities were changed, are now 
being dug up. The railroad is also conserving critical materials 
by shortening yard and shop hoses; substituting grey iron, 
malleable iron and steel castings for aluminum and brass, and 
using steel and wrought iron pipe in place of pipe made of 
copper and brass. 


U. S. LEASES WHITE PASS & YUKON 


The War Department has announced that the army has 
leased for the duration of the war the White Pass and Yukon 
Route, a short line railway extending from Skagway, Alaska, 
to Whitehorse, Yukon Territory, Canada. It said the line 
provided a rail connection between the coast and the Alaskan- 
Canadian military highway at Whitehorse, the headquarters of 
the Northwest Service Command. It said the military railway 
service of which Brig. Gen. Carl R. Gray, Jr., is commanding 
general, was already operating the property with Major John 
E. Ausland, Corps of Engineers, in charge. 


GRAY ON ARMY USE OF RAILROADS 


Brig. Gen. Carl R. Gray, Jr., general manager, military 
railway service, U. S. Army, spoke on “Railroad Men in This 
and Other Wars” at a dinner meeting of the Western Railway 
Club at the Hotel Sherman, Chicago, October 19. He said 
military railway service batallions now comprises approxi- 
mately 300 officers and 8,500 enlisted men, all former employes 
of railroad companies. He discussed at length the use of rail- 
roads by various armies from early in the nineteenth century 
to the present. Approximately 1,200 persons attended the 
meeting. 


NEW COMPLAINTS FILED 
No. 28893, Great Lakes Coal & Dock Co., Superior, Wis., vs. Great 
Northern et al. 

Alleges that addition of switching charges from complainant's 
dock at Superior to defendants’ line-haul rates on coal, shipped 
prior to March 18, 1942, and for more than two years preceding 
the filing of this complaint, from complainant’s dock to points 
beyond Superior, Wis., and Duluth, Minn., produces aggregate 
charges that are unjust and unreasonable; that higher switching 
charges by defendants Great Northern and Lake Superior Ter- 
minal & Transfer Railway Co. in movement of coal from com- 
plainant’s dock to connections with other defendant carriers than 
apply from competing docks to the same connections violate section 
2 and 3. Asks cease and desist order and reparation. (Philip H. 
Porter, One West Main Street, Madison, Wis.) 

MC C-351, Delmarva Motor Carriers Assn., Hurlock, Md., vs. 
D. Kenney, Salisbury, Md. 

Alleges rates on canned food stuffs are unjust and unreasonable. 
Asks reasonable rates and joint service between the defendant 
and any other carrier, or carriers, participating with the de 
fendant in rates and charges maintained by it. (Glenn F. Morgan. 
attorney, 655 Earle Bldg., Washington, D. C.) 

No. 28895, Elmer W. Henderson vs. Southern Railway Co., Inc. 

Alleges the Southern Railway refused to serve complainant in its 
dining car between Washington, D. C., and Greensboro, N. C. 
Asserts that, although there was a space reserved for Negro 
passengers, that space was occupied by white persons and that. 
when he requested service, the steward refused but offered to 
serve complainant at his Pullman seat or, in the alternative. 
offered to serve him in the dining car later when all the white 
passengers had left the dining room, or when all the seats at 
the tables reserved for colored passengers were vacant. (Belford 
V. Lawson, Jr., 3001 11th St., N. W., Washington, D. C.; Ea! 
B. Dickerson, 3507 S. Parkway, Chicago, Ill., and Marjorie Mc 
Kenzie, 2001 11th St.. N. W., Washington, D. C.) 


Harry 


CHANGES IN DOCKET 

Argument 28705, October 16, Washington, D. C., canceled and re 
assigned for November 13. 

Hearing MC 29981 Sub. 5, October 17, Spokane, Wash., postponed 
to October 19, Davenport Hotel, Spokane, Wash., Examiner Olentine. 

Hearing MC 3261, October 21, Brooklyn, N. Y., postponed to Octo- 
ber 22, St. George Hotel, Brooklyn, N. Y., Examiner Naefe. 

Argument |. & S. 5121, October 22, Washington, D. C., canceled. 

Argument Finance 5758, October 23, Washington, D. C., reassigned 
October 27. 

Hearing |. & S. 5143, October 22, Nashville, Tenn., postponed t? 
date to be fixed. 

Hearing MC 48978 Sub. 2, October 22, Brooklyn, N. Y., postponed 
to October 26, St. George Hotel, Brooklyn, N. Y., Examiner Cave. 

Argument 28842, October 22, Washington, D. C., canceled. 

Hearing |. & S. M-2076, October 24, St. Louis, Mo., canceled. 

Hearing MC 69470 Sub. 1, October 21, Indianapolis, Ind., canceled. 

Hearing MC 52643, Sub. 8, October 23, Pocatello, Ida., transferred 
to the Hotel Bannock. 
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Questions and Answers 


In this column will be answered questions of both legal and 
@ practical nature that confront persons dealing with trafic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation o/ 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical trafic problems. We do 


not desire to take the place of the trafic man but to help him in 
his work, 


The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 


Address Questions and Answers Department, 
Trafic Service Corporation, Harle Building, Washington, D. O. 


Demurrage—Recovery of—Resulting from Failure of Steam- 
ship to Accept Goods Previously Booked for Transportation 


lowa.—Question: Please give us your opinion on the fol- 
lowing question: 

Can you tell us whether the steamship company is liable 
for demurrage in this case as follows? 

On April 18, 1942, we billed a 300-ton barge load of sacked 
corn products via barge line to New Orleans. This shipment 
was destined to Tampa, Florida, via B SS Co. On April 20th, 
we were advised the B Company had discontinued service. On 
April 25th, we wrote the M SS Company asking them to handle 
this shipment for Tampa, and this they acknowledged under 
date of April 27th, saying “It might go on May 8th sailing 
if space is available. Otherwise same will clear on our next 
scheduled sailing thereafter.” 

The barge arrived in New Orleans May Ist. 
began to accrue May 12th. 

On May 7th, the M Company advised us by circular letter, 
“Due to present conditions, it is necessary that all carload 
and volume freight through Port of New Orleans to Tampa, 
offered for our New Orleans-Tampa service, prior booking 
must be confirmed with our New Orleans office and booking 
number assigned before forwarding from point of origin.” 

On May 13th, the M Company wrote us ‘‘We wish to 
advise that your 300-ton lot of Grain Products, ex........ 
Barge IWC 72 is covered by our booking No. 396/40 which is 
scheduled to clear from New Orleans May 27th. Assuring you 
that this is the earliest that we can handle this parcel, and 
trusting you will bear with us during these times, etc.” 


June 5th M Company wrote, “Due to War Activities in 
Gulf of Mexico, it is necessary to restrict the loading of our 
equipment to a maximum of 7 feet and it is impossible for 
us to handle this parcel of 300 tons prior to our sailing of 
June 11th and have designated our booking number 452/31 
to accommodate this lot on the above mentioned sailing.” 


The barge was delivered to the M Company July 3rd, 
resulting in demurrage charges being assessed for 53 days. 
This charge was considered as an advance charge and was 
paid under protest on arrival of the goods at Tampa. 

Since we had a firm booking with number furnished for 
May 27th and without any other qualifications, we think the 
M Company should be liable for the demurrage correctly 
charged by the barge line from May 27th to July 3rd. 


Answer: We are unable to find decisions which are spe- 
cifically in point, but in our opinion the facts in the instant 
case are similar enough to make it possible to apply thereto 
the decision in Rotterdamsche Lloyd, et al., vs. Gosho Co., Inc., 
298 Fed. 443, petition for writ of certiorari refused, 266 U. S. 
621, 45 S. Ct. 99. 


In this case it was held that where shipping companies had 
full knowledge of restraints imposed by a foreign government 
and space available, and shipper had no such knowledge, and 
transported goods to be shipped to point of embarkment at 
great expense, defense of princes is unconscionable, and cannot 
be sustained in action for damages for breach of contract; 
that restraint of princes clause relates to future restraints, 
not to restraints already existing; that where shipper was 
induced to hold cotton ready for shipment on representation of 
transportation companies that they would be able to ship on 
vessels presently leaving port, he was entitled, on breach of 
contract, to recover demurrage, interest on value of goods 


during delay, and additional charges for transportation through 
another carrier. 


Demurrage 


$97 


We are of opinion that the demurrage charges for the 
period May 27th to July 3rd are recoverable. 


Notice of Claim—Filing of Claim With Delivering Carrier Is 
Notice to Preceding Carrier 


Maryland—Question: Under the law of common carriers, 
the following conditions govern in the filing of loss and damage 
claims: 


(1) Claim must be filed with nine (9) months and 
(2) Claim may be filed with any of the carriers involved in a joint 
movement, 


An unusual situation has developed with a claim for loss 
and damage filed in connection with a shipment made by us 
June 5, 1941. The claim was filed June 25, just twenty (20) 
days after the date of shipment. The shipment moved by a 
joint haul motor truck route, claim having been filed with 
the delivering carrier. 

On March 25, 1942, we learned that claim would not be 
paid due to the carrier being in bankruptcy. With the deliver- 
ing carrier, with whom claim first had been filed, in bank- 
ruptcy, we decided to file with the original carrier rather than 
go to the bother of filing claim with the Referee in Bank- 
ruptcy. However, the origin carrier is reluctant to accept and 
honor our claim because it will have been filed after the ex- 
piration of the nine month period. 

Under the law we are permitted to file claim with any of 
the carriers involved in a through movement of merchandise 
in interstate commerce. In the instant case do you feel, as 
we do, that the origin carrier would be justified in honoring 
the bona fide claim, even though it is presented after expira- 
tion of the nine month limitation, for the reason that claim 
actually was presented to a party to the through movement 
within the statutory period? 

We cannot help but feel that under these unusual circum- 
stances the origin carrier could, and should, honor claim and 
be within the law. The amount involved is small, not enough 
to warrant suit. However, the situation involved is an inter- 
esting one, on which your views, together with citations, will 
be greatly appreciated. 


Answer: Paragraph (b) of Section 2 of the Contract 
Terms and Conditions of the Uniform Bill of Lading reads as 
follows: 


As a condition precedent to recovery, claims must be filed in writ- 
ing with the receiving or delivering carrier, or carrier issuing this bill 
of lading, or carrier on whose line the loss, damage, injury or delay 
occurred, within nine months after delivery of the property * * * or, 
in case of failure to make delivery, then within nine months after a 
reasonable time for delivery has elapsed; and suit shall be instituted 
against any carrier only within two years and one day from the day 
when notice in writing is given by the carrier to the claimant that the 
carrier has disallowed the claim or any part or parts thereof specified 
in the notice. Where claims are not filed or suits are not instituted 
therein in accordance with the foregoing provisions, no carrier here- 
under shall be liable, and such claims will not be paid. 


Under the above provisions, a claim may be filed with the 
delivering carrier and as to interstate shipments, the courts 
have held that notice to one of the several carriers is notice 
to all, under the Carmack Amendment (paragraph 11 of Sec- 
tion 20 of the Interstate Commerce Act), each being the agent 
of the other. Overton vs. C. R. I. & P. Ry., 160 S. W. 111; 
Gulf, etc., R. Co. vs. Boggs, 178 S. W. 577; Olsen vs. R. Co., 
250 Fed. 372; Northern Pacific Ry. Co. vs. Wall, Mont., 241 
U. S. 87, 36S. Ct. 493. 

If the claim was filed with the delivering carrier within 
the time provided for in paragraph (b) of Section 2 of the 
Bill of Lading Contract Terms and Conditions, the filing of the 
claim with the delivering carrier is sufficient to impose lia- 
bility on the preceding carriers, although, under paragraph 
11 of Section 20 of the Act, the delivering carrier is l‘able for 
the full actual loss, damage, or injury to the property. 

Section 219 of Part II of the Interstate Commerce Act 
provides that Section 20 (11) of Part I will apply to common 
carriers by motor vehicle. 

Inasmuch as notice to the delivering carrier is notice to 
the originating carrier, that carrier should pay your claim. 


Notice of Concealed Loss or Damage 


lowa.—Question: We would like to have your opinion on 
what is the limitation on a concealed damage inspection and 
what effect does the date of the inspection have on the liability 
of a carrier? 

For example, a shipment of washers was received and de- 
livered to the consignee on April 14th, a clear receipt being 
given at the time of delivery. 

The shipment was not uncrated until October 7th, at which 
time injury was noted and we were called to make an inspec- 
tion of the concealed damage. 
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We realize there is a limitation on the filing of a loss and 
damage claim, but what is the limit on time after which lia- 
bility ceases as regards an inspection of a shipment for which 
a clear receipt was given at the time of delivery? 

Answer: In this connection, see our answer to Kentucky, 
on page 804 of the October 3, 1942, Traffic World, under the 
above caption. 

The inspection of a damaged shipment by a carrier’s rep- 
resentative, is, in part, a matter of evidence, as it bears upon 
the question of whether there is injury and whether the injury 
is the result of negligence in transportation, improper packing 
or other cause. 

Furthermore, the placing of a time limit for inspection of 
a damaged shipment also relates, in effect, to the filing of a 
claim, inasmuch as its purpose is to bar such claims if the in- 
spection is not made within the prescribed period of time. 


Connecting Carriers—No Joint Liability Where Two Separate 
Shipments Transported 


Ohio.—Question: We will appreciate your opinion, as 
well as any court decisions you may have knowledge of, cover- 
ing a carrier’s liability as well as when the carrier has dis- 
charged this liability. 

A shipment originates at point A, on a bill of lading cover- 
ing the same between points A and B. The shipment is de- 
livered to point B, a clear receipt is received, and there is 
no information shown in the body of the bill of lading that 
point B is not to be considered the final destination in so far 
as the consignee is concerned. The carrier is not notified of 
any concealed loss or damage, and the shipment is reforwarded 
from point B to point C on a new bill of lading executed by the 
original consignee. On delivery to point C by a different car- 
rier the consignee at this point discovers concealed damage, 
and it is the delivering carrier’s opinion who handled this ship- 
ment between points B and C that the carrier who handled the 
shipment between points A and B is liable for their proportion 
on a concealed damage basis which, in our opinion, is absured 
to say the least. 

Answer: It appears from your statements that there were 
two separate and distinct movements, one from A to B, the 
other from B to C. 

If so, the provisions of Section 219 of Part II of the Inter- 
state Commerce Act, which states that the provisions of Section 
20 (11) of Part I shall apply with like force and effect to re- 
ceipts or bills of lading of common carriers by motor vehicle, 
have no application. 

Therefore, there is no joint liability on the part of the 
carrier which transported the shipment from A to B. 


Insurance—Marine 


Massachusetts.—Question. I quote a recent communica- 
tion: 

With regard to the shipment Picardo I draw your attention to the 
fact that insurance premium was reduced since August 28, 1942, to 20 
per cent and the boat on which the merchandise was loaded left New 
York on August 29, 1942. Please ask your forwarders to reduce the 
charged insurance amount, as this is terrifically high, and doubtless 
the customer will claim the insurance charges at the lower rate. 


The problem is, when does the reduction in insurance rates 
take effect? 

Answer: Generally speaking, commercial insurance covers 
cargo from warehouse to warehouse, while war risk insurance 
covers cargo only while on the vessel. 

Whether or not the reduced rates apply to the shipment 
depends: upon the form of insurance which covered the ship- 
ment and the provisions thereof, if any, as to when and to 
what intent the cargo was covered. 


Forwarding Agents—Failure to Insure Shipments as 
Instructed 


Massachusetts.—Question: A shipment was made to San 
Francisco for trans-shipment to the Panama Canal Zone. The 
forwarder was instructed to insure in war risk, etc., but such 
insurance did not appear on the forwarding papers. We wired, 
following with an air mail letter, neither of which were an- 
swered. We finally found out that the lot went through with- 
out insurance. It fortunately arrived at destination safely. 
Had the shipment been lost in transit, would our letter of in- 
structions have established liability? 

Answer: A freight forwarder is an agent. A person act- 
ing as a forwarding agent in the shipment of goods or property 
must conform to any express instructions of his principal, and 
must exercise ordinary care and diligence in the performance 
of all the duties involved in his undertaking. 

It is the duty of an agent whose authority is limited by 
instructions to adhere faithfully thereto, regardless of his own 
opinions as to their propriety or expediency, and if he exceeds, 
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violates, or neglects such instructions, he will be liable to the 
principal for any loss or damage resulting therefrom. Thy 
an agent is liable for the resulting loss, where he fails to effec 
insurance as instructed. See Perkins vs. Washington Ins. (Co, 
4 Cow. (N. Y.) 645; Thorne vs. Deas. 4 Johns. (N. Y.) 84; Mat. 
teson vs. Rice (Wis.), 92 N. W. 1109; Park vs. Hammond, 4 
Campb. 344; De Tastett vs. Crousillet, 7 Fed. Cas. No. 3,898 
2 Wash. C. C. 132; Walsh vs. Frank, 19 Ark. 270; Shoenfeld 
vs. Fleisher, 73 Ill. 404; Shepard vs. Davis (N. Y.), 59 N. Y.s§ 
456; Miner vs. Tagert (Pa.), 3 Binn. 204, and Pritchard ys. 
Deering Harvester Co. (Wis.), 93 N. W. 827. 


Routing and Misrouting—Initial Carrier Not Obligated to Use 
Intervening Carrier Where Its Line in Connection with 
Carriers Specified by Shipper Forms Complete Route by 
Reason Absorption Intermediate Switching Line Charges 


Wisconsin.—A. B. C. Railroad issued bills of lading cover. 
ing shipments destined to a point located on the X. Y. Z. Rail. 
road. The bills of lading carried instructions “X. Y. Z. delivery.” 
This was shown on the line of the bill of lading provided for 
(Delivering Carrier). A. B. C. R. R., the initial carrier, has 
a connection with X. Y. Z. R. R. at a given terminal, which js 
through a belt line railroad, and the shipments were so for- 
warded by the carriers through to destination. It so happens 
that there is a lower through rate available, point of origin 
to destination, by the use of an intervening carrier and while 
freight charges as paid were assessed at the lower rate the 
carriers are now presenting a due bill basing charges on the 
higher rate applicable via the route shipments moved. 

Answer: In National Supply Company vs. C. B. & Q. R. 
R. Co., 66 I. C. C. 604, and Hogan Bros. vs. C. B. & Q., 113 
I. C. C. 223, the Commission holds that where the lines speci- 
fied in the routing instructions of the shipper, through the me- 
dium of an intermediate switching carrier whose charges are 
absorbed by the initial carrier, form a complete route from 
point of origin to point of destination, the routing instructions 
for all practical purposes are complete, and therefore a ship- 
ment which is forwarded via such a route has not been mis- 
routed, even though a lower rate is applicable over another 
route, the use of which route requires the service of a third 
and intervening carrier, that is, a carrier other than a switch 
carrier whose charges are absorbed by one of the carriers 
specified in the shipper’s routing instructions. 

If the charges of the intermediate switching carrier are not 
absorbed by one of the carriers named in the shipper’s routing 
instructions, it is our opinion that the principle of the Commis- 
sion’s decision in the case first referred to above would not be 
applicable. 

See also, in this connection, the Commission’s opinion in 
the second case above cited, in which case the Commission ap- 
plied the principle of its decision in National Supply Company 
vs. C. B. & Q. R. R. Co., 66 I. C. C. 604. 





Tratfic Club Doings 


Items for this column are selicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of @ club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Editor THs Trarric Wor.. 





Frank W. Robey, business editor, Newsweek Magazine, 
New York, spoke at a dinner meeting of the Richmond, Va., 
Traffic Club October 19. 

Col. H. D. Bagnall, transportation corps, U. S. Army, 
spoke on “The Panama Canal” at a meeting of the Traffic 
Club of Memphis, Tenn., October 19. The annual election will 
be held November 7. The club has decided not to hold an 
annual dinner this year. New officers and members of the 
board of directors, usually installed at the annual dinner, will 
be installed at a luncheon meeting November 9. 





The Fort Wayne, Ind., Transportation Club has elected 
J. C. Shollenberger, freight agent, Pennsylvania Railroad, 
treasurer, to fill the unexpired term of J. S. Buchanan, Jr., 
who has resigned on being appointed freight representative at 
Indianapolis for the Wabash Railroad. 





The Women’s Traffic Club of Greater New York held its 
annual fall luncheon bridge party October 24. Proceeds will 


Octobe 






















































RLD 


9 the 


> Use 

with 
te by 
larges 


over- 
Rail- 
very.” 
-d for 
r, has 
ich is 
o for- 
|ppens 
origin 
while 
te the 
yn the 


Q. R. 
»;, 113 
speci- 
1e me- 
es are 
. from 
ictions 
i ship- 
n mis- 
nother 
1 third 
switch 
arriers 


ire not 
routing 
ymmis- 
not be 


ion in 
ion ap- 
mpany 


nd not 
Copies 
ra are 
to be 
jay of 
sg, din- 
for tt 
8 ade 


gazine, 
id, Va., 


Army, 
Traffic 
ion will 
hold an 
of the 
er, will 


elected 
ailroad, 
an, Jr, 
ative at 


held its 
eds will 


October 24, 1942 


@ Rolling out of the vast productive area between the Great Lakes and the Pacific, 
every hour of every day, is the stuff of which Victory is being made—products of 
mines, forests, oil fields, farms and factories. And in this region of great natural 
resources are many of the nation’s greatest hydro-electric power plants, supplying 
low cost energy for the wheels of production. 


Here, in America’s Zone of Plenty, extending on either side of the Great Northern 
Railway, are tremendous forces for Victory and almost limitless opportunities for 


prosperous, peaceful living now and in the years to come. 


For more than half a century it has been Great Northern’s proud privilege to aid 
in the many developments which have fitted this land of destiny to play such an 


important role in winning the war, and in offering abundance in post-war years. 
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be used to purchase a radio for training school squadron, 
flight A, U. S. Army Air Corps, Gulfport, Miss. Phillis Barten, 
chairman of the entertainment committee, had charge of 
arrangements. Members have arranged to bowl at the Lido 
Alleys this fall and winter. 


A ladies’ night party will be held by the Traffic Club of 
Washington, D. C., November 18. A buffet dinner meeting 
will be held October 28. 


The Oakland, Calif., Traffic Club held a quiz contest at a 
meeting October 20. Teams representing industrial, railroad, 
truck, and forwarders competed. Scott Weakley, radio station 
KROW, conducted the quiz program. The annual election will 
be held in November. 


At a dinner meeting of the Traffic Club of New York, 
October 27, the nominating committee will announce its selec- 
tion of candidates for election to office. The election will be 
held next month. 


Harry F. Nash, assistant chief air raid warden, industrial 
section, for the Denver civilian defense system, spoke on “It 
Can Happen Here” at a monthly meeting of the Denver Com- 
mercial Traffic Club, October 21. 


Horace Tuck, a regional director for the O. D. T., answered 
questions concerning O. D. T. orders, at a meeting of the Rock 
River Valley Traffic Club at Rockford, Ill., October 21. 





At a meeting of the Traffic Club of Minneapolis, October 
22, members representing the solid fuel industry presented a 
program of entertainment. Frank Parsons, Jr., was chairman 
for the day. 


The Oil City-Franklin, Pa., Traffic Club will hold its 
annual meeting and election of officers November 19. 


Paul P. Parker, sales engineer, spoke on “Strategy in 
Handling People’ at a luncheon meeting of the Traffic Club 
of Houston October 20. A dance will be held at the Houston 
Club, November 14. Joe Tilton has been appointed chairman 
of the committee on arrangements. 





At a meeting of the Transportation Club of St. Paul, 
Minn., October 20, the entertainment committee, Al Beltmann, 
chairman, presented a program of entertainment. 





The Traffic Club of Wilmington, Del., will hold its annual 
ladies’ night dinner dance at the DuPont Country Club Novem- 
ber 7. G. A. Harnischfeger is chairman of the committee on 
arrangements. 


Morgan Huntoon, O. D. T., spoke on “Function of the O. D. 
T. in the War Effort’? at a luncheon meeting of the Los An- 
geles Transportation Club October 19. Dick Wilkins, gen- 
eral agent, Western Pacific, was chairman. The annual meet- 
ing will be held October 26. 


Howard P. Davis, lecturer and journalist, spoke on the 
war and prospects of the post-war period at a dinner meeting 
of the Traffic Club of Springfield, Mass., October 13. He 
praised the work of traffic men in the war effort, saying they 
had demonstrated that American transportation agencies were 
more adaptable to war emergencies than those of other coun- 
tries. More than 125 persons attended the meeting. James 
I. Doyle, president, presided. 


The Birmingham, Ala., Traffic and Transportation Club 
held its annual dance at the Pickwick Club October 22. 





The Fox River Valley Traffic Club will hold its annual 
dinner at the Hotel Retlaw, Fond du Lac, Wis., November 10. 
Roundy Coughlin, sports editor, Wisconsin State Journal, will 
speak on “Timely Topics of the Day.” 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
aure their tariff files are up-to-date. 
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Personal Notes 





Alfred W. Wilkins, for the last 18 years secretary of Mid- 
West Shippers Advisory Board at Chicago, and assistant to 
the regional manager of the car service division of the Associa- 
tion of American Railroads, died at Chicago, October 17, at 
the age of 60. 

Samuel J. Henry, formerly chairman, executive committee, 
North Pacific Coast Freight Bureau, died at Seattle, Wash, 
October 13, at the age of 80. 

Charles Ervin, 62, who retired last July as traffic manager 
for the Texas Company, died at Jacksonville, Tex., October 14, 

S. D. Hurst, Jr., has been appointed assistant to president, 
Atlantic Coast Line Railroad, Wilmington, N. C. 

George W. Mather, traffic manager for the Johns-Manville 
Products Corporation at Manville, N. J., has joined the U. §. 
Army as a major. 

Edward C. Elliot has retired as general passenger agent 
for the Canadian National Railways at Montreal, after serving 
with the railroads 48 years. Oswald A. Trudeau has succeeded 
to the position. John Roberts, who has been serving as chief 
of motive power and car equipment for the railroad, and as 
managing director for its subsidiary manufacturing company, 
National Railways Munitions, Ltd., will hereafter devote full 
time to direction of the munitions company. 

C. F. Lingfelter has been appointed assistant to the gen- 
eral manager, western region, Pennsylvania Railroad, at 
Chicago. 

E. L. Henninger has been placed in charge of the newly 
opened office of the Decatur Cartage Company in Cincinnati, 
O. He was formerly with the company at Peoria, Ill. 

Robert D. Spencer has been appointed manager of aero- 
nautical sales and engineering of the General Tire and Rubber 
Company, Akron, O. 

George F. Barrett, attorney-general for Illinois, spoke at 
the annual dinner of the Chicago Railway Special Agents and 
Police Association at the Hotel Sherman, October 22. Major 
E. M. Walsh, corps military police, sixth service command, 
U. S. Army, also spoke. John A. Sbabaro, chief justice, Chicago 
Criminal Court, was toastmaster. Approximately 700 persons 
attended. 

S. B. Parkinson, Jr., and H. T. Glisson, Jr., have been 
appointed city freight agents at Atlanta, Ga., and Chattanooga, 
Tenn., respectively, for the Seaboard Air Line Railway. 

John Sullivan, financial department, Boston Herald, spoke 
on financial prospects for the railroads in coming months and 
years, at a monthly meeting of the General Agents Council 
of Boston recently. 

F. B. Lyman has been appointed superintendent of ter- 
minals at Detroit for the Grand Trunk Western, succeeding 
E. F. Gorman, who has retired. Other appointments include: 
T. D. Ash, terminal trainmaster, Detroit; E. O. Dunn, train- 
master, Durand, Mich.; J. W. Whalen, chief dispatcher, Durand. 

Charles Donley, president Charles Donley Shipping Agency, 
will speak on the Commission’s hearing at Indianapolis, Ind., in 
the class rate investigation, at a meeting of the Pittsburgh re- 
gional chapter of the Association of Interstate Commerce Com- 
mission at the William Penn Hotel, Pittsburgh, October 26. 

A. L. Sherry has been appointed live stock and perishable 
agent for the Baltimore and Ohio at Pittsburgh, succeeding 
E. D. Curtis, who resigned after 50 years of service with the 
company. 

W. S. Jermain has been appointed acting chairman and 
tariff publishing agent in charge of bureau affairs for the At- 
lantic-Gulf Coastwise Steamship Freight Bureau, New York, 
succeeding Julian M. King, who has been granted leave of 
absence to serve as an officer in the U. S. Navy. 

The Ann Arbor Railroad has announced the following ap- 
pointments: A. D. Thorp, traveling freight agent, Green Bay, 
Wis.; H. P. Trieger, commercial agent, Manistique, Mich., suc- 
ceeding A. J. McLellan, who has retired. 

Maxwell B. Grossman, formerly director for the Port of 
Boston, has been commissioned a captain in the adjutant-gen- 
eral’s office, U. S. Army, Washington, D. C. 

W. F. Rentzel has been appointed superintendent of safety 
at Houston for the Southern Pacific Lines in Texas and Louisi- 
ana, and O. D. Beckman has been appointed traveling engineer 
at Ennis, Tex. 

Claude F. Lauer has been appointed commercial agent at 
Akron, O., for the Erie Railroad. 


George D. MacLean has been elected vice-president, Cen- 
tral Soya Company, Ft. Wayne, Ind., and general traffic man- 
ager for the company and other companies controlled by Dale 
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W. McMillen, Sr., owner of feed and sugar mills and soybean 
processing plants in Indiana, Illinois, and Pennsylvania. 

The Missouri Pacific has announced the appointment of 
J. N. Sanders as division freight and passenger agent at Atchi- 
son, Kan. 

Capt. Earl E. Wilson, Chicago Traffic Control Agency, has 
been transferred as transportation officer to the Jeffersonville, 
Ind., quartermaster depot, U. S. Army. 

The Corn Products Refining Company has announced the 
following appointments: R. R. Seberry, general traffic man- 
ager, New York; I. M. Peters, traffic manager, Chicago; R. 
Schneider, assistant traffic manager, New York. 

J. Q. Brantley and A. B. Kelley have been appointed as- 
sistant Florida freight agents at Tampa and Miami, Fla., 
respectively, for the Central of Georgia Railway. 

D. C. MacDonald has been appointed general freight agent 
at New York for the Canadian Pacific and the Soo Line, suc- 
ceeding H. Stockdale, who has been granted leave of absence 
to serve as an officer in the U. S. Army. C. D. Stricker has 
been appointed acting general freight agent at Detroit. 

Clarence G. Wahl, traffic manager for Stark Brothers 
Nurseries and Orchards Company, Louisiana, Mo., has been 
appointed general office manager for that company. 





Docket of the Commission 
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Items in the docket marked with an asterisk (*) have been 
added since the last issue of THs Trarric Wortp. New assignments 
now on the Commission’s docket of dates later than herein shown 
aes See Sey eee See Sap Op cape. Current cancellations 


postponements announced too late to show the change in this 
docket will be noted elsewhere. 


October 26—Brooklyn, N. Y.—Hotel St. George—Commissioner Alldredge 
and Examiner Cummings: 


28815—Commutation fares in New York state. 


October 26—Brooklyn, N. Y.—Hotel St. George—Examiner Case: 
MC 48978 Sub. 2—Carlo Transportation Co., Inc., Newark, N. J., cer- 
tificate to extend operations. 
October 26—Chicago, IIl.—Sherman Hotel—Examiner Higgins: 
* MC F-1963—O. I. M. Transit Corp., purchase, Victory Express, Inc. 
October 26—Columbus, O.—Deshler Wallick Hotel—Examiner Trezise: 
28836—H. C. Godman Co. vs. N. Y. C. 
28837 and Sub. 1—H. C. Godman Co. vs. C. & O. 


October 26—Detroit, Mich.—Hotel Fort Shelby—Jt. Bd. 57 and 23: 
MC 3341 Sub. 1—Lake Motor Freight Lines, Inc., Port Clinton, O., 
certificate to extend operations. 
MC 73701 Sub. 13—B. Glupker, Grand Rapids, Mich., certificate to 
extend operations. 
October 26—Detroit, Mich.—Hotel Ft. Shelby—Examiner Kassel: 
1. & S. M-2104—Iron and steel, Roadway Transit Co., Mich. to Ill. 
October 26—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 75: 
MC 103279—Pioneer Truck & Storage Co., Oxnard, Calif. 
October 26—Montgomery, Ala.—Public Service Comm.—Examiner Rice: 
1. & S,. 5148—Molasses and syrup, La. to Ala. 
October 26—Salt Lake City, Utah—Public Service Comm.—Jt. Bd. 207: 
MC 37174 Sub. 1—Utah Central Truck Line, Salt Lake City, Utah, 
certificate to extend operations. 
October 26—St. Louis, Mo.—Mark Twain Hotel—Jt. Bds. 135 and 179: 
MC 89913 Sub. 24—Frisco Transportation Co., St. Louis, Mo., certifi- 
cate to extend operations. 
October 26—St. Louis, Mo.—Mark Twain Hotel—Examiner Luce: 
1. & S. M-2072—Pick-up and delivery alloWances at St. Louls, Mo. 
October 26—Washington, D. C.—Argument: 
28536—Albers Bros. Milling Co. vs. G. N. et al. 
28655—Memphis Cotton Exchange et al. vs. C. R. l. & P. et al. 
October 26—Washington, D. C.—Examiner Riegner: 


MC 71831 Sub. 1—J. L. Phillips, Delmar, Del., certificate to extend 
operations. 


October 26—Washington, D. C.—Examiner Kirby: 
* Finance 10992—N. Y. N. H. & H. reorganization. 


October 27—Chicago, iIl.—Sherman Hotel—Examiner Higgins: 
* MC F-1970—Wesley A. Steffke, purchase, Reliable Transit Co. 
October 27—Detroit, Mich.—Hotel Fort Shelby—Examiner Kassel: 
MC C-319—Detroit Board of Commerce vs. Advance Transportation 
Co. of Ill. et al. 
MC C-350—Cincinnati Chamber of Commerce vs. Bates Motor Trans- 
port Lines, Inc., et al. 
October 27—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 3005 Sub. 4—Chicago-Kansas City Freight Lines, Kansas €ity. 
Mo., certificate to extend operations. 
MC 66808 Sub. 17—Powell Bros. Truck Lines, Inc., Springfield, Mo.. 
certificate tc extend operations. 
MC 103817—Warwick Delivery Service, Kansas City, Mo., permit. 
October 27—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 47: 
MC 87309 Sub. 1—P. Alley, Los Angeles, Calif., certificate. 
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October 27—Minneapolis, Minn.—Nicollet Hotel—Examiner Archer: 
Ww-466—Hennepin Barge Line Co., contract carrier application. 
October 27—New Orleans, La.—Jung Hotel—Examiner Rice: 
1. & S. 4932—Phosphate rock, Fla. to Chicago Heights and Joliet. 
Fourth section applis. 18573, 18721, 18732, 18773, 18779, 18787, 18799, 
18791 and 18955—Phosphate rock from Fla. to south, 
October 27—Petaluma, Calif.—City Hall—Examiner Malquist: 
Finance 13830—Application of Petaluma & Santa Rosa for abandon. 
ment of line from Liberty to Two Rock, Calif. 
October 27—Philadelphia, Pa.—Philadelphian Hotel—Examiner Johnson: 
Electric Railway 16—Philadelphia & Western. 
October 27—Three Forks, Mont.—Federal Bldg.—Examiner Lyle: 
Finance 13883—Application of Northern Pacific for permission to 
abandon the branch line extending from Harrison to Pony, Mont. 
October 27—Washington, D. C.—Argument: 
Finance 5758—California Western R. R. & Navigation Co. deficit 
status. 
MC C-268 and Subs. 1 to 12 incl.—Montgomery Ward & Co., Inc., vs. 
Consolidated Freightways, Inc. 
October 27—Wichita, Kan.—Hotel Allis—Examiner McGrath: 
28796—Ashton Flevator Co. et al. vs. A. T. & S. F. et al. 
October 28—Charlotte, N. C.—Charlotte Hotel—Jt. Bd. 2: 
MC 60302 Sub. 2—Howell Transfer Co., Shelby, N. C., certificate to 
extend operations. 
October 28—Des Moines, la.—Kirkwood Hotel—Examiner Higgins: 
* MC F-1979—Gateway City Transfer Co., Inc., purchase, Hubert A, 
Wynberg and John Wynberg. 
October 28—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 52 and 179; 
MC 2471 Subs. 7 and 8—Tri-State Motor Transport, Inc., Joplin, 
Mo., certificate to extend operations. 
October 28—Los Angeles, Calif.—Federal Bldg.—Jt. Bd. 47: 
MC 40007 Sub. 2—Reliable Transportation Co., Los Angeles, Calif., 
certificate to extend operations. 
October 28—Scranton, Pa.—Hotel Casey.—Examiner Naefe: 
MC 51967—Holcomb Freightways, Scranton, Pa. 
October 28—Scranton, Pa.—Hotel Casey—Jt. Bd. 42: 
MC 103937—E. Oressey, Scranton, Pa., certificate. 
October 28—Statesville, N. C.—Federal Bldg.—Examiner Jordan: 
Finance 13908—Application of Southern for permission to abandon 
the line extending from Statesville to Taylorsville, N. C. 
October 28—Washington, D. C.—Examiner Romero: 
* Finance 13943—Application Middletown and Unionville to acquire 
trackage rights over N. Y. O. & W. in Middletown, New York. 
October 28—Washington, D. C.—Argument: 
MC C-306 and Subs. 1 to 9 incl.—Montgomery Ward and Co., Inc., 
vs. Santa Fe Trail Transportation Co. 
October 28—Washington, D. C.—Jt. Bd. 12: 
* MC 1034 Sub. 3—Tidewater Express Lines, Inc. 


October 29—Albert Lea, Minn.—Federal Bldg.—Examiner Higgins: 


* MC F-1954—Harry E. Reynolds and Norman Nold, purchase, Roh- 
weder Truck Lines, Inc. 


* MC F-1955—Rohweder Truck Lines, Inc., purchase, Harry E. Reyn- 
olds and Norman Nold. 

* MC F-1960—Harry Hess, purchase, Rohweder Truck Lines, Inc. 

October 29—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 39 and 254: 


MC 71478 Sub. 5—Chief Freight Lines Co., Kansas City, Mo., cer- 
tificate to extend operations. 


MC 86833 Sub. 5—O. M. Shadwick Transport, Goodman, Mo. 
October 29—Lansing, Mich.—Hotel Porter—Examiner Kassel: 

MC 103907—R. A. Cross, Jr., Traverse City, Mich., certificate. 
October 29—Lansing, Mich.—Hotel Porter—Jt. Bd. 9: 


MC 307 Sub. 7—Ingham Brokerage, Inc., Lansing, Mich., permit to 
extend operations. 


October 29—Los Ang€les, Calif.—Federal Bldg.—Jt. Bd. 47: 
MC 103740—Malco Transportation Co., Los Angeles, Calif., permit. 


October 29—Scranton, Pa.—Hotel Casey—Examiner Naefe: 
MC 59583 Sub. 22—Mason and Dixon Lines, Inc., Kingsport, Tenn. 


October 29—Washington, D. C.—Argument: 
28498—Ethyl Gasoline Corp. vs. Can. Nat. Rys. et al. 
1. & S. 5130—Packinghouse products, Mont. to Ore. and Wash. 


October 29—Washington, D. C.—Examiner Bennett: 
1. & S. M-2107—Weights, castings, Baltimore to D. C., Pa. and Va 
points. 
October 29—Wichita, Kan.—Hotel Allis—Examiner Wilkins: 
28844—Arkansas City Flour Mills Co. et al. vs. A. & S. et al. 
October 30—Brooklyn, N. Y¥Y.—Hotel St. George—Examiner Johnson: 
W-608—Glen Navigation Corp., common carrier application. 
October 30—Chicago, IIl.—Hotel Morrison—Examiner Trezise: 
1. & S. 5153—Fresh and preserved meats, Kansas City to Ark. 
October 30—Greeley, Colo.—Federal Bldg.—Examiner Lyle: 
Finance 13799—Application Union Pacific to abandon lines from 
Barnesville to Briggsdale and from Galeton to Purcell, Colo. 
October 30—Kansas City, Mo.—Hotel Pickwick—Examinter Luce: 
MC 100518 Sub. 1—R. C. McCarty Co., Kansas City, Mo., permit to 
exten. operations. 
October 30—Lansing, Mich.—Hotel Porter—Examiner Kassel: 
MC 84612—Dalias L. Darling, Grand Rapids, Mich. 
October 30—San Diego, Calif.—U. S Court—Jt. Bd. 47: 
MC 85315—Yuma Merchants Express, Yuma, Ariz. 
MC 76089—Yuma Merchants Express, Yuma, Ariz. 
MC 85315 Sub. 1—Yuma Merchants Express, Los Angeles, Calif. 
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PEORIA 2 PEKIN 
UNION 
RY 


P.E& RP. U. Ry. asa 
“direct” or “sorvice” route 


For freight moving across country there 
are a good many advantages in routing via 
P. & P. U. Ry. to be considered. Because 
of the fast services provided by P. & P. U. 
Ry’s. fourteen connecting lines, and _ be- 
cause of the extensive territories they 
serve in every direction P. & P. U. Ry. 
routing offers “direct” routing for many 
shipments. Because of its location at the 
Peoria Gateway and P. & P. U. Ry’s. phy- 
sical setup—which means speed in inter- 
change, such routing provides an excel- 
lent “service” route. 


Time in transit is now so extremely im- 
portant that routing via 


P.& P. U. Ry. 
and Peoria, Illinois 


can well be given serious thought. If you 
want further information write E. F. 
Stock, Traffic Manager, 


PEORIA AND PEKIN 


UNION RAILWAY 


Union Station, Peoria, Illinois 


SWITCHING SERVICE BETWEEN 
Peorla & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North Western 
Ry.; Chicago & Illinois Midland Ry.; Illinois Terminal Railroad Co.; 
Corp.; Minneapolis & St. Louis R. R.; Alton Railroad; Atchison, Topeka & Santa Fe Ry.: 
Itlinols Central R. R.; Pennsylvania Railroad; Peoria Terminal R. R.; Chicago, Burlington 
& Quincey Railroad; New York, Chicago & St. Louls Railroad; Cleveland, Cincinnati, 
Chicago & St. Louls Ry. (Peoria & Eastern); Toledo, Peoria & Western R. R. 


PEORIA GATEWAY—ALWAYS OPEN 


a Re, 








Inland Waterways | 


TRAFFIC WORLD 


October 30—Washington, D. C.—Argument: 
W-592—T. J. McCarthy Steamship Co., common carrier application. 
W-729—Automotive Trades Steamship Co., common carrier ap 
October 31—Chicago, I!!.—Morrison Hotel—Examiner Trezise: 
1. & S. 2595 et al.—Meats and packing house products to, from anq 
between southwestern and western trunk line points. 
October 31—Des Moines, la.—Kirkwood Hotel—Jt. Bd. 54: 
MC 52746 Sub. 21—Knaus Truck Lines, Inc., Kansas City, Mo., cer 
tificate to extend operations. 
October 31—Minneapolis, Minn.—Hotel Nicollet-—Examiner Higgins: 
* MC F-1981—Glendenning Motorways, Inc., lease, Cornelius William 
Styer. 
October 31—New Orleans, La.—Jung Hotel—Examiner Rice: 
* W-693—Bayside Oil Co., common carrier application. 


November 2—Atlanta, Ga.—Henry Grady Hotel—Jt. Bds. 131 and 10). 
MC 29879 Sub. 3—Reliable Transfer Co., Inc., Augusta, Ga., certificate 
to extend operations. 
MC 73943 Sub. 50—Horton Motor Lines, Inc. 
tificate to extend operations. 


November 2—Boston, Mass.—Lenox Hotel—Examiner Johnson: 

1. & S. 5103—Shoes, Brockton. Mass., to Brooklyn, N. Y. 
November 2—Chicago, IIl.—Hotel Sherman—Jt. Bd. 21: 

MC 103657—Spee-Dee Movers, Hammond, Ind., certificate. 
November 2—Chicago, I!1.—Sherman Hotel—Jt. Bd. 17: 

MC 28546—C. D. Gammon Co., Chicago, IIl. 


November 2—Des Moines, l!a.—Hotel Kirkwood—Jt. Bd. 54 and 111: 
MC 53496 Sub. 3—Wood & Fender, Des Moines, Ia., permit to extend 
operations. 
MC 92983 Sub. 5—E. Miller, Iowa City, 
operations. 
November 2—Evansville, Ind.—U. S. Court—Examiner Wilkins: 
* 1. & S. 5157—Intermediate switching at Evansville, Ind. 
November 2—Ft. Wayne, Ind.—U. S. Court—Examiner Archer: 
28667—Central Soya Co., Inc., vs. Alton et al. 
November 2—Houston, Tex.—Ben Milam Hotel—Examiner Rice: 
Fourth section appl. 19788—Paper articles to Tex. 
November 2—Milwaukee, Wis.—Hotel Schroeder—Examiner Snider: 
28856—Robbins Flooring Co. et al. vs. Ann Arbor et al. 
November 2—Rawlins, Wyo.—Federal Bldg.—Examiner Lyle: 
Finance 13864—Application Union Pacific and Saratoga & Encamp- 
ment Valley to abandon line from Walcott to Encampment, Wyo. 
November 2—Sioux Falls, S. D.—U. S. Court—Examiner Higgins: 
* MC F-1982—Wilson Storage and Transfer Co., lease, E. Dobash. 
November 3—Texarkana, Ark.—Federal Bldg.—Examiner Rice: 
28862—Meriwether Gravel Co., Inc., et al. vs. St. L. S. W. et al. 
November 4—Amarillo, Tex.—Capitol Hotel—Examiner Borroughs: 
MC 89825 Sub. 1—J. Buss, Phillips, Tex., certificate to extend opera- 
tions. 


November 4—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 


, Charlotte, N. C., cer- 


Ia., certificate to extend 


MC 682 Sub. 2—Burnham’s Van Service, Columbus, Ga., certificate 
to extend operations. 
November 4—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 69117 Sub. 1—Southern Transfer Co., Atlanta, Ga., certificate to 


extend operations. 


November 4—Brooklyn, N. Y.—Hotel St. George—Examiner Johnson: 

* W-305—Hudson River Day Line, common and contract carrier ap- 
plication. 

November 4—Casper, Wyo.—Federal Bldg.—Examiner Higgins: 


* MC F-1973—L. J. Russell, lease, E. S. Kranz. 


November 4—Charleston, W. Va.—Public Service Comm.—Ex. Schubert: 
MC 14751 Sub. 1—Nelson Transfer & Storage Co., Charleston, W. Va. 


November 4—Chicago, !Il.—Hotel Sherman—Examiner Kassel: 
MC C-319—Detroit Board of Commerce vs. Advance Transportation 
Co. of Ill. et al. 
MC C-350—Cincinnati Chamber of Commerce vs. Bates Motor Trans- 
port Lines, Inc., et al. 


November 4—Des Moines, !a.—Hotel Kirkwood—Jt. Bd. 54: 
MC 10271 Sub. 2—C. M. Sexton, Oakville, Ia., certificate to extend 
operations. 
MC 24630 Sub. 2—Schnathorst Truck Lines, 
to extend operations. 
MC 93423 Sub. 2—S. M. Heaberline, Pleasantville, Ia., 
extend operations. 


November 4—Oshkosh, Wis.—Raulf Hotel—Examiner Snider: 
* 1. & S. 5155—Chalk whiting, N. J. to Wis. 


November 4—Washington, D. C.—Examiner Konigsberg: 
1. & S. 4980—Switching at High Point and Thomasville, N. C. 
1. & S. 3939—Switching at High Point, N. C. 
1. & S. 4771—Switching at Thomasville, N. C. 
November 4—Washington, D. C.—Argument: 
Ex Parte 128—Investigation of South Buffalo Railway Co. 
1. & S. 5147—Crude petroleum, Miss. to Ill., Ind. and Mo. 


November 5—Amarillo, Tex.—Capitol Hotel—Examiner Borroughs: 
MC 104017—Interstate Warehouse & Storage Co., Borger, Tex., ¢c&™ 
tificate. 


November 5—Billings, Mont.—Commercial Club—Examiner Olentine: 
* MC 104008—H. F. Johnson, Laurel, Mont., certificate. 
November 5—Charleston, W. Va.—Pub. Serv. Com.—Jt. Bds. 61 and 245: 
MC 88901 Sub. 3—G. H. Huffman, Elizabeth, W. Va., permit to extend 
operations. 
MC 96495—M. A. Tabor, Bramwell, 


Laurel, Ia., certificate 


certificate to 


W. Va., certificate. 
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STRAPPING TOOLS 


The Stanley Works 
Steel Strapping Division 


New Britain, Conn. 


Prompt shipment to 
War Production Plants 


STEEL STRAPPING 


* 
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Acting General Freight Traffic Manager 


The Fie og essve 
UNION PACII FIC R RAILROAD 


MEMPHIS 
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Vital for Victory! 


s¥ Before we can Win the War—we must 
win the battle of transportation. That takes 
power—coordinated power—on land, on 
sea, in the air. 


America’s railroads are performing a patri- 
otic, cooperative service with builders of the 
planes, trucks, and ships which are rolling 
off assembly lines and down the ways in 
ever increasing numbers. 


Union Pacific is backing this war effort with 
every ounce of power at its disposal. Man- 
power, as well as motive-power, is dedicated 
to the coordinated effort of winning the 
battle of transportation—the key to Victory. 


A. J. SEITZ 


Union Pacific Railroad 
Omaha, Neb. 


Sinalegic Me 












1006 


PORT OF 
LOS ANGELES 


LABEL FOR SPEED 


The DIRECT Route for SAFETY and DISPATCH 
to the Open Ports on the Pacific 


HAWAII. . . CENTRAL and SOUTH AMERICA 
PORT FACILITIES UNEXCELLED 


Nautical miles from the Port of Los Angeles to the 
Pacific Ports bordering on the Western Hemisphere 


Hawaii Buenaventura 


Acapulco IEE 60:0.0sas0ne - -3182 
San Jose Callao 


Panama 


A Municipal Enterprise Devoted to Public Service 


BOARD OF HARBOR COMMISSIONERS 


LOS ANGELES, CALIFORNIA 
189 City Hall M. G. Rouse, Secretary 





TRAFFIC wort go ’ 


November 5—Cleveland, O.—Cleveland Hotel—Examiner Archer: 
28871—Sherwin-Williams Co. vs. A. T. & S. F. et al. 


November 5—Columbus, O.—State Comm.—Examiner Parker: 
* MC 222 Sub. 2—Liberty Motor Freight Lines, Inc., Secaucus, N, J, 


November 5—Des Moines, la.—U. S. Ct.—Examiner Luce: 
MC 82757 Sub. 1—Ellsworth Sales Co., Eagle Grove, Ia., certificate 
to extend operations. 
November 5—Oklahoma City, Okla.—Skirvin Hotel—Examiner Rice: 
28876—Corp. Comm. State of Okla. vs. A. T. & S. F. et al. 
November 5—Washington, D. C.—Argument: 
28846—Increases in Texas rates, fares and charges. 


November 6—Chicago, I!I.—Hotel Sherman—Examiner Kassel: 
MC 36832—American Transit Lines, Inc., Chicago, Ill. 
November 6—Chicago, II!.—Hotel Morrison—Examiner Snider: 
* 1. & S. 5156—Rule 34, car substitution. 
November 6—Cincinnati, Ohio—Gibson Hotel—Jt. Bd. 60: 
MC 37716 Sub. 6—C & D Motor Delivery Co., Cincinnati, O., certifi. 
cate to extend operations. 
November 6—Cleveland, O.—Hotel Cleveland—Examiner Archer: 
1. & S. 5126—Minimum class rates in W. T. L. territory. 
November 6—Washington, D. C.—Examiner Glover: 


Fourth-section Appl. 19997—Starch from Clewiston, Fla., and Laurel, 
Miss. 


November 6—Washington, D. C.—Argument: 
27002—John Nix & Co. et al. vs. Railway Express Co., Inc., et al, 
28680—Monolith Portland Cement Co. vs. A. T. & S. F. 
November 7—Chicago, I!l.—Sherman Hotel—Examiner Kassel: 
1. & S. M-2091—Iron and steel via Century System, Mich., to Ill, 
and Ind. 
November 7—Cincinnati, Ohio—Gibson Hotel—Jt. Bd. 37: 
MC 103780 Sub. 1—O. Maxwell Co., Middletown, Ohio, permit. 


November 7—Madison, Wis.—Public Service Comm.—Jt. Bd. 96: 
MC 1509 Sub. 39—Greyhound Lines, Minneapolis, Minn., certificate 
to extend operations. 


November 9—Atlanta, Ga.—Henry Grady Hotel—Examiner Lawton: 
* 1, & S. M-2118—Petroleum products between southern points. 
November 9—Columbus, Ohio—State Comm.—Examiner Parker: 


* MC 50404 Sub. 4—T. B. Longshore, Ironton, Ohio, permit to extend 
operations. 


November 9—Holdredge, Neb.—District Ct.—Examiner Lyle: 
Finance 13899—Application of C. B. & Q. for permission to abandon 
branch line extending from Alma to Huntley, Neb. 
November 9—Indianapolis, Ind.—U. S. Court—Examiner Schubert: 


MC 74588 Sub. 16—Marion Trucking Co., Inc., Marion, Ind., permit 
to extend operations. 


November 9—Kansas City, Mo.—Hotel President—Examiner Rice: 
28858—L-U-C-E Manufacturing Co. vs. A. T. & S. F. et al. 
November 9—Madison, Wis.—Public Service Comm.—Jt. Bd. 111: 
MC 7249 Sub. 4—Kubly Trucking Co., Monroe, Wis., certificate to 
extend operations. 
MC 27754 Sub. 1—F. Kubly, Monroe, Wis., certificate to extend 
operations. 
November 9—Oklahoma City, Okla.—Shirvin Hotel—Jt. Bd. 217: 
MC 103520—Nichols Truck Line, Duncan, Okla., certificate. 
MC 103520 Sub. 5—Nichols Truck Line, Duncan, Okla., certificate to 
extend operations. 
November 9—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138 and Exam- 
iner Kassel: 
MC 2311 Sub. 1—W. Heiman, Carroll, Ia., certificate to extend opera- 
tions. 
MC 16522 Sub 1—W. L. Williams, Audubon, Ia., certificate to extend 
operations. 
MC 93796 Sub. 1—A. J. Mace, Missouri Valley, Ia., certificate. 


November 9—Wilmington, Del.—U. S. Court—Examiner Schutrumpf: 
* Finance 13862—Application of Baltimore & Philadelphia and B. & 0. 
for permission to abandon and abandon operation of line extending 
from Southwood, Del., to Landenberg, Pa. 
November 10—Cumberland, Md.—U. S. Court—Jt. Bd. 113: 
MC 103842 Sub. 1—Hartman and Son, Wiley Ford, W. Va., certificate. 
November 10—Fairbury, Neb.—Fed. Bldg.—Examiner Lyle: 
Finance 13835—Application of trustees of C. R. I. & P. for permis 


sion to abandon branch line extending from Deshler to Ruskin. 
Neb. 


November 10—Indianapolis, Ind.—U. S. Court—Examiner Schubert: 
MC 74588 Sub. 12—Marion Trucking Co., Inc., Marion, Ind., permit 
to extend operations. 


November 10—Lincoln, Neb.—State Com.—Examiner Kassell: 
MC 86655 Sub. 4—Howerter Transport Service, Cozad, Neb. 


November 10—Madison, Wis.—Public Service Comm.—Jt. Bd. 96: 
MC 1494 Sub. 3—Gross Common Carrier, Inc., Wisconsin Rapids. 
Wis., certificate to extend operations. 
MC 70426 Sub. 9—Schumacher Motor Express, Eau Claire, Wis., cer 
tificate to extend operations. 


November 10—New Milford, Pa.—Federal Bldg.—Examiner Schutrumpf: 

* Finance 13957—Application of D. L. & W. for a certificate permit: 
ting abandonment of branch line extending from Alford Junction 
to Montrose, in Susquehanna County, Pa. 


November 10—San Francisco, Calif—St. Francis Hotel—Examiner Linn: 
MC 103624—Zephyr Van Lines, Inc., Chicago, IIl. 

November 10—Savannah, Ga.—U. S. Court—Jt. Bd. 101: 
MC 84737 Sub. 3—Nilson Motor Express, Walterboro, S. C., certificate. 
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UNITED FRUIT 
* COMPANY « 


Regular Established Services 


between 
NORTH ATLANTIC, SOUTH ATLANTIC 
AND GULF PORTS 


and 
CUBA - COLOMBIA 
JAMAICA * GUATEMALA - NICARAGUA 
HONDURAS - BRITISH HONDURAS 
COSTA RICA * EL SALVADOR * PANAMA 
WEST COAST of CENTRAL and 
SOUTH AMERICA 


* 


For information consult 


FREIGHT BOOKING DEPARTMENT 


Pier 2, North River, New York 
WhHitehall 4-1700 





























FOR SALE 


We offer 523, 55-ton all-steel, self-clearing DOUBLE HOPPER 
CARS consisting of: 











160 USRA construction; built 1921-1922; with 
A-B brakes; 1,880 cubical feet capacity. 










363 built 1910-1915; with KD-1012 brakes, 
1,683 feet capacity. 



















ALL HAVE FULL "U" CAST STEEL TRUCK 
FRAMES 













Purchaser must buy all. 









TERMS: Cash with purchase. 












DELIVERY CAN COMMENCE IMMEDIATELY AND BE COM- 
PLETED IN ABOUT 60 DAYS—AND VERY POSSIBLY SOONER 

















Some $30,000 to $40,000 NEW REPAIR MATE- 
RIALS also available which you may wish to 
have inspected at the same time. 










TIME and 
SIRABLE. 


EXPEDITION ESSENTIAL and DE- 





Yours for Victory, 


IRON & STEEL PRODUCTS, Inc. 


37 years’ experience 
13450 §. Braingrd Ave., Chicago, Illinols 
"ANYTHING containing IRON or STEEL" 



























AP 


LEFT WHERE 
HITLER WANTS IT 


. . . Rusting away all over this country . .. can 
help lose the war for America. For half of every 
tank, gun, ship, and submarine is made from scrap. 








Some steel furnaces are down, and others are 
working from hand fo mouth, because there’s an 
acute shortage of scrap metal, which is remelted 
with pig iron to make our machines of war. Unless 
6,000,000 additional tons of scrap is uncovered 
and turned in promptly, the tanks and guns and 
ships so desperately needed cannot be produced. 
Result: a longer, harder war. 


















There is enough scrap in this country to see us 
through — millions of pounds of it in the form of 
wornout or obsolete machinery, rusted old pipes, 
fencing, pumps, chains, and boilers (like the aban- 
doned 1,700 pounder pictured above, which con- 
tains enough steel to make half of 84 good American 
machine guns). America’s scrap must be turned 
in. Every factory, warehouse, store, shop, farm, 
attic, basement and garage must be combed for 
every last pound of scrap, if we are to give our 
fighting men the fighting machines they must have 
to win. The time is short. 














































From the beginning, the Norfolk and 
Western Railway has cooperated in the 
nation’s campaign to salvage scrap for 
America’s war effort. This Railroad is ac- 
cumulating and turning back into produc- 
tive channels approximately 5,500 tons of 
scrap metal per month—and is reclaiming 
everything down to the smallest nut and 


Norfolk and 
Western 


ET 



















PRECISION 


COPR. 1942 N. & Ww. RY, 


TRANSPORTATION 
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Private Tank Car Operators! 


S 


DAMAGED CARS: 


We are in position to make them. 
guaranteed. 


REPAIRS: 


First-class work 


Record our name for possible future usage. 


“DESTROYED” CARS: 


"WRECKS": Obtain our propositions—regardless of locations. 


Our diversified business may enable us to improve 
your total Recoveries quite considerably! 


IRON & STEEL PRODUCTS, 


37 years' experience. 
13450 S. Brainard Ave., Chicago, Illinois 


“ANYTHING containing IRON or STEEL" 


INC. 





HIPPING 
ASK FOR FREE SAMPLES 


0) 1) 3): 


APPROVED EXPORT FORMS 


Hor 


In line 
‘‘World-Wide’’ Export Forms are constantly re- 
vised to 


Form 
No. 


2391 
2400 
2429 
2436 
2470 
2461 
2480 
2481 
2482 


7525 






der’s Authoritative “World-Wide” Forms 


with increased Pan-American trade, 


include latest Consular requirements. 


Sheets Price 
Size Per Pad Per Pad 

Mexican Commercial Invoice 10x14 50 $0.50 
Chilean Certificate of Origin 83x16 50 .65 
Dominion Certificate of Origin 84 x 13% 50 .65 
Jamaica Inv. (also 18 possess.) 834 x 14 50 .65 
Venezuelan Certificate of Origin 84 x 14 50 .65 
Brazilian Consular Invoice 3x64 50 1.50 
Argentine Consular Invoice 12 x 173 50 85 
Argentine Parcel Post C. of 0. 8 x 11 50 .60 
Salvador Certificate of Origin 84 x 14 50 .60 
V Export Declaration Form 83x11 100 -40 





Samples of the above forms will be included in 


you 
Wic 


r FREE, FILE-SIZE FOLDER of 
le’’ Traffic Forms. 


‘*World- 
Ask for yours today. 


HORDER’S, INC. 


“First with the Newest Forms" 





(---- 
| HORDER’S, INC. B-10 
231 So. Jefferson St., Chicago, Illinois. 

Please send me your free bound folder containing samples of 
| approved forms for both domestic and export shipping. 
; PIN gc ano store racket are Pe, Sas es RIVA asta lnc ea TO is er Bow Wika Reis wiars ati Sud arash ais 
ONIN ink ects h a ee eset oan ok te ters Mac a Nal a 
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I scape cacras ar asaya neti ce afore arcana Ia a aa lashes TO ais Soe ota Sus Ga aire 
icicles caestepeenenienes deena 


November 10—St. Louis, Mo.—Coronado Hotel—Examiner Rice: 


November 11—Washington, 


rl r = # 
—in Traffic Training! 
Slow, painfully-gotten experience going from job to job—while 
the years fly by faster than increases come—is not the best 
way to win the goal you want in the Traffic world! A far bet- 
ter one is thorough, scientific, low-cost training in Traffic Man- 
agement—training collaborated in by 175 of America’s fore- 
most transportation authorities, whose success-methods come 
to you in ‘‘Problem”’ form that puts you on the Traffic Man- 
ager’s job during training, and qualifies you for such a job 
afterward. Scores of $3,000—$5,000—$7,500 and even higher- 
salaried traffic executives are today in positions earned through 














TRAFFIC WORLp 


1. & S. 5150 and 1st sup.—Routing lumber over M-K-T. ae 


November 10—Wichita, Kan.—Broadview Hotel—Jt. Bd. 36: 


MC 104012—W. A. Rowland, Peabody, Kan., certificate to extend gp. 
erations. 


November 11—Council Bluffs, la.—Chieftain Hotel—Examiner Lyle: 


Finance 13863—Application of C. R. 
don branch line extending from 


I & P. for permission to 
Avoca to Carson, Ia. 

D. C.—Examiner Esch: 
28859—Cooperative Mills, Inc., etc., vs. P. R. R. 


aban- 


November 12—Belle Plaine, la.—Fed. Bldg.—Examiner Lyle: 


Finance 13907—Application of C. & N. W. for permission to abandon 
branch line etxending from Belle Plaine to What Cheer, la. 


Success for You! 











LaSalle training. Possibly you can do the same... if you will, 

Get our free 48-page booklet, ‘‘Opportunities in Traffic Man- 

agement” as the first step toward success for you. No obliga 

tion — and it may be right in line with your life’s ambitions, 

Write for this book today. 

LaSaile Extension University * °OREESFoNDENcE 
Dept. 1095-TA, CHICAGO, ILL. 





VessELs of the McCormick fleet, pioneers in the in- 
tercoastal and coastwise services are now integral links in 
the nation’s wartime effort and while we cannot serve 
you directly as in past years, there will be a time when 
















our ships return to resume handling your shipments 


with care and dispatch. 


DIVISION OF POPE 
AND TALBOT, INC. 


STEAMSHIP 
COMPANY 


M°CORMICK ¥~ 











POSITION WANTED—Aggressive industrial Traffic Manager, now 
employed in excellent position, desires change to another permanent 
and progressive A-1 organization where he will assume full charge 
of this activity and where intelligent and capable effort will be mate 
rially recognized in due time. Fifteen years of common carrier and 
industrial experience, college graduate, age 33, married with three 





For Safe..Sure.. Swift 


Long-Distance Moving 


THE LARGEST FLEET OF VANS IN THE WORL 








children. Address Box 73, Traffic World. 
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